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PORTS    AND    DOCKS 

CHAPTER  I 

INTRODUCTORY  AND   HISTORICAL 

WHEN  the  big  waves  come  dashing  upon 
our  island  shores,  and  the  fierce  gale 
carries  high  over  the  swelling  downs  the 
ocean's  briny  spray,  the  pedestrian  far  inland 
will  ofttimes  declare,  and  declare  with  truth, 
that  he  '  tastes  the  salt.'  Still  more,  both  in 
our  daily  talk  and  in  the  pages  that  we  read 
may  we  '  taste  the  salt  '  of  the  sea  which  for 
centuries  has  been  for  us  islanders  the  scene 
of  our  adventures  and  of  our  trade,  and  of 
many  a  gallant  fight  which  has  brought  us  an 
undying  fame.  For  our  language  is  impregnated 
with  the  salt  of  the  sea,  and  with  the  slang  of  the 
ship.  And  though  many  of  such  expressions  are 
now  used  in  forgetfulness  of  their  nautical  origin, 
there  still  remain  plenty  which  need  no  interpreter, 
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even  though  altered  conditions  may  have  robbed 
them  of  much  of  their  original  force  and  truth. 

*  Any  port  in  a  storm/  for  example,  was,  in  the 
case  of  the  ships  of  ancient  times,  a  proposition  of 
the  widest  application ;  for  to  the  sailormen  of 
those  days  a  port  meant  shelter  and  supplies,  and 
where  there  was  shelter  there  doubtless  would  be 
depth  enough.  But  this  is  long  ago.  For  as  the 
size  and  draught  of  ships  increased,  so  the  ports, 
shallow  in  themselves,  or  shallow  in  their  approach, 
ceased  to  appeal  to  the  larger  vessels;  either  for 
storm  or  calm  their  day  had  passed.  Nor  was  it, 
in  those  days,  within  the  power  of  the  port  to 
avert  its  fate.  To  some  small  extent,  no  doubt, 
this  could  be  deferred  by  resort  to  such  primitive 
dredging  appliances  as  were  then  possible,  and 
where  the  port  lay  up  a  river,  still  more  could 
be  done  to  maintain  the  navigable  channel  by 
embankment  of  its  shores ;  but  such  processes  are 
costly,  and  in  many  cases  they  were  not  attempted, 
or,  if  attempted,  were  ultimately  abandoned. 

But  while  the  decadence  or  abandonment  of 
many  an  ancient  port  may  no  doubt  be  thus 
accounted  for,  the  struggling  port  has  often  fallen 
a  victim  to  causes  other  than  the  development  of 
shipping  and  its  failure  or  inability  to  keep  up 
with  this  development.  For  in  like  manner,  for 
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example,  as  the  coast-line  is  sometimes  eaten  into 
and  swallowed  by  the  encroaching  waves,  so  in 
other  cases  has  the  sea  receded  and  left  high  and 
dry  the  ports  of  former  days.  Then  it  may  well  be 
supposed  that  in  former  times,  as  is  certainly  the 
case  to-day,  competition  was  severe  between  port 
and  port ;  and  the  port  which  neglected  the  develop- 
ment of  its  means  of  inland  transport,  its  roads  and 
waterways,  would  cease  to  appeal  to  shipping,  and 
would  be  imperilled  by  a  rival  more  enterprising. 

For  while  it  is  no  doubt  true  that  the  ships  must 
come  where  the  trade  calls  them — that  it  is,  from 
our  present  point  of  view,  the  port  which  makes 
the  shipping,  and  not  the  shipping  which  makes 
the  port — so  also  is  it  true  that  it  is  the  population 
which  makes  the  port.  The  population  may  be 
either  at  the  port,  as  in  the  case  of  London,  or  it 
may  be  behind  the  port,  as  in  the  case  of  Liver- 
pool and  Hull;  but  the  population  there  must  be. 
The  port  is  the  mouth  through  which  a  population 
is  fed  and  supplied  by  the  ships ;  so  that  a  port 
which,  having  no  large  population  of  its  own, 
neglects  to  keep  up  and  develop  its  communica- 
tions with  the  cities  behind  it,  will  see  itself  deserted 
by  its  shipping.  To  express  it  differently,  ships 
come  to  the  market  which  needs  their  cargoes, 
and  this  market  the  populations  behind  the  port, 
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as  well  as  the  population   of  the   port,  combine 
to  make. 

It  follows,  therefore,  that  the  ports  which 
possess  or  have  behind  them  the  biggest  popula- 
tions will,  the  facilities  of  inland  transit  being 
equal,  be  themselves  the  biggest  ports.  But  while 
it  is  always  the  population  which  makes  the  port, 
it  must  never  be  forgotten  that  it  is  possible  for  an 
inland  population  to  have,  by  reason  of  its  situa- 
tion, a  choice  of  markets — a  choice  of  ports.  In 
such  cases  the  competition  of  the  ports  must  be 
prolonged  and  keen,  and  the  opening  up  of  new 
means  of  transit  between  the  centre  of  consump- 
tion and  one  of  the  ports  may  seriously  affect  the 
popularity  and  prosperity  of  the  other. 

Very  early  in  our  national  history,  or,  indeed, 
earlier  than  our  history  is  fully  recorded,  the 
Cinque  Ports  and,  later,  their  two  '  antient  cities,' 
Rye  and  Winchelsea,  were,  next  to  London,  the 
country's  principal  ports.  Kent  was  thickly 
studded  with  religious  or  ecclesiastical  founda- 
tions in  close  relation  and  in  constant  touch 
with  those  across  the  Channel.  This  corner  of 
England  was  from  early  times  thickly  populated. 
At  the  time  of  the  Spanish  Armada  Kent  is  said 
to  have  provided  double  the  men  and  horses 
supplied  by  any  other  county.  It  was  a  county 
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of  boroughs,  towns  and  hamlets,  and  of  rich  re- 
ligious houses. 

The  Cinque  Ports  were  in  part  trading  ports 
for  the  population  at  their  back,  in  part  the 
country's  watch-dogs  against  foreign  marauders. 
The  coast  of  Kent  was  in  constant  danger  from 
across  the  Channel,  whilst  from  the  Cinque  Ports 
there  departed  also  many  a  fleet  to  raid  the 
Low  Country  and  the  rich  towns  of  Northern 
France.  Later  in  their  history,  in  return  for 
privileges  conferred  upon  them,  they  were  always 
to  hold  certain  shipping  at  the  disposal  of  the 
Crown.  And  lying  as  they  did  on  the  highway  to 
the  Thames  and  to  the  Low  Countries,  they  doubt- 
less derived  no  small  advantage  as  refuges  to  vessels 
passing  through  and  wind-bound  in  the  Downs. 

Early  in  their  history,  however,  they  occupied 
a  position  very  different  from  that  of  later  days. 
For  at  one  time  ancient  vessels  sailed  past 
Winchelsea  and  Rye  inland  over  spacious  fiords 
or  inlets  for  many  a  mile,  where  the  tidal  waters 
lapped  the  foot  of  grassy  hills.  But  gradually  the 
sea  retired,  its  inland  bed  becoming  first  tidal 
marsh,  and  then  marshy  plains  with  channels 
more  or  less  navigable,  but  always  of  lessening 
reach  and  depth. 

No   doubt   the   trading   craft   themselves  were 
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constructed  to  suit  the  altering  conditions.  In 
1822,  for  example,  there  was  dug  out  of  one  of  the 
branches  of  the  river  Rother,  near  Tenterden,  some 
half-score  miles  from  the  sea,  an  ancient  vessel, 
flat-bottomed,  about  63  feet  long  and  15  feet  broad, 
with  a  depth  of  9  feet  from  gunwale  to  keel,  so  far 
as  she  had  any  keel.  As  showing  the  growth  of 
the  land,  the  depth  of  soil  from  the  grass  to  the 
vessel's  keel — that  is,  to  the  former  river-bed — was 
19  feet.  As  little  by  little  the  sea  withdrew  and 
the  flat  land  increased,  the  manorial  and  other 
proprietors  no  doubt  seized  on  and  strove  to  in- 
crease such  a  valuable  addition  to  their  landed 
possessions.  And  to-day  long  grass  sways  to  the 
breeze,  and  flocks  of  fleecy  sheep  pass  from  mead 
to  mead  across  resounding  wooden  bridges  over 
narrow  dykes  which  drain  the  water-meadows, 
where  centuries  ago  old-fashioned  ships  rolled 
lazily  at  their  anchors. 

But,  the  Cinque  Ports  apart,  in  early  days  the 
best-known  and  most  prosperous  of  our  ports 
were  river  ports.  The  cathedral  cities  and  the 
abbey  towns  were  largely  placed  on,  or  not  far 
removed  from,  the  rivers'  banks,  where  the  ship 
or  barge  could  do  more  cheaply  and  conveniently 
the  work  of  the  pack-horse,  and  where,  too,  the 
fisherman's  craft  could  be  relied  on  to  supple- 
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ment  food-supplies,  and  to  mitigate  the  austerities 
of  Lenten  abstinence.  London,  King's  Lynn, 
Yarmouth,  and  Ipswich  on  the  east  coast ; 
Southampton,  Plymouth,  and  Dartmouth  on  the 
south ;  Bristol  and  Gloucester  on  the  west,  are 
good  examples. 

Nothing  could  compete  with  the  river  in  cheap- 
ness and  facilities  of  inland  transport,  and  where 
the  rivers  themselves  fell  short  artificial  means 
were  taken  to  increase  the  benefits  of  water- 
carriage.  Thus  in  1624  the  Thames  was  made 
navigable  so  far  as  Oxford.  Not  long  after,  the 
construction  of  canals  was  set  on  foot  in  order  to 
supply  to  cities  less  favourably  placed  the  advan- 
tages enjoyed  by  towns  on  the  riverside.  About 
the  middle  of  the  eighteenth  century  there  seems 
to  have  set  in  something  like  a  national  mania  for 
canal-making,  to  the  dismay  of  the  packmen,  who 
raised  a  cry  that,  in  protection  of  their  industry, 
no  canal  should  come  within  four  miles  of  any 
considerable  town. 

No  doubt  the  pack-horse  carriers,  the  waggoners, 
and  the  inn-keepers  generally  felt  the  pinch  of  the 
new  competition,  and  the  country  towns  depen- 
dent on  road-carriage,  with  roads  in  their  then 
condition,  must  have  been  stirred  to  a  sense  of 
their  own  disadvantages.  However  this  may  be, 
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we  read  that  in  the  fourteen  years  from  1760  to 
1773  there  were  passed  452  Acts  for  the  construc- 
tion or  improvement  of  highways,  the  result 
being  a  vast  expansion  of  traffic. 

Meantime,  construction  of  canals  continued  to 
progress,  so  that  before  many  years  the  canal 
mileage  probably  exceeded  2,000,  while  that  of 
the  rivers  and  their  navigable  extensions  was 
apparently  of  similar  length. 

The  wholesale  excavation  of  canals  brought 
with  it  an  army  of  spade-men  or  '  inland  navi- 
gators ';  and  '  navvies  '  they  have  remained  ever 
since,  though  their  brawn  and  sinew  now  go  into 
railway-making ;  just  in  the  same  way,  indeed,  as 
the  coach  *  guard  '  with  his  blunderbuss  carried  his 
name,  but  not  his  scatter-gun,  into  the  railway 
brake  ;  and  as  the  '  booking-office  '  for  the  coach 
gave  its  name  to  the  railway  ticket-office.  And  if 
we  all  knew  as  much  as  we  would  love  of  our 
own  language,  no  doubt  we  should  still  find  on 
the  tow-path,  and  in  the  gaily-painted  cabin  of  the 
Susan  Ann  more  than  one  quaint  term  handed 
down  from  those  still  earlier  inland  navigators 
the  packman  and  the  waggoner. 

To  return,  however,  to  our  navigable  canal 
system,  it  can  hardly  be  doubted  that  by  thus 
connecting  inland  towns  and  districts  with  this 
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and  that  ocean  port  the  prosperity  of  the  latter, 
thus  made  the  market  for  new  populations,  was 
considerably  enhanced.  At  this  point,  however, 
in  the  history  of  inland  water-transit,  its  various 
promoters  found  themselves  faced  with  a  new  and 
unlooked-for  danger,  the  advent  of  the  railways. 
And  slowly  but  surely  the  use  of  the  waterways, 
old  and  new,  the  latter  constructed  at  so  great 
a  cost,  were  put  in  the  shade  and  superseded  by 
the  iron  road.  Gradually  the  railway  companies 
either  bought  out  or  succeeded  in  cutting  out 
the  carriers  by  water. 

For  though  no  carriage  is  so  cheap  as  that  by 
water  when  the  latter  is  a  highway  provided  by 
Nature,  the  construction  of  canals  is  a  costly 
undertaking,  involving  the  collection  of  adequate 
rates  of  carriage.  Moreover,  at  best  it  is  a  slow 
process.  So  that  any  advantage  which  the  canals 
possessed  over  the  new  railways  in  point  of 
economy  would  be  more  than  neutralized  by  the 
latter  in  point  of  accelerated  despatch. 

Besides  which,  the  canal  companies'  area  of 
supply  was  necessarily  limited.  Sooner  or  later 
the  goods  for  important  towns  away  from  the 
water  roads  would  have  to  find  their  way  by  land, 
with  all  the  costs  of  double  handling  incidental  to 
the  transfer.  This  portion  of  the  canal  com- 


io  PORTS  AND  DOCKS 

panics'  business  naturally  fell  into  the  lap  of  the 
railways,  with  their  more  numerous  and  direct 
connections.  The  result  was  inevitable,  and 
though  there  are  extensive  districts — notably  that 
behind  Hull,  in  which  the  Aire  and  Calder  Naviga- 
tion Company  plays  a  very  useful  part — in  which 
water-carriage  still  occupies  a  position  of  no  small 
importance,  rivers  and  canals  as  means  of  inland 
communication  have  long  since  been  killed  or 
crippled  by  the  railways.  Possibly  the  day  may 
not  be  far  removed  when  the  railway  companies, 
either  as  rinding  it  to  their  own  advantage,  or  under 
pressure  of  public  opinion  may  decide  to  revive  the 
use  of  the  neglected  water-ways.  To  this  subject 
we  will  return. 

On  the  introduction  of  the  railways,  London, 
the  capital  and  the  chief  port  of  the  country,  at 
once  became  their  terminus  and  starting-point. 
All  the  cities  and  important  towns  of  the  country 
were  placed  in  touch  with  London,  and  it  was  the 
population  thus  served  by  the  port  which  served 
to  make  the  port ;  and  no  doubt  many  a  tall  ship 
which  before  had  traded  with  another  port  found  it 
to  her  advantage  to  bring  her  cargo  to  the  chief 
market  of  the  country,  the  more  so  inasmuch  as 
she  would  at  such  a  port  have  an  improved  chance 
of  a  cargo  for  her  outward  voyage.  The  result  of 
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this  attraction  of  trade  to  London  would  be  that 
the  minor  ports  would  get  their  supplies  from 
London  by  coasting  craft  instead  of  direct,  and 
would  be  the  less  inclined  to  lay  out  money  in 
providing  accommodation  for  ships  of  increasing 
draught.  No  doubt,  for  example,  the  Newfound- 
land trade  with  Poole,  Bristol,  Gloucester,  etc., 
was  ultimately  destroyed  by  the  facilities  offered 
by  London,  and  later  by  Liverpool. 

Having  thus  discussed  the  history  and  circum- 
stances of  ports  generally,  and  briefly  reviewed  the 
origin  and  vicissitudes  of  those  in  our  own 
country,  let  us  glance  more  particularly  at  the 
origin  and  development  of  London,  the  greatest 
port  the  world  has  yet  seen. 

Its  existence  as  a  trading  centre  is  of  great 
antiquity,  for,  as  Mr.  Lethaby  tells  us  in  his  '  Lon- 
don before  the  Conquest,'  Tacitus,  writing  in 
A.D.  61,  referred  to  London  as  an  oppidum  '  not 
dignified  with  the  name  of  a  colony,  but  celebrated 
for  the  gathering  of  dealers  and  commodities.' 
For  such  a  purpose  its  position  was,  in  fact,  ideal. 
Situated  on  a  tidal  stream,  which  to  vessels  both 
arriving  and  departing  served  the  role  of  tug,  and 
so  placed  as  to  be  in  easy  communication  with 
the  Low  Countries  and  the  Baltic  cities,  its  ad- 
vantages were  great. 
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As  a  distributing  centre,  moreover,  its  position 
was  unique.  The  Thames  itself,  the  Medway, 
and  the  Lea,  afforded  facilities  for  transport  near 
at  hand,  whilst  the  city's  proximity  to  the  navig- 
able streams  of  Essex  and  Suffolk  rendered  it  a 
convenient  source  of  supply  to  the  inhabitants  of 
the  districts  which  they  served.  London  was  so 
situated  as  to  be  a  centre  of  distribution  both  for 
the  English  cities  of  the  south  and  also  for  the 
foreign  ports  across  the  narrow  seas.  As  such, 
her  advantages  received  the  widest  recognition, 
and  the  prosperity  of  the  city  grew  apace. 

With  an  important  population  of  her  own  and 
within  her  area  of  home-supply,  and  with  remark- 
able facilities  for  distributing  amongst  the  ports 
of  the  Continent  and  of  Northern  Europe  the 
cargoes  brought  to  her,  it  was  natural  that,  as  in 
course  of  time  England  became  the  carrier  for  all 
the  world,  so  London  should  become  the  focus  of 
the  world's  trade. 

And  the  adoption  of  steam  navigation  greatly 
consolidated  her  position.  For  while  the  big 
sailing  vessels  continued  in  a  lessening  degree  to 
carry  on  the  trade  with  distant  parts,  a  fleet  of 
small  steamships  served  to  distribute  these  sailing- 
ship  cargoes  in  all  directions  and  to  many  a 
European  port.  On  the  other  hand,  foreign  mer- 
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chants  and  manufacturers  used  London  as  their 
port  of  shipment  to  countries  with  which  London 
was  in  constant  trade.  With  the  opening  of  the 
Suez  Canal,  a  marked  and  rapid  development  took 
place  in  the  trade  of  the  port,  and  more  especially 
in  the  character  of  the  vessels  bringing  it. 

For  whereas  in  1860,  of  the  11,177  vessels 
which  entered  the  port,  8,871  were  sailing  ships, 
with  a  total  of  2,229,748  tons,  as  against  2,306 
steamships  of  751,662  tons;  in  1901  the  sailing 
vessels  had  fallen  to  1,960  in  number,  with 
778,323  tons ;  whilst  the  steamers  had  increased 
to  9,457,  with  a  total  of  9,214,430  tons  (vide  table 
on  p.  66).  And  whereas  the  average  tonnage  of 
the  steamships  was  in  1860  only  326  tons,  this 
average  had  in  1901  increased  to  974  tons. 

It  must,  however,  be  understood  that  a  vessel 
which  enters  the  port,  say,  once  a  week,  goes  down 
in  the  year's  returns  as  fifty-two  vessels  ;  and  as  the 
vessels  which  enter  most  frequently  are  the  short- 
voyage  steamers  of  small  tonnage,  the  average 
tonnage  of  the  vessels  visiting  London  is  thus 
greatly  reduced.  Assuming,  for  example,  that  a 
i,ooo-ton  steamer  makes  ten  voyages  to  and  from 
Antwerp  while  a  5,ooo-ton  vessel  makes  one  voyage 
to  and  from  Australia,  we  have  eleven  vessels  as 
the  total  number,  and  15,000  as  the  total  tonnage; 
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average  (n  into  15,000),  1,364  tons,  as  against  the 
real  average  of  the  two  vessels,  3,000  tons. 

As  regards  the  size  of  individual  vessels  visiting 
the  port,  year  by  year  it  has  steadily  advanced. 
Thus,  in  1838,  the  biggest  ship  afloat,  then  a  very 
big  ship  indeed,  was  the  steamer  British  Queen, 
234  feet  long  and  2,016  tons  gross.  The  biggest 
vessel  now*  trading  is  the  Celtic,  700  feet  long,  and 
20,880  tons  ;  but  the  new  American  grain-carrier, 
the  Minnesota,  appears  on  the  books  as  21,000 
tons.  The  gradual  increase  in  size  is  shown,  in 
its  various  steps,  in  the  table  on  p.  69.  But 
while  the  leviathan  Celtic  sails  from  Liverpool,  we 
have  many  large  vessels  trading  regularly  with 
London,  several  vessels  of  the  (late)  Atlantic 
Transport  Company,  now  in  the  '  International 
Combine,'  exceeding  13,000  tons  gross  register. 

London's  trade  with  the  Continent,  for  which 
the  advantages  of  the  port  are  unique,  is  naturally 
carried  on  by  small  steamers,  although  even  the 
size  of  these  is  steadily  increasing.  As  the  result 
of  this  class  of  trade,  London's  average  tonnage 
per  vessel  is  low.  Thus  in  comparison  with 
Liverpool,  whose  trade  is  mainly  with  American 
and  other  distant  ports,  London's  average  is  only 
878  tons,  as  against  Liverpool's  1,867  tons. 
Glasgow's  average,  like  that  of  Liverpool,  is  also 
*  I.e.,  August,  1903. 
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high — 1,471  tons.  Hull,  whose  trade,  still  more 
than  London's,  is  with  European  ports,  has  an 
average  of  only  802  tons. 

Liverpool's  import  tonnage,  though  by  no 
means  entirely  attributable  to  her  trade  with  the 
New  World,  is  largely  so  accounted  for,  almost 
all  the  cotton  from  the  States  coming  to  the 
Mersey ;  whilst  the  frequent  voyages  of  the  large 
Atlantic  liners  which  make  Liverpool  their  home 
tend  greatly  to  build  up  its  average  tonnage.  The 
history  of  the  rise  and  growth  of  Liverpool,  differ- 
ing so  widely  as  it  does  from  that  of  London,  is 
very  interesting.  As  compared  with  London,  it  is 
a  port  of  almost  yesterday.  No  doubt  the  Plague 
of  London  and  the  presence,  at  one  time  so  fre- 
quent, of  hostile  Dutch  fleets  in  and  about  the 
North  Sea  and  the  Channel,  did  something  for  the 
trade  of  Liverpool.  But  the  real  history  of  her 
rise  and  amazing  progress  may  be  written  in  the 
one  word  '  cotton.' 

In  1784,  as  we  read  in  Mackenzie's  '  Nineteenth 
Century,'  eight  bags  of  cotton  landed  in  Liverpool 
from  an  American  ship,  were  seized  by  the  Customs 
on  the  ground  that  cotton  was  not  a  product  of 
the  United  States.  In  1793,  as  the  result  of 
Elihu  Whitney's  discovery  of  a  method  of 
eliminating  the  seeds  of  this  useful  product,  the 
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Hood-gates  of  prosperity  were  opened  on  the  port. 
In  the  following  year  about  ij  million  pounds' 
weight  of  cotton  were  landed  at  Liverpool  for 
the  town  of  Manchester.  In  eight  years  the 
import  had  grown  to  21  million  pounds'  weight. 
In  1901  we  imported  £42,000,000  worth  of 
cotton,  of  which  £33,000,000  was  received  at 
Liverpool,  and  £6,000,000  passed  Liverpool  for 
Manchester  direct.  Of  the  whole  £42,000,000, 
£32,000,000  came  from  the  United  States. 

Then  the  development  of  the  uses  of  steam 
called  into  existence  densely-populated  manu- 
factunng  cities,  which  looked  to  Liverpool  to 
supply  their  needs,  and  the  importations  of  corn 
and  foodstuffs  for  the  teeming  populations  and 
their  live-stock  continually  increased.  Broadly 
stated,  Liverpool's  is  a  manufacturing,  London's 
is  a  residential  trade. 

Liverpool  affords  a  notable  instance  of  how  the 
population  may  make  the  port,  while  the  port 
itself  has  no  great  population.  For  while  Liver- 
pool's own  population  is  only  about  one  -  tenth 
of  that  of  greater  London,  her  imports  amounted 
in  1901  to  £132,000,000,  as  against  London's 
£170,000,000. 

It  must,  however,  be  remembered  that  London 
obtains  no  inconsiderable  portion  of  her  own 
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supplies,  perhaps  some  £60,000,000  or  there- 
abouts, through  the  various  Channel  and  North 
Sea  railway  ports,  which  are  credited  with  their 
own  returns.  The  imports  at  Dover  and  Folke- 
stone, for  example,  are  about  £10,000,000  and 
£11,000,000  respectively,  without  counting  South- 
hampton,  Newhaven,  and  Harwich,  which,  in  the 
matter  of  Continental  supplies,  are  essentially 
conduit-pipes  for  London. 

Third  on  the  list  of  the  ports  of  the  United 
Kingdom  comes  Hull ;  next  Glasgow.  Dealing 
with  their  trade  severally,  in  round  millions 
sterling  the  figures  for  1901  are  these  : 


EXPORTS. 

IMPORTS. 

British 

Foreign 

TOTAL 
TRADE. 

Products. 

Colonial. 

London    

170 

57 

35 

262 

Liverpool           

132 

90 

16 

238 

Hull        

32 

15 

6 

53 

Glasgow 

14 

*£} 

i 

3i 

Hull,  no  doubt,  owes  her  remarkable  prosperity 
in  a  great  measure  to  the  same  populations  which 
have  built  up  Liverpool,  Liverpool's  deficiencies 
due  to  her  position  in  the  matter  of  short-voyage 
trade,  being  made  good  by  Hull.  The  supplies  of 
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produce  of  various  kinds  which  we  obtain  from  the 
Continent,  the  Low  Countries,  and  Northern 
Europe  come  to  the  south  mainly  through 
London,  and  to  the  north  mainly  through  Hull. 
But  in  the  matter  of  facilities  for  inland  distribu- 
tion Hull  occupies  a  position  quite  unique. 

The  city  itself  is  a  remarkable  example  of  the 
concentration  of  the  means  of  distribution,  for  the 
cargo  which  comes  to  Hull  to  remain  must  be 
a  comparatively  small  proportion  of  the  whole. 
Bristol,  for  example,  with  a  population  of  some 
330,000,  imports  only  about  £12,250,000,  whereas 
Hull,  with  her  242,000  inhabitants,  imports 
£32,000,000. 

The  remarkable  success  of  the  port  of  Hull  is 
no  doubt  mainly  attributable  to  her  convenient 
situation  as  a  mouth  through  which  the  Conti- 
nental and  Northern  Europe  ports  can  feed  the 
manufacturing  populations  behind  her.  Mere  con- 
venience of  position,  however,  is  not  enough  in 
itself.  You  must  have  corresponding  facilities  of 
conveyance  between  the  port  and  its  industrial 
hinterland ;  and  it  is  in  this  respect  that  Hull's 
circumstances  are  unique,  and  that  Bristol  has 
probably  suffered. 

A  study  of  the  map  of  the  inland  waterways  com- 
municating with  Hull,  together  with  the  tonnage 
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returns  of  the  Aire  and  Calder  Navigation  Company, 
the  Leeds  and  Liverpool  Canal,  the  Sheffield  and 
South  Yorkshire  Canal,  the  Rochdale  Canal,  and 
many  others,  affords  ample  demonstration  that 
the  H umber,  the  Ouse,  and  the  Trent,  with  their 
network  of  canal  connections,  still  fill  a  useful  part 
in  goods'  carriage,  the  active  competition  of  the 
railways  notwithstanding. 

The  docks  of  Hull  are,  however,  most  liberally 
supplied  with  railway-lines  ;  the  docks  themselves 
are,  in  fact,  all  railway-owned.  The  long  fingers  of 
the  iron  road  grasp  and  encircle  them  at  every  point. 

The  city  is  an  object-lesson  in  the  possibilities 
of  port  connections.  The  whole  mercantile  city  is 
a  medley  of  transport  facilities.  Quays  and  sheds, 
roads  and  railways,  goods'  stations  and  sidings  fit 
one  into  the  other  like  parts  of  a  puzzle  map, 
whilst  keels  and  lorries,  barges  and  trucks,  are 
thick  in  competition. 

When  the  port  shall  have  been  provided  with 
the  increased  deep-water  dock  accommodation 
which  has  too  long  been  only  talked  about,  it  can 
hardly  be  doubted  that  Hull  will  take  a  higher 
place  as  a  destination  for  the  ships  from  distant 
seas,  the  more  so  as  her  facilities  for  providing 
and  shipping  coal  for  outward  cargoes  are  already 
good  ;  and  the  port  which  is  able  to  furnish  a  cargo, 
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even  of  coals,  for  vessels  on  completion  of  their 
discharge,  is  thereby  rendered  more  attractive. 

It  is,  indeed,  just  this  advantage  to  which 
Glasgow  owes  much  of  her  prosperity ;  for  not 
only  does  the  port  insure  to  the  vessels  \vhich 
bring  her,  in  such  large  quantities,  iron  ore  for 
smelting,  a  return  cargo  of  coal  for  their  foreign 
loading  ports,  but  in  addition  she  is  able  to  furnish 
a  good  supply  of  finished  iron,  of  machinery,  and 
rough  manufactures.  The  result  to  the  port  is  that 
many  vessels  from  distant  ports  to  London  and  to 
Liverpool  proceed,  on  discharging  at  these  ports, 
to  Glasgow  as  a  loading  port,  and  no  doubt  carry 
there  both  goods  shipped  at  their  last  port  of  dis- 
charge and  part  cargoes  from  their  foreign  starting- 
point. 

As  will  be  seen  from  the  figures  shown  above, 
Glasgow,  though  fourth  on  the  list  of  ports  in  the 
total  of  her  trade,  has  the  advantage  over  the 
other  three  that,  whereas  their  imports  greatly 
exceed  their  exports,  Glasgow  sends  away  more 
than  she  receives. 

Glasgow  is  a  wonderful  port,  a  splendid  testi- 
mony to  the  dogged  persistence  of  the  Scot.  For 
while  other  ports  with  a  tradition  to  maintain 
and  natural  advantages  awaiting  development  have 
been  content  with  the  day  of  small  things,  Glasgow 
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has  laboriously  grubbed  out  a  shallow  river,  far 
from  the  highroads  of  trade,  and  created  for  her- 
self a  port  which  offers,  and  offers  with  success, 
facilities  to  vessels  of  practically  the  largest  size. 

A  century  and  a  half  ago  there  existed  in  the 
Clyde  patches  of  shallow  on  which  the  depth  at 
low  water  was  one  of  inches  only.  In  1768  the 
city  set  to  work  to  narrow  the  river,  then  a  wide 
and  shallow  stream,  in  order  to  increase  its  depth 
and  scour.  The  primitive  dredgers  of  those  days 
having  excavated  a  navigable  channel  of  7  feet, 
this  depth  was  soon  increased  by  the  scour  to 
14  feet.  Ever  since  then  the  process  of  dredging 
has  been  steadily  maintained,  the  invention  of  the 
steam-dredger  having  enabled  the  port  authorities 
to  excavate  a  channel  which  in  the  early  history 
of  the  port  would  have  been  regarded  as  equally 
impossible  and  unnecessary.  With  the  marvel- 
lous dredgers  now  available,  however,  practically 
any  river  depth  has  become  possible,  while  the 
steady  increase  in  the  size  and  draught  of  ships 
renders  a  depth,  which  was  ample  yesterday, 
barely  sufficient  to-day  and  obviously  destined  to 
be  outgrown  to-morrow. 

But  deepening  of  the  Clyde  over  its  20  miles 
of  length  was  by  no  means  the  whole  of  Glasgow's 
costly  enterprise.  The  banks  at  the  city  had  to 
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be  equipped  with  quays.  Long  before  the  Clyde 
was  rendered  navigable — when  vessels  of  any  size, 
even  by  the  standard  of  those  days,  could  not  get 
within  14  miles  of  the  city,  but  discharged  into 
cobles  or  craft  of  three  to  six  tons'  burden  —  so 
long  ago  as  1662  the  magistrates  decided  to  con- 
struct a  quay  wall,  'ane  little  quay  builded  at 
the  Broomielaw.'  In  a  paper  recently  read  by 
Mr.  W.  M.  Alston,  C.E.,  Chief  Engineer  of  the 
Clyde  Navigation  Trust,  the  history  of  the  gradual 
process  of  the  quaying  of  the  Clyde  is  discussed 
from  its  engineering  aspect.  The  process  was  one 
from  experiment  to  experiment,  good  work  having 
time  after  time  to  be  reconstructed,  as  the  con- 
tinual deepening  of  the  river's  bed  affected  the 
foundations.  But  the  system  of  river  quays 
answered  well,  and  when  eventually  it  became  im- 
perative to  increase  the  shipping  accommodation  at 
the  city,  tidal  docks — i.e.,  docks  without  locks  or 
gates — were  created,  greatly  to  the  benefit  of 
the  port. 

But  what  in  later  times  has  given  a  peculiar 
value  to  the  river  quays  has  been  the  railways  laid 
along  them  and  extended  to  the  docks.  Thus 
whether  it  be  a  question  of  loading  a  ship  with 
coal,  or  of  a  ship's  discharging  a  cargo  of  iron-ore, 
the  trucks  are  always  conveniently  placed. 
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And  if,  as  has  of  late  too  often  been  the  case, 
the  discharge  of  the  ships  has  been  delayed,  the 
fault  must  be  charged  to  a  deficiency  of  railway- 
trucks  rather  than  to  any  defect  in  the  system  or 
working  of  the  port.  This  delay  of  shipping,  how- 
ever, is  beginning  to  react  on  the  general  accom- 
modation of  the  docks  and  quays,  and,  like  other 
ports,  Glasgow  is  becoming  congested.  But  a 
new  dock  is  now  in  construction  for  the  coal  and 
ore  trades,  and  on  its  completion  Glasgow  should 
be  able  to  concentrate  her  general  trade,  notably 
with  Transatlantic  and  Eastern  ports,  practically 
at  the  heart  of  the  city.  Great  and  well-deserved 
as  has  been  the  success  of  the  port,  there  is  no 
reason  to  doubt  that  a  still  brighter  future 
awaits  it. 


CHAPTER  II 

THE  VARYING  FEATURES  OF  DOCKS  AND  PORTS 

PORTS  differ  greatly  amongst  themselves, 
and  in  a  variety  of  ways.  Thus  we 
have  the  port  which  is  essentially  a  receiving- 
port,  and  the  port  which  ships  as  much  as  it 
receives ;  the  port  which,  like  Cardiff,  has  a 
large  export  trade,  and  comparatively  little  im- 
ports— she  exports,  in  fact,  about  £12,000,000,  as 
against  £3,500,000  imports  ;  or  which,  like  Bristol, 
has  a  good  import  business  and  little  export 
trade ;  or  which,  like  Southampton,  is  practically 
a  glorified  rail  way- station,  a  point  of  junction 
between  the  ships  and  the  railway-trucks. 

Then,  again,  ports  differ  in  the  nature  of  their 
accommodation.  Liverpool,  for  example,  is  a 
port  of  closed  docks ;  every  ship  has  to  enter 
or  leave  the  dock  by  the  process  of  locking  in  or 
locking  out,  and  there  are  no  riverside  wharves,  or 
practically  none.  London,  again,  is  a  port  of 
[24] 
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closed  docks,  but  with  a  vast  array  of  wharves 
and  warehouses  bordering  the  river,  which  wharves 
are,  however,  for  the  most  part,  if  not  entirely, 
used  by  steamers  of  light  draught.  Glasgow,  as 
we  have  seen,  is  a  port  of  open  quays  which  are 
partly  on  the  river,  partly  surrounding  tidal  or 
gateless  docks.  The  comparative  merits  of 
these  differing  systems  we  will  presently  consider 
at  greater  length. 

Then  there  are  essential  differences  between 
port  and  port  in  the  method  of  discharge  and 
delivery.  In  London,  for  example,  some  75  or 
more  per  cent,  of  the  general  cargo  to  the  port 
goes  overside  into  barges  for  conveyance  to  river- 
side wharves  or  warehouses,  or  to  waterside  depdts 
of  the  railway  companies. 

At  Liverpool,  barges  are  practically  unknown. 
Goods  are  delivered  mainly  into  transit  sheds,  and 
thence  conveyed  to  the  railways.  So  far  as  prac- 
ticable delivery  is  made  to  railway-trucks,  but  in 
the  matter  of  railway  connections  Liverpool's  dock 
facilities  are  far  from  perfect,  and  notably  in  her 
means  to  supply  outgoing  ships  with  coal. 

At  Hull,  some  80  per  cent,  of  the  cargoes  goes, 
as  in  London,  overside  into  craft  to  find  its  way 
to  the  mills  and  warehouses  on  the  river  Hull,  to 
the  Ouse,  the  Trent,  and  other  of  the  numerous 
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waterways  of  the  district.  The  remainder  goes 
mainly  into  railway-trucks,  but  the  two  rival  rail- 
way companies  at  the  port  each  do  their  best  to 
cart  imported  goods  from  the  other's  docks  to  their 
own  particular  depots  for  despatch  inland.  It  has 
already  been  mentioned  that  all  the  docks  of  Hull 
are  railway-owned. 

At  Glasgow,  the  city's  extensive  coal  and  ore 
trades  are  carried  on  by  rail  to  the  ship's  side, 
while  the  general  cargo  is  carted  to  the  various 
stores.  As  at  Liverpool,  barges  at  Glasgow  are 
practically  unknown. 

As  a  general  rule,  the  course  of  outward  ship- 
ment at  any  port  follows  more  or  less  the  system 
of  inward  delivery.  These  differences  in  the 
method  of  discharge  and  delivery  of  inward  cargoes 
involve  in  their  turn  differences  in  the  kind  and 
extent  of  the  dock  facilities.  Where,  for  example, 
discharge  is  largely  into  craft,  the  vessel's  own 
whips  and  gear  will  largely  be  used  for  passing 
the  cargo  overside,  and  there  will  be  the  less  need 
for  dock-cranes.  Where  large  cargoes,  as  at 
Liverpool,  have  all  to  be  conveyed  away  by  land, 
capacious  transit-sheds  are  necessary,  and  an 
abundant  supply  of  dock-cranes  to  expedite  the 
ship's  discharge. 

It  therefore  by  no  means  follows  that  because 
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at  a  given  port  we  find  an  abundance  of  capacious 
double-story  sheds  and  an  array  of  shore-cranes, 
and  at  another  port  comparatively  small  sheds 
and  few  cranes,  that  the  former  port  is  better 
equipped  than  the  latter.  Before  the  facilities  of 
a  port  can  be  fairly  estimated  an  accurate  know- 
ledge is  needed  of  the  process  of  discharge  cus- 
tomary at  the  port. 

The  port  of  Bremerhaven  serves  well  to  illus- 
trate this.  There  the  cargo-sheds  are  few,  and 
the  sheds  themselves  of  small  capacity,  and  in- 
ternally of  most  inconvenient  structure,  while  of 
cargo-cranes  the  quays  are  practically  bare.  But 
the  fact  is  that  the  discharge  at  the  port  is  mostly 
into  barges  overside,  to  be  towed  to  Bremen  or 
perhaps  elsewhere;  and  the  ships  do  their  own 
discharging.  The  huge  steamers  of  the  North 
German  Lloyd  Company,  which  bring  cargo  to 
the  port,  are  evidently  equipped  accordingly  ;  one 
of  these  vessels  discharging  there  the  other  day 
simultaneously  over  both  rails  into  barges  along- 
side, carried  on  each  of  her  four  masts  no  less 
than  eight  cargo-booms,  while  another  vessel,  of 
the  same  line,  a  two-master,  carried  at  each  end 
eight  pivot-cranes  ;  and  a  very  curious  appearance 
they  gave  to  her. 

In  other  ways,  also,  ports  differ  one  from  the 
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other,  and  notably  in  their  ownership  or  financial 
support.  In  London,  for  example,  the  docks  are 
at  present  the  property  of  public  companies  whose 
object  is  naturally  to  work  the  docks  primarily  in 
the  interests  of  the  shareholders — an  object,  how- 
ever, entirely  consistent  with,  and  indeed  implying 
the  due  development  and  up-keep  of  the  under- 
taking. At  Liverpool  the  docks  are  worked  by  a 
trust,  in  the  interest  of  the  trade  and  traders  of 
the  port.  So  also  at  Glasgow.  At  Hull  the  docks, 
as  already  stated,  are  railway  property,  which  also 
is  the  case  at  Southampton. 

Then  across  the  narrow  seas  we  have  at  Antwerp 
the  closed  docks  built  and  equipped  by  the  muni- 
cipality, while  the  open  quays  are  constructed 
by  the  State,  and  on  completion  handed  over  to 
the  municipality,  which  equips  and  maintains 
them.  At  Hamburg  the  port  is  run  jointly  by  the 
State  (of  Hamburg,  not  Prussia)  and  the  muni- 
cipality. 

At  Copenhagen  the  system  is  somewhat  com- 
plex. The  land  and  water  area  for  the  port's 
magnificent  tidal  docks  or  harbour  was  provided 
by  the  municipality,  while  a  syndicate  of  leading 
city  men  undertook  to  equip  and  manage  the 
new  harbour  on  its  completion,  the  income  to 
be  annually  divided  in  certain  fixed  proportions 
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between  the  municipality  and  the  syndicate, — or 
so  it  is  understood. 

It  is  easy  to  see  that  the  rates  and  dues  to  be 
levied  by  the  dock  proprietors  are  likely  to  depend 
largely  on  the  nature  of  the  ownership. 

Where  shareholders  have  to  be  provided  with 
dividends  the  charges  are  likely  to  be  made  as 
heavy  as  the  trade  will  stand  without  risk  of  driving 
it  from  the  port. 

Where  the  property  is  vested  in  a  public  trust, 
the  object  will  be  to  charge  only  such  rates  as, 
after  paying  interest  on  borrowed  capital,  will 
suffice  to  maintain  and  provide  for  the  develop- 
ment of  the  undertaking. 

Where  a  railway  company  is  the  proprietor,  the 
dock  will  be  worked  and  regarded  less  as  a  source 
of  profit  in  itself  than  as  a  means  of  supplying 
freight  for  the  company's  rolling  stock.  It  may 
be  guessed  that  docks  so  owned  are  often,  if  not 
generally,  or  even  always,  worked  at  a  loss,  very 
much  to  the  benefit  of  the  country's  trade. 

Under  the  Continental  system  of  municipal 
ownership  also  the  docks  are  worked  not  for 
profit,  but  for  the  benefit  of  the  trade  of  the  port. 

But  while  in  such  case  any  loss  on  working  must 
sooner  or  later  come  out  of  the  city  rates,  under 
the  system  of  railway  ownership  any  loss  on  the 


30  PORTS  AND  DOCKS 

docks  will  be  regarded  as  part  of  the  cost  of 
running  the  railway  as  a  whole. 

Bristol  docks  are  municipal,  and  it  would  seem 
that  to  some  extent  they  are  carried  on  at  the  cost 
of  the  rates.  If,  however,  the  fact  be  so,  the  city 
doubtless  receives  infinitely  more  by  the  trade 
gained  through  the  docks  than  the  ratepayers  pay 
towards  their  up-keep. 

The  Manchester  Canal,  though  the  property  of 
a  company,  is,  as  the  consequence  of  its  dis- 
appointing financial  result,  under  heavy  debt  to 
the  corporation,  which  is  accordingly  strongly 
represented  on  the  company's  Board  of  Direction. 
To  this  great  undertaking  we  will  presently  give  a 
closer  consideration. 

It  will  be  seen  from  the  foregoing  that  ports 
differ  one  from  the  other  in  various  and  essential 
points.  But  while  one  may  examine  the  system 
of  a  port  without  observing  anything  to  indicate 
the  nature  of  the  ownership — which,  indeed,  need 
have  no  outward  effect  at  all  on  the  plan  or 
methods  of  the  port — the  special  nature  of  the 
accommodation  at  once  invites  attention. 

There  is  a  wide  and  obvious  difference  between 
closed  docks  and  tidal  docks  or  basins,  and  a  still 
greater  difference  between  closed  docks  and  open 
or  river  quays. 
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Amongst  our  own  ports,  London,  Liverpool, 
and  Hull  are  exponents  of  the  closed-dock  system. 
Glasgow  and  Southampton  follow  the  plan  of  tidal 
basins  and  open  quays. 

Across  the  water,  Bremerhaven  is  provided  with 
closed  docks,  while  Bremen  has  tidal  basins,  as 
also  has  Hamburg. 

At  Antwerp  the  closed -dock  system  and  the 
river-quay  system  exist  side  by  side,  and  the  river 
quays  are  being  extended,  whilst  at  the  same  time 
new  closed  docks  are  also  to  be  proceeded  with. 
If  at  the  moment  Antwerp's  open  quays  are,  for 
the  biggest  vessels,  more  successful  than  her 
docks,  it  is  that  the  quays,  or  certain  of  them, 
are  modern  and  up-to-date,  while  the  docks  are 
obsolete.  The  decision  to  continue  and  develop 
both  methods  of  accommodation  side  by  side  is 
evidence  that,  at  any  rate  at  Antwerp,  it  is  con- 
sidered that  in  practice  one  system  is  as  good  as 
the  other. 

But  here,  again,  it  must  be  borne  in  mind  that 
while  this  may  be  true  enough  at  Antwerp,  it  does 
not  follow  that  such  will  be  the  case  everywhere 
else.  At  Copenhagen,  for  example,  where  the  rise 
and  fall  of  the  tide  is  so  inconsiderable  that,  for 
present  purposes,  it  may  be  regarded  as  non- 
existent, closed  docks  would  obviously  be  out  of 
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place.  To  lock  vessels  into  dock,  and  lock  them 
out  again  with  the  water  in  the  docks  and  the 
water  outside  always  at  practically  the  same  level, 
would  be  absurd. 

Conversely  at  Avonmouth,  where  the  tide  has 
a  maximum  rise  of  50  feet,  to  provide  open  quays 
which,  without  counting  the  foundation,  would 
need  to  be  somewhere  about  90  feet  in  height, 
would  be  ruinous. 

At  this  port  open  quays  or  tidal  basins  may 
be  the  best  method ;  at  that,  closed  docks.  At 
another  it  may  be  a  matter  of  opinion  which 
system  to  adopt,  and  perhaps  the  one  may  be  as 
good  as  the  other.  But  even  when  such  a  con- 
clusion has  been  arrived  at,  from  the  point  of 
view  of  practicability  and  convenience,  the  ques- 
tion of  expense  has  still  to  be  considered.  And 
if  on  investigation  it  should  prove  that,  owing  to 
the  nature  of  the  soil  or  of  the  river  bed  or 
banks,  one  system  will  be  more  expensive — 
possibly  vastly  more  expensive — than  the  other, 
then  clearly  the  two  systems  cannot  be  regarded 
as  equally  suitable  for  the  particular  port. 

This  question  of  closed  docks  v.  tidal  docks  or 
river  quays  has  of  late  been  so  frequently  discussed, 
and  so  much  misapprehension  has  attached  to  it, 
that  it  may  be  well  to  consider  it  somewhat  closely. 
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And  it  is  a  question  which  requires  to  be  looked 
at  from  two  aspects-  -that  of  cost  and  that  of  the 
balance  of  advantages. 

Let  us  deal  first  with  the  money  aspect.  Now, 
the  cost  of  providing  a  lock,  with  its  double  sets 
of  ponderous  gates,  and  the  costly  hydraulics  to 
work  them,  is  naturally  a  very  serious  item  in  the 
construction  of  closed  docks.  For  the  depth  of 
the  lock  has  to  be  that  of  the  docks,  plus  the 
difference,  or  half  the  difference,  or  whatever  may 
be  decided  upon,  between  high  and  low  water  at 
the  lock  entrance.  And  it  may  naturally  strike 
the  casual  critic  that  if  by  providing  a  tidal  dock 
instead  of  a  closed  dock  this  costly  incident  of 
the  locks  can  be  dispensed  with,  here  at  once  will 
be  a  substantial  saving. 

But  this  is  to  overlook  the  material  fact  that 
if  you  do  away  with  the  lock  you  must  make 
the  whole  dock  as  deep  as  the  bottom  of  the 
lock. 

Let  us  see  this  clearly.  Say  the  river  at  the 
tidal  dock  entrance  is  18  feet  deep  at  low,  and 
38  feet  deep  at  high,  water, — tide  20  feet ;  and  that 
you  want  a  dock  in  which  ships  drawing  30  feet 
can  lie  always  afloat.  This  means  that,  when  at 
dead  low  water  there  is  only  18  feet  in  the  river, 
you  must  have  12  feet  more  in  the  tidal  dock  ; 
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that  is  to  say,  you  must  dig  your  dock  12  feet 
deeper  than  the  bottom  of  the  river  just  outside 
the  dock. 

This  will  appear  more  clearly  if  we  assume  the 
case  of  the  closed  dock,  with  18  feet  at  dead  low 
water  in  the  river,  and  20  feet  rise.  At  high 
water  there  will  be  38  feet  in  the  river.  Our  ship 
draws  30  feet,  consequently  she  can  come  outside 
at  just  after  half  of  flood  tide — that  is  to  say,  when 
the  tide  has  made  12  feet  out  of  its  20  feet. 

As  a  matter  of  practice,  things  are  not  cut  so 
fine ;  a  foot  of  water,  or  not  much  less,  is  allowed 
under  the  vessel's  keel.  And  for  very  good  reason. 
Rubbish  may  have  temporarily  accumulated  at 
the  bottom  of  the  lock,  or  a  ship's  fender,  or  some 
such  solid  object,  may  have  fallen  into  it,  and  if 
the  margin  be  cut  too  fine,  there  is  the  possibility 
of  the  ship's  becoming  fixed. 

Some  time  ago,  at  an  east  coast  port,  a  ship 
did  thus  stick,  though  not  exactly  in  the  lock,  and 
with  disastrous  consequences.  When  half  across 
the  sill  between  the  lock  and  the  dock  she  stuck 
fast,  with  the  result  that,  as  the  tide  fell,  the  water 
ran  out  of  a  chain  of  docks,  and  every  ship 
grounded.  It  appears  that  the  outer  gates  being 
for  some  reason  disabled,  the  vessel  referred  to 
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was  coming  in  '  on  the  level,'  and  when  she  stuck 
on  the  inner  sill  and  the  tide  fell,  there  was  no 
possibility  of  holding  up  the  dock  water. 

Every  lock  has  two  sills  or  thresholds,  solid 
structures  rising  a  foot  or  more  above  the  floor 
of  the  lock,  one  of  these  sills  being  at  the  river 
entrance,  the  other  at  the  dock  entrance.  The 
ponderous  double  gates  of  the  lock  travel  on 
rollers  on  a  special  path.  At  their  lower  edge  the 
gates  are,  when  closed,  forced  by  the  tremendous 
pressure  of  the  water  in  the  dock  or  in  the  lock, 
as  the  case  may  be,  firmly  against  the  sill.  The 
gates  are  thus  made  practically  water-tight  at 
their  lower  edge,  whilst  the  sills  also  serve  to  hold 
the  gates  in  position. 

Let  us  imagine  that  the  lock  is  empty,  and  that 
a  vessel  is  entering  from  the  river.  On  being 
hauled  into  the  lock,  the  outer  gates  are  closed 
and  the  sluices  communicating  with  the  dock  are 
opened.  As  the  water  in  the  lock  rises,  the  heavy 
outer  gates  are  forced  together  and  against  the 
sill,  creaking  and  straining  under  the  mighty 
pressure.  Foot  by  foot  the  water  rises,  and  with 
it  the  ship.  When  the  lock  is  full,  the  gates  com- 
municating with  the  dock  are  slowly  swung  back, 
and  the  lock  then  becomes  part  and  parcel  of  the 

3—2 
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dock  itself,  though  of  considerably  greater  depth. 
The  vessel  is  hauled  into  the  dock,  and  the  full 
lock  is  then  ready  to  lower  into  the  river  a  vessel 
which  has  to  come  out. 

Here  the  process  is  reversed.  The  sluices  at 
the  river  end  of  the  lock  are  opened,  the  gates  at 
the  dock  end  of  the  lock  groan  and  strain  to- 
gether, and  the  water  in  the  lock  sinks  and  sinks 
till  it  is  at  the  river  level.  Then  the  river  gates 
are  swung  open,  and  the  lock  becomes  part  and 
parcel  of  the  river,  and  ordinarily  of  the  same 
depth.  With  a  lock  600  feet  or  700  feet  long,  80 
feet  wide,  and  perhaps  25  feet  deep  above  low 
water  level,  the  volume  of  water  thus  extracted 
from  the  dock  must  be  appreciable,  and  the  level  of 
the  water  in  the  dock  has,  unless  the  dock  be  very 
deep,  to  be  restored  by  pumping  in  from  outside. 
But  most  docks  cannot  be  entered  before  half-tide. 

In  order  to  reduce  this  waste  so  far  as  possible, 
when  the  lock  is  of  great  length  an  additional  or 
half-way  pair  of  gates  is  provided  over  and  above 
the  ordinary  gates,  so  that  small  vessels  can  be 
locked  in  and  out  with  only  about  half  the  loss  or 
water. 

When,  like  the  Thames  and  the  Humber,  the 
river  carries  much  mud  in  solution,  this  is  a  serious 
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matter  for  the  dock,  in  the  still  water  of  which 
the  mud  settles  to  the  bottom,  necessitating  con- 
stant dredging.  Not  long  ago,  during  some  work 
at  the  entrance  of  the  South- West  India  Dock,  the 
mud  accumulated  to  a  depth  of  10  feet  in  a  few 
weeks. 

At  Tilbury  Dock  the  dredging  is  to  some  extent 
diminished  by  the  use  of  '  blowers ' — small  tugs 
carrying  pumping  engines  which  project  a  power- 
ful jet  to  a  sort  of  rake,  which  stirs  up  the  mud  at 
the  bottom  of  the  dock  in  the  neighbourhood  of 
the  lock,  the  mud  thus  displaced  being  drawn  into 
the  lock  and  thence  carried  back  into  the  river. 
The  mud  dredged  from  Tilbury  Dock  averages 
187,000  tons  a  year. 

To  return,  however,  to  the  comparison  of  cost 
as  between  closed  dock  and  tidal  dock.  The 
depth  of  the  latter  has,  broadly  stated,  to  be 
increased  to  the  extent  of  the  height  of  the  tidal 
rise  and  fall;  the  greater  the  range,  the  greater 
the  height  of  the  tidal  dock's  quay  walls. 

Thus,  with  a  low-water  depth  of  18  feet  and  a 
4o-foot  tide,  a  3O-foot  tidal  dock  would  have 
to  be  about  40  feet  deeper  than  a  3O-foot  closed 
dock — a  serious  matter  over  a  large  area.  Til- 
bury Dock  has,  exclusive  of  its  tidal  basin,  an 
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area  of  53  acres — the  same  acreage  as  that 
of  the  Alexandra  Dock  at  Hull ;  the  Alexandra 
Dock  at  Liverpol,  44  acres ;  the  New  Dock  at 
Avonmouth  is  to  be  only  30  acres,  but  'with 
land  for  extensions  ' ;  the  Royal  Albert  Dock  on 
the  Thames  has  a  water  surface  of  73  acres  inside 
the  lock. 

Accepting  50  acres,  however,  with  a  Bristol 
Channel  rise  and  fall  of,  say,  40  feet,  as  our 
standard,  it  follows  that  the  weight  and  bulk  of 
soil  to  be  excavated  will  be  very  great.  And  the 
soil  has  not  only  to  be  dug  out,  but  trucked  or 
transferred  to  barges  or  hoppers,  and  by  them 
carried  away  perhaps  many  miles  to  sea — in  the 
case  of  such  a  large  mass  of  material  a  very 
expensive  operation. 

And  this  is  only  the  first  step,  for  solid  walls 
have  to  be  carried  down  to  the  additional  40  feet 
of  depth  round  the  whole  dock.  And  quay  walls 
are  like  other  walls  in  this — the  higher  the  wall 
the  wider  the  base.  And  this  is  not  all.  For 
while  in  the  case  of  the  closed  dock  you  have 
always  a  full  dock,  with  the  pressure  of  its  full 
mass  of  water  as  a  support  to  the  walls,  in  the 
case  of  the  tidal  dock  at  very  low  tide  40  feet  of 
the  walls  are  left  without  this  support;  so  that 
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their  strength  and  solidity  has  to  be  on  a  com- 
mensurate scale.  A  very  expensive  business,  wall- 
building  for  a  tidal  dock,  when  a  considerable  rise 
and  fall  has  to  be  reckoned  with.  This  is  in  the  case 
of  the  tidal  dock  as  distinguished  from  tidal  quays. 

When  tidal  or  river  quays  have  to  be  provided 
the  cost  of  construction  is  much  greater.  For 
while  the  open  dock  can  be  excavated  in  the  dry, 
and  the  river  entrance  cut  only  when  the  dock  is 
finished,  in  the  case  of  bank  quays  the  foundations 
have  to  be  dug  and  the  lower  part  of  the  walls 
built  under  water.  This  means  either  working 
under  compressed  air  or  behind  costly  caissons. 
So  that  it  is  easy  to  understand  the  great  cost  of 
the  river  quays  at  Antwerp — three  times,  or  even 
five  times  those  of  the  closed  docks. 

Then,  as  Antwerp  knows  only  too  well,  unless 
the  soil  be  such  as  to  give  a  solid  bed  to  the 
foundations,  there  is  always  the  possibility  of  the 
walls  slipping  into  the  river.  Quite  recently  this 
has  actually  happened,  100  metres  of  new  quay 
having  thus  slipped,  whilst  for  the  distance  of 
150  metres  in  another  place  the  land  behind  the 
wall  sank  3  feet. 

It  is  sometimes  urged  that  open  quays  can  be 
constructed  cheaply  and  efficiently  of  timber 
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instead  of  stone  or  cement,  and  that  there  is  a 
future  for  such  structures  in  the  Thames.  But 
the  Belgians,  who  are  not  reputed  either  reckless 
or  extravagant,  employ  stone  and  concrete  for 
their  Antwerp  quays,  and  at  Glasgow  also  the 
same  materials  are  largely  used. 

M.  Royers,  the  Antwerp  municipal  engineer, 
and  Mr.  Alston,  Chief  Engineer  of  the  Clyde 
Navigation  Trust,  have  both  been  kind  enough  to 
justify  this  preference.  It  is  explained  that  while 
timber  may  answer  where  depths  are  moderate 
and  the  ground  good,  in  other  cases  solid  work  is 
to  be  preferred — work  which  its  own  solidity  will 
serve  to  keep  in  position.  Wooden  supports, 
apart  from  their  inadequacy  where  cargo-sheds, 
cranes,  and  railway-trucks  have  to  be  carried,  are 
always  liable  to  damage  by  fire,  by  shipping,  and 
by  worms.  Moreover,  wood  alternately  dry  and 
wet  is  apt  to  decay,  and  not  only  is  the  cost  of 
repairs  a  serious  item,  but  during  repair  the  use  of 
the  quay  is  interfered  with.  To  use  timber  good 
and  solid  enough  to  do  the  work  of  stone  or 
concrete  quays  would  cost  nearly  as  much  as  the 
latter  and  be  less  durable.  So  that  in  the  long 
run  the  best  economy  will  doubtless  be  the  more 
solid  and  expensive  work. 
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To  return,  however,  to  our  comparison.  A 
tidal  dock,  as  it  would  seem,  is  much  more  costly 
than  a  closed  dock,  and  river  quays  are  still  more 
costly  than  a  tidal  dock,  the  degree  of  difference 
in  each  case  depending  on  the  rise  and  fall  of  the 
tide.  In  the  case  of  tidal  docks  dredged  below 
the  bottom  of  the  river,  the  cost  of  the  mud 
removal  is  prohibitive.  It  was  stated  before  the 
Royal  Commission  that  such  docks  for  London 
would  involve  a  dredging  bill  of  £300,000,  as 
against  the  present  £30,000. 

As  to  the  advantages  on  the  score  of  con- 
venience and  safety,  they  are  all  in  favour  of  the 
closed  dock.  It  is  true  that  with  the  last- 
mentioned  system  there  is  some  little  loss  of  time 
in  the  locking  process — between  thirty  minutes 
and  an  hour — but  this  is  of  no  serious  importance, 
and  is  greatly  outweighed  by  the  advantage  of  a 
berth  out  of  the  flow  and  out  of  the  rise  and  fall 
of  a  flowing  stream. 

As  to  the  random  assertion  that  a  vessel  can 
come  alongside  a  tidal  or  open  quay  'at  any  time,' 
we  have  already  seen  that  in  this  respect  the  lock, 
the  tidal  entrance,  and  the  open  quay  are  all  on 
the  same  footing,  and  that  you  can  no  more  bring 
a  ship  drawing  20  feet  alongside  a  tidal  quay  when 
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there  are  only  10  feet  in  the  river  than  you  can 
bring  her  up  to  the  lock  entrance.  A  vessel  of 
light  draft,  a  vessel  drawing  no  more  than  the 
low-water  depth  of  the  river,  can  of  course  come 
alongside  an  open  quay — or  enter  or  leave  dock— 
at  any  time,  but  a  vessel  drawing  more  than  this 
must  obviously  wait  for  the  necessary  rise  of  tide 
before  she  can  approach  either  quay  or  dock. 
Whatever  the  system,  its  working  is  dependent 
absolutely  and  in  the  same  degree  on  the  depth  of 
the  navigable  approach  to  the  system. 


CHAPTER  III 

RIVERS,   TIDES,   AND    DREDGERS 

AT  this  point  we  may  perhaps  conveniently 
devote  a  little  consideration  to  the  subject 
of  rivers,  from  the  point  of  view  of  their  naviga- 
tion, and  to  tides.  In  our  brief  reference  to 
Glasgow  we  have  already  noticed  what  marvels 
may  be  brought  about  by  training-banks  and 
dredging.  The  effect  of  a  training-bank  is  to 
force  the  stream  to  follow  a  certain  channel.  The 
flow  of  a  river  is  itself  a  powerful  excavator  and 
obstruction-remover.  If  the  constant  dropping  of 
water,  as  the  old  adage  tells  us,  will  wear  away  a 
stone,  much  more  will  the  constant  scour  of  a 
river,  artificially  contracted,  wear. away  the  shingle 
and  ballast  of  its  bed. 

In  a  very  few  years  the  effect  of  narrowing  the 
wide  and  shallow  Clyde  was  to  cut  out  and  add  to 
the  channel  7  feet  of  the  river's  bed. 

When  the  bed  happens  to  be  rock,  other  means 
[43] 
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have  to  be  employed — the  drill  and  the  blasting 
charge.  And  the  Clyde  has  in  this  respect  '  smelt 
powder '  to  no  small  extent.  But  in  most  cases 
the  deepening  of  channels  is  a  matter  of  dredging, 
and  a  modern  steam-dredger,  with  its  great  size 
and  power,  is  a  thing  to  marvel  at.  From  an 
aesthetic  point  of  view  it  is  certainly  not  beautiful, 
but  in  other  respects  it  is  a  case  of  *  handsome  is 
as  handsome  does.' 

If  it  is  a  question  of  deepening  a  channel,  the 
mighty  endless  chain  of  sharp-edged  steel  scoops 
is  lowered  to  the  exact  depth,  the  steam  is  turned 
on,  and  an  unceasing  flow  of  ballast  is  poured,  as 
the  capacious  scoops  revolve,  into  the  dredger  or 
into  the  huge  barge  or  hopper  lying  fast  alongside. 

If  it  is  a  question  of  excavating  or  deepening 
a  dock,  an  adjustment  will  be  made  to  the  exact 
depth  required,  the  dredger  will  be  moved  to  and 
fro  over  an  exact  plan,  and  the  bottom  of  the 
dock  will  be  cut  as  level  as  a  table, — or  so  we  are 
told.  But  no  doubt,  as  with  divers  so  with 
dredgers,  a  good  deal  has  to  be  taken  on  trust. 

Or  if  a  creek  or  channel  has  to  be  cut  straight 
in  from  the  bank,  the  dredger's  huge  nose  will  be 
pressed  against  it,  and  she  will  eat  her  way  into 
the  land  like  a  cow  into  a  turnip,  and  make  her 
own  floatage  for  her  further  advance.  It  was 
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mentioned  recently  in  the  press  that  somewhere 
in  the  United  States — Missouri,  was  it  ? — a  very 
large  tract  of  marshy  ground  is  thus  being  given 
to  pasturage.  The  dredgers  cut  their  own  canals 
through  the  swampy  tract — it  might  almost  be 
said  overland — discharging  the  spoil  overside  to 
form  a  high  bank  on  either  side,  as  they  eat  their 
way  onwards,  and  into  these  canals  the  marsh 
land  drains  itself. 

Of  such  great  importance  is  the  dredger  in  the 
modern  development  of  ports  and  rivers  that 
something  more  than  a  passing  reference  is  due 
to  it. 

Broadly  stated,  dredgers  are  of  one  of  two 
types — the  bucket-ladder  and  the  suction-pump. 
That  most  generally  used  is  the  bucket-ladder.  Of 
this  type  the  following  sectional  diagram,  which 
the  editor  of  Transport  has  kindly  permitted  me  to 
reproduce,  affords  an  excellent  illustration. 

It  will  be  noticed  how  the  ladder  of  buckets 
can  be  raised  or  lowered  as  the  depth  requires. 
This  design  is  for  bottom  dredging,  but  it  can 
be  so  varied  as  to  project  the  buckets  at  the 
very  nose  of  the  vessel,  or  immediately  beneath 
what  sailors  call  her  '  fore-foot.'  The  ladder  can 
be  lowered  to  a  depth  of  40  feet  or  even  more, 
or  brought  close  under  the  bottom  of  the  vessel. 
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As  to  the  power  and  capacity,  it  is  just  a  ques- 
tion of  pounds,  shillings,  and  pence.  There  are 
afloat  in  various  parts  of  the  world  dredgers  of 
very  great  size  and  power — at  least  in  one  case, 
with  each  bucket  of  a  capacity  of  ij  tons,  and 
with  a  total  power  of  lifting  2,000  tons  in  an  hour. 

The  suction-pump  dredger  has,  in  place  of  the 
chain  of  buckets,  powerful  suction-pumps,  the 
capacious  maws  of  which  are  drawn  along  the 
bottom.  The  Natal  Government  has  now  in  use 
two  of  these  mammoths,  which  are  capable  of 
lifting  3,000  tons  of  sand  in  the  hour.  But  though 
intended  only  for  such  work,  pump-dredgers  are 
not  particular,  and  practically  anything,  no  matter 
how  solid  or  heavy,  over  which  the  pump's  huge 
gullet  passes  will  straightway  find  itself  'safe 
aboard  ' :  come  it  must. 

It  is  this  class  of  vessel  which  has  done  so 
much  for  Liverpool.  In  1890  the  minimum  depth 
on  the  Mersey  bar  was  n  feet.  The  all-devouring 
dredgers  were  set  to  work  on  the  bar,  and  its 
depth  has  now  grown  to  27  feet.  I  well  remember 
arriving  from  New  York  some  twenty  years  ago  at 
low  tide,  and  having  to  be  transferred  at  sea  to 
a  small  passenger-tug  to  cross  the  bar.  But  there 
was  not  even  enough  water  for  the  tug,  for  she 
bumped  violently  in  crossing,  jerking  a  cloud  of 
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sparks  from  her  funnel  and  considerably  dis- 
concerting her  passengers.  To-day  big  steamers 
pass  through  a  deep  and  wide  channel  where  the 
shallow  little  tug  bumped  so  alarmingly. 

The  Mersey  Dock  Board  commenced  their 
present  system  of  dredging  in  1890.  Since  then 
they  have  raised  80,000,000  tons  of  sand  from 
the  navigable  channel  at  an  annual  expenditure 
of  some  £36,000.  The  whole  cost,  dredgers  and 
repairs  included,  amounts  to  about  £520,000. 
The  chairman  of  the  Board  stated  the  other  day 
that  by  this  outlay  the  port  had  been  saved  from 
degenerating  into  a  second  or  third  class  place, 
and  no  doubt  this  is  so. 

The  kind  of  dredger  to  be  used  depends  on  the 
spoil  to  be  lifted.  To  lift  loose  or  light  sand  or 
mud  by  suction-pump  is  a  very  easy  process,  but 
a  very  wasteful  one,  as,  owing  to  the  lightness  of 
the  material,  much  of  it  finds  its  way  overboard 
again  with  the  water  overflow.  Such  material, 
lifted  by  the  bucket,  is  dumped  in  pretty  solid. 

A  remarkable  dredger — or,  rather,  dredger-arm 
— was  used  in  the  construction  of  the  Suez  Canal. 
To  enable  the  spoil  to  be  landed  direct  on  the 
desert,  an  arm  was  attached  to  the  dredger 
225  feet  in  length.  This  arm,  supported  in  the 
middle  on  a  pontoon,  was  a  trough  or  channel 
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5  feet  wide  and  2  feet  deep,  with  an  incline  towards 
the  shore.  Water  was  discharged  into  it  simul- 
taneously with  the  spoil,  and  an  endless  chain, 
with  rakes  attached,  kept  constantly  on  the  move, 
automatically  conveyed  the  canal  bed,  as  it  was 
excavated,  to  the  shore.  When  we  remember 
that  London's  well-known  '  Monument,'  the  city's 
lofty  memorial  of  the  Fire  of  London,  upraises  its 
giant  column  to  a  height  some  20  feet  less  than 
the  length  of  this  long-reaching  arm,  we  get  an 
idea  of  the  possibilities  of  the  modern  dredger. 
Several  of  these  gigantic  machines  were  simul- 
taneously at  work,  with  the  result  of  an  excavating 
and  shore-piling  of  2,763,000  cubic  yards  a  month. 
Some  dredgers  are  '  hopper '  dredgers — that  is 
to  say,  receiving  and  carrying  away  the  stuff  they 
lift ;  others,  dredgers  which  discharge  into  a 
hopper  barge  alongside.  These  hopper  barges 
are  some  of  them  '  dumb '  craft  which  have  to 
be  towed,  while  others  are  provided  with  their 
own  motive  power.  To  enable  them  promptly  to 
discharge  their  load  into  the  sea,  they  are  provided 
with  bottom  doors,  which  may  be  worked  either 
by  hand-cranks,  by  steam  power,  or  by  hydraulics. 
The  hoppers  used  in  connection  with  the  dredging 
of  the  London  docks  are  very  large  iron  craft 
which  are  towed  out,  half  a  dozen  at  a  time,  to 
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Barrow  Deep,  a  dumping-ground  some  twenty 
miles  beyond  the  Nore.  There  arrived,  the  heavy 
cranks  are  worked  which  open  their  floors  to  the 
sea.  The  muddy  load  slowly  settles  and  sinks, 
the  sea  all  round  becomes  deeply  discoloured,  and 
the  hoppers'  dripping  iron  sides  rise  and  rise  till 
the  huge  unwieldy  craft  sit  like  castles  on  the 
lopping  waves. 

But  dock  dredgings,  consisting  as  they  do  of 
mud  and  coal — the  quantity  of  coal  dropped  into 
the  docks  in  the  process  of  '  bunkering  '  steamers 
is  incredibly  large — and  dock  debris  of  all  sorts, 
are  not  always  the  hoppers'  burden.  When  it  is 
a  case  of  deepening  the  shingly  bed  of  a  flowing 
stream  it  is  quite  another  story,  and  the  Thames 
in  some  of  its  reaches  flows  over  more  or  less 
golden  gravel.  And  no  doubt  in  the  early  history 
of  the  deepening  of  the  river  the  value  of  the 
*  spoil '  was  not  without  its  influence  on  the  direc- 
tion of  the  operation. 

But  a  large  part  of  the  dredging  of  early  days 
was  undertaken  neither  for  the  value  of  the  gravel 
or  shingle  nor  for  deepening  the  channel.  For 
before  the  introduction  of  the  steam  collier  coal 
was  brought  to  London  by  fleets  of  sailing  craft, 
and  as  these  had  all  to  return  in  ballast,  they 
dredged  it  up  for  themselves  the  best  way  they 
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could.     As  they  largely  lay  on  the  ground  at  low 
water  the  process  was  no  doubt  much  facilitated. 
It  is  said  that  at  Newcastle  there  is  to  this  day — 
or  was  until  recently — a  large   bank  of  Thames 
shingle,  discharged  by  the  colliers  on  their  return  for 
a  fresh  cargo  for  the  great  city's  countless  hearths. 
During   our  wars   with    Holland    the    colliers' 
trade  was  greatly  interfered  with  by  the  Dutch 
cruisers  and  privateers,  and  at  one  time  a  veri- 
table coal   famine   ensued   in  consequence.     Old 
Pepys  in  1666  wrote  feelingly  on  the  subject :  '  In 
much  fear,'  says  he,  'of  ill  news  of  our  colliers. 
A  fleet  of  200  sail,  and  fourteen  Dutch  men-of- 
war  between  them  and  us ;  and  they  coming  home 
with  small  convoy;  and  the  city  in  great  want, 
coals  being  at  £3  35.  per  chaldron,  as  I  am  told.' 
A  year  later,  writing  on  the  same  subject — the 
same  burning   subject,  one  might  say — he  com- 
plains :  *  Such  is  the  want  already  of  coals,  and 
the  despair  of  having  any  supply,  by  reason   of 
the   enemy's   being  abroad,  and  no  fleet  of  ours 
to   secure   them,   that   they   are   come   this    day 
(30th   June)    to   £5    los.   per   chaldron.'      There 
was,  in  fact,  fear  of  a  '  mutiny '  in   the   city   at 
its  'great  misery,'  and  there  was  much  anxiety 
lest  the  Dutch  should  even  go  to  Newcastle  and 
burn  the  colliers  there. 
4—2 


52  PORTS  AND  DOCKS 

The  quantity  of  ballast  carried  from  the  bed  of 
the  Thames  to  Newcastle  must  in  course  of  time 
have  been  immense,  for  in  1790  alone  some  4,500 
colliers  came  up  to  London  town,  and  thirty-five 
years  later  this  total  had  increased  to  6,500.* 
So  great  was  their  number  that  they  seriously 
obstructed  the  navigation,  and  we  read  that  about 
the  year  1730  some  seventeen  recalcitrant  vessels 
moored  abreast  across  the  stream,  sturdily  refusing 
either  to  unload  or  to  budge  a  foot,  a  frame  of 
mind  from  which  it  took  nothing  less  than  a  visit 
of  the  Lord  Mayor  in  person  to  remove  them.  The 
kindness  of  the  Town  Clerk  and  of  the  Secretary 
of  the  Trinity  House — '  the  Guild,  Fraternity,  or 
Brotherhood  of  the  most  Glorious  and  Undivided 
Trinity ' — enables  me  to  set  down  here  the  official 
records  of  this  singular  incident  in  the  history  of 
the  port. 

'EXTRACT  FROM  THE  CORPORATION  MINUTES. 

'At   a  Court   of  Aldermen,   Sir  Edward  Beecher, 
Mayor,  I  October,  1728. 

'  Upon  reading  a  Letter  from  the  Master  and 
Wardens  of  the  Trinity  House  at  Deptford,  re- 

*  Old  prints  of  London  show  the  river  a  forest  of  masts, 
and  no  doubt  most  of  these  rose  above  the  decks  of  grimy 
colliers. 
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lating  to  the  great  number  of  Colliers,  who  have 
for  some  Time  passed  laid  loaded  in  the  River 
Thames,  for  a  month  or  longer,  from  12  to  20 
ships  in  a  row,  and  reaches  three  Parts  over  the 
Channel,  and  thereby  not  only  obstruct  the  Pas- 
sage up  and  down,  but  will  raise  Banks  and 
Shoals,  to  the  prejudice  of  the  River;  It  was 
ordered  that  Mr.  Water  Bailiff  should  go  down 
the  River,  and  take  an  Account  of  the  Names  of 
the  Ships,  and  the  Masters,  and  how  long  each 
hath  lain  there,  and  in  what  Parish  and  County 
they  lie  respectively,  and  give  an  account  thereof 
to  the  Right  Honourable  the  Lord  Mayor,  who  is 
desired  to  take  such  Care  as  his  Lordship  shall 
think  most  effectual  for  their  Removal,  by  calling 
Courts  of  Conservacy,  in  order  to  punish  them 
as  the  Law  directs.' 

'  TRINITY  HOUSE  :  EXTRACT  FROM  BYE  MINUTES 
OF  WEDNESDAY,  STH  OCTOBER,  1728. 

'  Mr.  Walter  Bailiff  attended  and  informed  the 
Board  that  upon  the  directions  of  my  Lord  Mayor 
he  had  been  down  the  River  Thames  and  taken 
the  names  of  such  Collier  Masters  whose  Ships 
obstructed  the  navigation  thereof,  and  that  my 
Lord  Mayor  would  hold  a  Court  of  Conservacy 
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thereupon  at  Mr.  Alderman  Parsons  House  to- 
morrow morning  by  10  o'clock,  and  desired  that 
some  of  the  Brethren  would  attend  thereat,  upon 
which  Captain  Stratton  and  Captain  Denn  were 
appointed  accordingly.' 

[It  is  instructive  to  note  how  at  a  stroke  of  the 
Trinity  House's  pen  the  Corporation  water-bailiff 
has  become  Mr.  Walter  Bailiff.] 

'Sir  Edward  Beecher,  Mayor,  9  October,  1728. 

'  Lord  Mayor  held  a  Court  of  Conservacy  at 
the  Bridge  House  in  the  County  of  Surry,  wherein 
it  is  mentioned,  that  this  Court  was  especially 
held  on  Complaint,  that  a  great  number  of  Colliers 
lay  in  the  River  abreast,  and  refused  to  unlade, 
so  that  the  Passage  was  obstructed,  and  the  River 
in  danger  of  being  choaked  up,  and  a  Jury  being 
impanelled  found  several  Presentments  against 
several  of  the  Masters.  Whereupon  his  Lordship 
went  down  the  River  and  called  on  board  those 
Ships  which  were  presented,  and  the  Masters 
promising  to  unlade  and  remove,  the  further 
Proceedings  were  ordered  to  stay.' 


CHAPTER  IV 

THE  THAMES  AS  A   PORT 

THE  early  history  of  London's  river  is  en- 
veloped in  much  obscurity.  That  in 
remote  times  its  broad  stream  overflowed  much 
of  the  low-lying  lands  of  the  Kent  and  Essex 
shores  is,  however,  certain.  At  high  water,  in 
fact,  London — '  the  city  on  the  pool,'  or  '  the  lake 
fort,'  as  some  translate  it — must  have  been  nearly 
surrounded  by  the  tidal  flow,  and  the  early  fortifi- 
cations on  Tower  Hill  looked,  no  doubt — to  the 
east,  at  any  rate — over  flood-land  and  marsh. 
Whether  or  not  the  Romans  were  the  first  to 
embank  the  low  shores,  or  whether  the  work 
began  at  a  later  date,  is  all  conjecture,  but  ever 
since  the  Norman  Conquest,  or  not  much  later, 
the  flooding  of  the  Thames  lands  has  been  more 
or  less  the  subject  of  anxiety. 

The  history  of  the  embanking  of  the  Thames 
is,  in  fact,  the  history  of  the  draining  and  reclaim- 
[  553 
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ing  of  its  flood-lands  for  purposes  of  pasturage. 
In  this  work  engineers  from  Holland  have  played 
no  small  part.  From  time  to  time,  either  owing 
to  obstruction  of  the  water  ex-its  from  the  land, 
to  neglect  of  the  embankments,  or  to  exceptional 
causes,  gaps  have  occurred  with  highly  disastrous 
consequences  to  the  land  reclaimed. 

And  not  only  to  the  land  reclaimed ;  for  about 
200  years  ago  so  serious  a  breach  occurred  at 
Dagenham  that  '  half  Essex '  was  flooded,  and  in 
the  years  which  it  took  to  repair  it  great  quantities 
of  soil  were  carried  cut  into  the  river,  forming  a 
bank  which  threatened  to  destroy  the  navigation 
altogether,  and  this  in  spite  of  the  utmost  efforts 
of  the  *  ballast  men.'  Mr.  W.  W.  Glenny,  of  the 
Thames  Conservancy,  contributed  to  the  Essex 
Review  in  1901  a  series  of  articles  in  which  the 
gravity  of  the  then  situation  is  well  described. 
The  cost  of  the  prolonged  efforts  at  repair  of  the 
great  breach  and  the  removal  of  the  river  shoals 
involved  a  ruinous  taxation  of  the  land-owners  and 
the  collection  of  special  dues  on  shipping  tonnage 
and  on  coal. 

Up  till  1853  dredging  of  the  navigable  channel 
was  undertaken  by  the  City  Corporation.  In  the 
year  mentioned  the  duty  was  transferred  to  the 
Thames  Conservancy,  which  body  acquired  two 
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steam-dredgers,  and  set  to  work  on  the  systematic 
removal  of  shoals  and  the  widening  of  narrow 
channels.  As  the  size  of  shipping  increased, 
complaints  became  more  frequent  as  to  the 
deficiencies  of  the  channel,  and  in  1887  a  re- 
monstrating memorial  was  addressed  to  the  Con- 
servators. *  We  feel  it  our  duty  to  point  out,' 
said  the  memorialists,  '  that  an  urgent  necessity 
exists  for  the  immediate  adoption  of  energetic 
measures  to  improve  the  navigable  channel 
between  Gravesend  and  the  docks.' 

In  consequence  of  growing  complaints  on  the 
part  of  shipowners  and  others  interested  in  the 
navigation,  a  Commission  of  Inquiry  was  even- 
tually constituted  by  the  Board  of  Trade.  It  is 
now  referred  to  as  the  Lower  Thames  Navigation 
Commission,  1896,  or,  from  the  name  of  its  chair- 
man, the  '  Wolfe  Barry  Commission.'  The  Com- 
mission, after  taking  evidence  and  making  the 
fullest  inquiries,  came  to  the  conclusion  that 
the  river  needed  to  be  considerably  deepened. 
Amongst  other  things,  they  recommended  that 
the  low-water  depth  between  Gravesend  and  the 
Albert  Dock  should  be  increased  to  30  feet.  It 
was  then  in  places  no  more  than  16  feet  or  17  feet 
deep. 

The  Thames  Conservancy,  as  the  responsible 
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body,  were,  no  doubt,  intended  to  act  on  this 
recommendation  or  report,  but  though  they  did 
something,  they  attempted  nothing  on  such  a 
scale  as  that  contemplated  by  the  Commission. 

During  the  recent  investigations  by  the  Royal 
Commission  on  the  Port  of  London,  some  in- 
teresting light  was  thrown  on  the  subject.  The 
Chairman  of  the  Thames  Conservancy  admitted 
the  desirability  of  the  work,  and  that  the  Con- 
servancy understood  that  the  1896  Commission 
intended  the  Conservancy  to  take  steps  to  carry 
it  out ;  also  that  no  such  steps  had  been  taken. 
The  Conservancy,  it  was  explained,  had  no  funds 
for  such  an  extensive  operation,  and  had  regarded 
it  as  useless  to  approach  Parliament  to  obtain 
funds. 

No  doubt  the  1896  Commission  had  intended 
the  Conservancy  to  do  something ;  but  what  the 
Commission  said  was  regarded  by  the  responsible 
body  not  as  a  '  mandatory  recommendation '  bind- 
ing on  the  Conservancy,  but  rather  as  a  '  pious 
wish.'  *  Besides,'  said  their  witness,  '  what  would 
be  the  good  of  dredging  out  to  a  depth  of  30  feet 
the  river  up  to  the  Albert  Dock  when  the  lock 
sill  was  considerably  higher  —  i.e.,  shallower  ? 
Unless  the  lock  sill  was  lowered,  of  what  prac- 
ticable good  could  it  be  to  deepen  the  river  ? 
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The  foregoing  were  the  explanations  offered  by 
the  Thames  Conservancy  to  the  recent  Royal 
Commission.  As  might  be  supposed,  the  dock 
company,  when  it  came  to  their  turn  to  justify 
the  depth  of  their  lock,  wanted  to  know  of  what 
practicable  good  it  could  be  to  deepen  a  lock  below 
the  depth  of  the  river  approach  to  it.  How  runs 
the  old  saw : 

'  Lord  Chatham  with  his  sword  drawn 
Was  waiting  for  Sir  Richard  Strachan  ; 
Sir  Richard,  longing  to  be  at  'em, 
Stood  waiting  for  the  Earl  of  Chatham  !'  ? 

The  report  of  His  Majesty's  Commissioners 
affords  in  this  connection  interesting  reading. 

England's  wealth  and  prosperity  as  a  producing 
and  manufacturing  State  are  largely  due,  no 
doubt,  to  her  natural  advantages — to  her  coal  and 
iron,  and  to  her  numerous  sources  of  water-supply. 
But  while  the  value  of  these  initial  advantages 
can  hardly  be  overstated,  they  lay  comparatively 
dormant  and  unused  until  steam  with  its  magic 
wand  awoke  them  into  a  new  and  vigorous  life. 
England  was  the  inventor  of  steam  power,  alike 
for  manufacturing,  for  traction,  and  for  locomo- 
tion. 

In  this  she  had  the  start  of  all  the  world.  She 
was  first  in  the  field,  and  of  this  immense  advan- 
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tage,  enormously  enhanced  as  it  was  by  her  prac- 
tical monopoly  of  the  ocean  carrying  trade,  she 
made  the  utmost  use.  The  ability  on  the  one 
hand  to  bring  to  the  fast-rising  manufactories  from 
all  parts  the  raw  material  which  they  needed,  and 
on  the  other  to  convert  it  rapidly  into  the  finished 
article  for  the  supply  of  all  the  world,  gave  her  a 
position  which  long  set  competition  at  defiance. 

In  recent  times,  however,  this  supremacy  has  in 
several  directions  been  rudely  shaken.  Radical 
changes  and  improvements  have  been  effected, 
while  a  new  power  has  arisen  to  contend  with 
steam  —  the  mighty  power  of  electricity  ;  and 
England,  slow  to  discard  the  methods  to  which 
the  long-continued  success  of  her  manufactures 
has  been  due,  has  been  content  to  allow  her  com- 
petitors and  former  imitators  in  various  ways  to 
gain  upon  and  even  outstrip  her. 

And  notably  America,  with  her  fertility  of  in- 
vention to  prompt  her  to  new  methods,  and  a  high 
scale  of  wages  to  drive  her  to  labour-saving 
devices,  has  made  great  advances.  The  greater 
relative  cheapness  and  productiveness,  too,  of 
operations  conducted  on  a  large  scale  has  in 
America  met  with  peculiar  recognition.  The  fact 
has  recently  been  brought  prominently  to  our 
notice  in  the  discussions  in  the  press  on  the 
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economical  working  of  her  railways  owing  to  the 
employment  of  engines  of  greatly  increased  power 
and  of  trucks  of  greatly  increased  capacity.  It 
does  not  follow,  of  course,  that  such  engines  and 
trucks  can  with  advantage  be  adopted,  either 
across  the  Atlantic,  or  still  less  in  England, 
irrespective  of  the  circumstances,  nor  have  our 
English  railways  been  altogether  inactive  in 
adopting  larger  trucks  and  more  powerful  engines. 
But  the  fact  remains  that  by  increased  cheapness 
of  traction  America  is  materially  facilitating  and 
benefiting  her  manufactories. 

Innovations  of  this  kind  mean  the  ruthless 
abandonment,  in  various  directions,  of  the  plant 
and  machinery  of  former  days.  But  if  such 
relegations  to  the  scrap-heap  are  costly  in  a  new 
country  like  America,  where  land  is  cheap  and 
new  manufactories  can  be  provided  in  new  centres 
of  population,  for  us  in  England  the  case  is  much 
more  serious.  And  no  doubt  England — manufac- 
turing England  as  a  whole — is  largely  under  the 
incubus  of  costly  plant,  which  modern  methods 
and  inventions  have  made,  and  are  ever  making, 
obsolete. 

What  wonder,  then,  that  many  of  our  docks 
and  their  appliances  have  fallen  far  behind  the 
times  ?  And  the  docks  are  obsolete,  not  because 
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of  new  inventions  or  the  development  of  new  ideas, 
but  simply  because  modern  shipping  has  outgrown 
them. 

New  docks  have,  it  is  true,  been  and  are  being 
made,  and,  notably  at  Liverpool,  mammoth  works 
have  been  undertaken  in  deepening  old  docks  and 
in  carrying  the  foundations  of  quay  walls  to 
greater  depth  ;  but,  broadly  stated,  the  country's 
docks  are  obsolete.  They  are  for  the  most  part 
of  insufficient  or  barely  adequate  depth,  while  some 
of  their  locks  are  too  short,  and  no  longer  suited, 
in  the  slope  of  their  walls,  to  the  box-like  sides  of 
modern  vessels.  Their  quays  are  often  not  wide 
enough,  and  the  sheds  which  stand  on  them  are 
of  insufficient  area. 

We  have  grown  used  to  the  docks  as  they  are, 
and  their  deficiencies  do  not  fully  strike  us ;  but 
it  may  safely  be  said  that  an  engineer,  having  a 
full  knowledge  of  modern  requirements,  if  called 
upon  to  design  a  new  dock  and  quays,  with  sheds 
and  railway  sidings,  and  with  barge  accommoda- 
tion for  to-day's  and  next  year's  shipping,  would 
produce  something  very  different  from  most  of 
the  docks  known  to  us.  If  the  Port  of  London 
could  be  made  in  all  respects  thoroughly  up  to 
date,  I  am  convinced  that  the  trade  of  London,  with 
her  splendid  situation,  would  increase  enormously. 
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That  many  of  our  docks  are  obviously  obsolete 
is  not  to  be  gainsaid ;  but  they  were  built  long 
ago  for  a  very  different  condition  of  affairs  ;  they 
were  destined  to  be  outgrown.  It  is  indeed  a  high 
tribute  to  the  liberality  of  their  construction,  far 
in  advance  of  the  necessities  of  the  day,  that  so 
many  of  them  are  still  capable  of  highly  useful 
service. 

To  have  constructed  docks  a  century  or  half  a 
century  ago  on  a  scale  which  would  have  suited 
them  to  our  needs  to-day  would  have  been  to 
crush  trade  and  the  shipping  industry  under  the 
weight  of  the  charges  required  to  make  the  docks 
remunerative.  The  early  docks  were  from  the 
necessities  of  the  case  bound  to  become  obsolete. 
And  in  most  cases  it  will  be  found  better  rather  to 
provide  new  docks  on  a  modern  plan  than  to 
attempt  to  bring  old  dock  plans  up  to  date.  They 
must  be  left  to  supply  the  modern  needs  of  the 
smaller  vessels,  of  which  there  is  always  an  abun- 
dance ;  or,  in  case  of  need,  they  must  be  ruthlessly 
'  scrapped.' 

Liverpool  has  already  made  solid  ground  once 
more  where  not  long  ago  ships  lay  afloat  in  dock ; 
and  if  the  business  part  of  London  continues  to 
grow  eastwards,  it  will  probably  be  no  great  while 
before  the  St.  Katharine's  Dock,  now  almost  in 
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the  pocket  of  the  Tower,  and  cheek  by  jowl  with 
the  Tower  Bridge,  is  given  up  to  business 
premises. 

A  passing  reference  has  already  been  made  to 
the  greater  cheapness  and  productiveness  of  opera- 
tions conducted  on  a  large  scale.  The  discovery 
is  not  a  new  one,  but  the  general  recognition  of 
its  wide  applicability  is  now  giving  it  the  first 
importance,  and  in  all  sorts  of  directions. 

Railway  shareholders,  impressed  by  American 
experiences,  are  crying  out  for  larger  trucks. 
Omnibuses  are  eclipsed  by  tramcars  of  double  and 
more  than  double  their  capacity.  The  tradesman 
who  owns  three  or  four  houses  side  by  side  pulls 
them  down  and  erects  one  large  building  in  their 
place,  thus  throwing  into  profitable  use  the  space 
before  taken  up  by  party-walls,  entrances  to  stair- 
ways, and  the  various  domestic  offices.  It  is,  so 
to  say,  a  case  of  two  and  two  making  five,  for  out 
of  his  four  old  houses  he  gains  the  space,  or  some- 
thing like  it,  of  another  dwelling.  And,  similarly, 
he  runs  the  big  new  premises  at  a  great  saving  in 
labour,  lighting,  and  general  management. 

But  in  this  recognition  of  the  advantages  of  size 
over  quantity  shipowners  were  amongst  the  first. 
To  them  it  appealed  with  peculiar  force,  the  more 
so  since  both  in  construction,  in  management  and 
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working  expenses,  and  in  direct  results,  the 
superiority  was  capable  of  easy  demonstration. 

If,  for  example,  we  compare  two  steamers,  each 
carrying  2,000  tons,  with  one  steamer  carrying 
4,000,  we  find  at  once  a  great  saving  in  cost  of 
construction  ;  for  whereas  our  two  vessels  will 
cost  together,  say,  £40,000,  the  single  vessel  of  an 
equivalent  carrying  capacity  will  cost  only  £35,000. 
If  we  put  it  another  way,  the  advantage  becomes 
even  more  obvious,  for  whereas  by  spending 
£40,000  we  get  two  steamers  carrying  between 
them  4,000  tons,  for  the  same  sum  we  can  obtain 
a  single  vessel  which  will  carry  4,700  tons.  These 
data  have  been  supplied  to  me  by  a  well-known 
Clyde  shipbuilder.  And  in  working  the  one 
steamer  instead  of  two,  we  shall  effect  a  great 
saving  in  wages  and  provisions  of  officers  and 
crew  and  engine-room  staff,  whilst  at  the  same 
time  running  our  engines  at  a  considerably  less 
cost  in  bunker  coals  and  oil.  Altogether  a  very 
substantial  saving. 

Shipowners  are  eminently  cautious  folk,  and 
having  made  their  discovery,  they  proceeded,  after 
their  judicious  fashion,  to  feel  their  way  gradually 
to  its  full  application.  The  following  tonnage- 
table  of  vessels  from  overseas  to  the  Port  of 
London  shows  this  interesting  process  : 
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Incidentally,  it  is  instructive  to  observe  how  the 
old-time  sailing  vessel,  or  'wind-j  amber,'  has  been 
not  slowly  but  surely  ousted  by  the  steamship, 
four  sailing  vessels  to  one  steamer  in  1860  having 
become  in  1898  four  steamers  to  one  sailer;  and 
the  1901  figures  show  the  decline  of  the  latter 
still  unarrested.  Looking  at  the  grand  total  of 
both  classes,  it  will  be  remarked  how  that  while 
the  tonnage  in  1860  has  more  than  trebled  itself 
in  1901,  the  number  of  vessels  composing  it 
remains  but  little  changed.  The  steady  average 
growth  of  the  vessels  is  shown  in  the  sixth  column, 
326  tons  in  1860  having  become  974  tons  in  1901. 

It  has  already  been  explained  that  the  real 
average  is  considerably  in  excess  of  these  figures, 
the  effect  of  the  numerous  voyages  of  the  small 
short-trade  steamers  having  the  effect  of  bringing 
down  the  average  of  the  big  ocean  steamers  which 
come  only  once  to  the  port  while  their  fussy 
little  colleagues  make  half  a  dozen  or  a  dozen 
trips. 

The  increase  in  the  numbers  of  the  steamers 
between  1860  and  1870  is  very  noticeable,  and 
again  between  1870  and  1880.  The  opening  of 
the  Suez  Canal  in  1869,  with  the  remarkable 
developments  to  which  this  great  work  gave  rise, 
is  no  doubt  the  explanation. 
5—2 
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The  figures  tabulated  above  are  interesting  from 
various  points  of  view,  but  as  illustrations  of  the 
growth  in  the  size  of  individual  ships  they  are  for 
the  reason  given  not  entirely  satisfactory.  The 
following  tonnage  ladder  is  much  more  to  the 
point.  It  should,  however,  be  observed  that 
while  the  table  shown  above  relates  purely  to  the 
vessels  trading  to  the  Thames,  the  vessels  in  our 
ladder  have  reference  to  no  particular  port ;  they 
are  the  biggest  ships  afloat  at  the  date  shown,  and 
at  the  present  time  the  port  of  the  big,  the  very 
big,  ships  is  Liverpool. 

But  it  may  be  doubted  whether  the  2O,ooo-ton 
steamer  of  to-day  is  such  a  popular  marvel  as  was 
the  i,4OO-ton  East  Indiaman  of  a  century  ago. 
When  io,ooo-ton  vessels  became  fairly  common, 
our  sense  of  size  became  blunted.  Giant  ships 
have,  in  fact,  become  so  common  that,  while  they 
continue  to  inspire  our  admiration,  they  have 
ceased  to  excite  our  wonder.  The  very  biggest  of 
them  have  rivals  falling  but  little  short  of  them  in 
size,  and  so  on  all  down  the  scale. 

The  i,5oo-ton  East  Indiamen  were  not  giants 
amongst  tall  men,  but  Goliaths  amongst  pigmies. 
A  century  ago  the  average  tonnage  was  apparently 
200,  or  perhaps  rather  less.  The  depth,  or  want 
of  depth,  of  the  Thames  mattered  little  to  such 
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vessels,  and  if  they  sat  on  the  ground  at  low  water, 
this,  with  their  small  capacity  and  their  dispro- 
portionately solid  oak  timbers  and  frames,  was  of 
no  consequence  at  all. 

Amongst  such  vessels  the  leviathans  belonging 
to  the  East  India  Company  must  have  excited 
constant  wonder.  The  East  India  Dock  Act  of 
1803,  for  example,  begins  thus:  'Whereas  the 
ships  in  the  employ  of  the  East  India  Company 
are  of  a  larger  size  than  other  vessels  employed  by 
merchants  in  trade,  and  many  of  them  nearly  equal 
in  bulk  to  ships  of  the  line  in  the  Royal  Navy  .  .  .' 
These  vessels  were,  in  fact,  as  we  gather  from  the 
Act  referred  to,  already  too  big  for  the  river,  for, 
while  the  Act  provided  that  all  the  East  India 
ships  should  henceforth  come  into  the  special  new 
dock,  permission  was  given  to  them  first  to  lighten 
into  craft  in  Long  Reach,  some  ten  miles  down 
stream. 

To  be  able  to  enter  a  port  and  dock  at  any  state 
of  the  tide  is  a  privilege  which  a  big  ship  can  enjoy 
at  very  few  places.  She  is  very  fortunate  when 
she  can  dock  even  at  half  tide.  But  for  a  vessel  of 
great  value  every  hour  lost  means  loss  of  interest, 
or  of  opportunity  to  be  earning,  in  addition  to 
increased  outlay  in  the  form  of  coal  and  stores,  of 
crew's  wages  and  provisions. 
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Consequently,  when  a  vessel  arrives  off  her  port 
just  so  as  to  miss  the  tide,  and  has  to  anchor  for  a 
whole  tide,  or  not  far  short  of  it,  until  she  has 
enough  water  under  her  to  be  able  to  ascend  the 
river  safely  to  the  dock  entrance,  the  circumstance 
is,  to  say  the  least,  annoying  to  her  owners. 

The  shallower  the  port  or  river  the  more  fre- 
quent, of  course,  are  such  delays,  and  the  reputa- 
tion of  the  port  suffers  in  consequence.  And  if,  in 
addition,  further  detention  be  caused  by  fog,  the 
case  is,  of  course,  aggravated.  Fogs  we  cannot 
help,  and  never  shall  be  able  to  help,  though 
possibly  we  may  prevent  their  being  made  worse 
by  city  or  cement-works  smoke.  But  this  being 
so,  and  the  Thames  being  undoubtedly  a  foggy 
river,  we  ought  to  be  all  the  more  careful  that  this 
serious  drawback,  which  is  inevitable,  is  not  aggra- 
vated by  insufficient  depth  and  width  of  the  navig- 
able channel ;  and  there  can  be  no  doubt  that  in 
this  respect  the  Thames  has  been  allowed  to  fall 
behind.  That  the  port  has  as  yet  sustained  any 
actual  injury  on  this  account  is,  however,  in  spite 
of  round  assertions  of  the  fact,  to  be  somewhat 
doubted. 

On  the  other  hand,  it  can  hardly  be  questioned 
that  we  are  on  the  threshold  of  such  a  state  of 
affairs.  Shipowners  are  greatly  incensed  at  the 
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delays  to  which  their  vessels  are  sometimes  sub- 
jected, and  a  feeling  of  this  kind,  if  allowed  to  grow, 
will  sooner  or  later  find  a  practical  interpreta- 
tion into  half-a-crown  per  ton  additional  freight. 
And  this  half-a-crown,  or  whatever  the  figure  may 
be,  may  in  the  case  of  certain  goods  easily  turn 
the  scale  as  regards  their  port  of  destination. 

It  is  quite  true  that  the  ships  must  always  come 
where  the  trade  calls  them,  and  that  so  long  as 
there  are  mouths  in  London  to  be  filled,  supplies 
will  be  brought  to  London  to  fill  them.  But  it  is 
quite  within  the  range  of  possibility  that  it  might 
be  cheaper  to  bring  such  supplies  from  a  rival  and 
more  favoured  port  in  small  vessels,  or  even  by 
rail,  than  to  pay  the  high  rate  of  freight  demanded 
by  a  big  ship,  to  which  the  delay  of  a  shallow  port 
means  loss  of  money.  With  this  grave  possibility 
we  will  deal  more  fully  when  considering  the 
growth  of  the  Continental  ports. 

Then,  again,  there  are  always  goods  of  a  certain 
amount  shipped  at  A  of  which  the  destination  is, 
in  a  sense,  optional :  they  are  wanted  at  D,  and  D 
can  be  supplied  either  through  port  B  or  port  C. 
And  if  port  B  allows  itself  to  be  placed  at  a  dis- 
advantage by  the  greater  attractions  or  facilities  of 
C,  then  such  optional  goods  will  go  to  D  via  C, 
and  not  via  B.  A  cheaper  freight  from  A  to  C 
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than  from  A  to  B  means  that  D  can  purchase  more 
cheaply  in  the  market  at  C  than  at  B. 

Such  diversions  of  trade  no  doubt  are  slow,  but 
cheapness  and  despatch  are  powerful  factors  in 
mercantile  competition.  I  am  not  desiring  to 
convey  that  London  is,  in  fact,  thus  suffering, 
though  quite  possibly  there  may  be  some  grounds 
for  the  assertions  that  such  is  the  case.  Such 
statements  have,  indeed,  been  loudly  made,  and 
though  for  the  most  part,  or,  indeed,  entirely, 
unsupported  by  evidence,  they  are  certainly  not 
on  that  account  to  be  laughed  at. 

In  some  few — very  few — cases,  big  ships  which 
have  come  up  to  the  Albert  Dock  on  the  tide  have, 
owing  to  special  circumstances,  been  unable  to 
enter  the  dock.  The  consequence  was  that,  in 
order  to  avoid  being  left  on  the  ground  when  the 
tide  fell,  they  have  had  to  go  all  the  way  back  to 
Gravesend  for  deep  water  in  which  to  wait  afloat 
for  the  next  tide.  Such  cases,  as  already  stated, 
are  very  few;  but  still,  they  have  occurred,  to  the 
great  indignation  of  the  shipowners. 

When  the  river  is  deepened,  as  it  is  to  be,  similar 
occurrences  will  be  impossible ;  but,  until  the 
necessary  depth  shall  have  been  provided  from 
Gravesend  to  the  docks,  it  is  in  contemplation  to 
provide  what  sailors  call  '  lay-bys ' — that  is,  to 
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excavate  sufficient  of  the  river-bed  to  allow  big 
ships,  in  case  of  need,  to  lie  at  anchor  near  the 
docks  until  the  returning  tide  shall  have  given  the 
needful  depth  on  the  lock  sill.  The  difficulty  will 
be  to  keep  this  big  hole  or  depression  clear  of 
mud ;  but  this,  of  course,  will  be  simply  a  question 
of  money. 

In  ancient  days,  when  steamers  were  unknown, 
the  tide  was  of  immense  advantage  to  vessels 
which,  having  arrived  at  the  estuary  on  a  favour- 
able wind,  then  found  themselves  wind-bound. 
The  tide  came  to  their  assistance,  and  carried 
them  up  towards  London,  either  in  the  absence  of 
a  wind,  or  even  against  a  moderate  breeze.  In 
these  days  of  steam  the  wind-bound  sailing  vessel 
off  the  port  has  no  difficulty  in  getting  the  assis- 
tance of  a  tug,  whilst  to  the  incoming  steamer  the 
tide,  so  far  as  its  direction  is  concerned,  can  be 
disregarded — its  direction,  but  not  its  height.  And 
here  it  is  that  the  depth  of  the  navigable  channel 
of  the  Thames  demands  attention. 

But  first,  a  word  on  the  subject  of  tides.  As  is 
well  known,  the  phenomenon  of  the  tides  is  mainly 
due  to  the  attraction  of  the  moon.  The  nearer 
the  moon  is  to  the  earth  the  greater  the  force  of 
its  attraction.  But  while  this  influence  is  practi- 
cally unfelt  by  the  solid  land,  the  sea,  more  mobile, 
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is  drawn  towards  the  moon.  And  as  the  latter 
makes  its  monthly  apparent  progress  round  our 
sphere,  its  attraction  is  most  felt  by  that  portion  of 
the  earth  which  is  nearest  to  it.  At  the  same  time, 
of  course,  the  earth  is  revolving  on  its  own  axis 
and  continually  presenting  a  fresh  surface  to 
the  moon.  The  sun  also,  though  in  a  much  less 
degree,  exerts  an  attraction  similar  to  that  of 
the  moon.  When  the  attraction  of  the  sun  and 
moon  is  simultaneously  exercised  in  the  same 
direction,  their  joint  influence  is  shown  accord- 
ingly. 

The  subject  is  very  complex,  and  the  present  is 
obviously  no  attempt  at  its  adequate  treatment, 
but  is  merely  by  way  of  a  general  indication  of  the 
origin  of  tides.  At  new  moon  and  full  moon  the 
tide  rises  much  higher  than  at  the  quarters.  These 
high  tides  are  called  spring-tides,  those  at  the 
quarters  being  termed  neap-tides. 

Spring-tide  has,  so  to  say,  a  greater  swing  or 
range  than  neap  ;  it  rises  higher  and  falls  lower. 
When  the  depth — the  navigable  depth — of  a  rise 
is  referred  to  as  being  so  many  feet,  the  measure- 
ment assumes  low-water  springs.  Owing  to  the 
operation  of  the  wind,  or  to  the  descent  of  flood 
waters  from  the  land,  the  tide  sometimes  rises 
above  high-water  springs  or  falls  below  them. 
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But  these  are  exceptional  occurrences.  The 
difference  between  high- water  springs  and  high- 
water  neaps  varies  according  to  situation.  At 
Gravesend,  for  example,  the  range  of  high -water 
springs  is  about  i8J  feet,  and  high-water  neaps 
15  feet;  at  Liverpool  27^  feet  and  2oJ  feet;  at 
Glasgow  ii J  feet  and  gj  feet. 

When  a  vessel  in  the  course  of  her  navigation 
gets  aground,  the  condition  of  the  tide  at  the  time 
of  the  accident  often  makes  all  the  difference  as 
to  her  prospect  of  being  salved.  If  she  gets 
aground  at  low-water  she  may  lift  off  with  the 
tide ;  if  at  high-water,  she  may  break  her  back 
when  the  supporting  water  ebbs.  If  the  accident 
occurs  on  the  top  of  a  spring-tide  she  is  said  to  be 
'  neaped,'  and  unless  her  crew  can — as  Mr.  Weller 
would  have  put  it — *  assist  nature  '  by  lightening 
her  of  cargo,  she  must  await  for  her  release  the 
advent  of  the  next  spring-tide. 

And  similarly  with  a  shallow  dock ;  and  this  is 
one  of  the  troubles  of  the  older  docks  at  Hull. 
For  though  a  ship  of  deep  draft  may  enter  on  the 
top  of  springs,  she  cannot,  unless  in  ballast,  get 
away  at  high-water  of  the  neaps. 

On  the  shores  of  the  wide  seas  the  tidal  rise  and 
fall  is  unimportant.  In  narrow  seas  or  estuaries, 
on  the  other  hand,  the  water,  being  unable  to 
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spread  itself,  becomes,  so  to  say,  heaped  up,  the 
heaping-up  being  accentuated  as  the  shores  con- 
tract. In  the  Bristol  Channel,  with  its  funnel 
shape,  the  compression  of  the  water  as  the  shores 
approach  one  another  is  shown  by  a  tidal  rise  of 
some  40  feet  or  50  feet,  according  to  the  situation 
of  the  port  considered.  In  the  case  of  the  Thames, 
the  average  rise  is  about  14^  feet  at  Southend,  i6J 
feet  at  Gravesend,  and  i8£  feet  at  Deptford,  with  a 
maximum  of  19^,  22^,  and  28  feet  respectively. 

High  tide — and,  of  course,  low  tide — takes  place 
twice  in  every  twenty-four  hours,  or,  rather,  every 
twenty-four  hours  and  fifty  minutes  or  thereabouts. 
But,  as  already  observed,  it  cannot  always  be 
relied  upon  to  reach  its  full  height,  or  it  may, 
indeed,  exceed  it.  And  while  such  vaiiations  can 
ordinarily  be  explained  more  or  less  satisfactorily 
by  reference  to  wind  or  other  causes,  there  are 
occasions  when  Father  Thames  lends  himself  to 
eccentricities  of  conduct  utterly  inexplicable. 

In  this  connection  the  following  quotation  from 
a  collection  of  tracts  forming  a  portion  of  the 
library  of  King  George  III.,  in  the  British  Museum, 
reproduced  in  '  The  World  of  Wonders '  (Cassell 
and  Co.),  may  conveniently  be  quoted : 

'  Friday,  February  4th,  1641,  it  was  high  water 
at  one  of  the  clock  at  noon — a  time,  by  reason  so 
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accommodated  for  all  employments  of  water  or 
land,  very  fit  to  afford  witness  of  a  strange  and 
notorious  accident.  After  it  was  full  high  water, 
and  that  it  flowed  its  full  time,  as  all  almanacks 
set  down,  watermen,  the  unquestionable  prognosti- 
cators  in  that  affair,  with  confidence  maintain  it 
stood  a  quiet,  still,  dead  water  a  full  hour  and  a 
half,  without  moving  or  returning  in  any  way 
never  so  little ;  yea,  the  watermen  flung  in  sticks 
to  the  stream  as  near  as  they  could  guess,  which 
lay  in  the  water  as  upon  the  earth,  without 
moving  this  way  or  that.  Dishes,  likewise,  and 
wooden  buckets,  they  set  a  swimming ;  but  it 
proved  a  stilling,  for  move  they  would  not  any 
way,  by  force  of  stream  or  water,  so  that  it 
seemed  the  water  was  indeed  asleep  or  dead,  or 
had  changed  or  borrowed  the  stability  of  the 
earth. 

'  The  watermen,  not  content  with  this  evidence, 
would  needs  make  the  utmost  of  the  trial,  that 
they  might  report  with  the  more  boldness  the 
truth  of  the  matter;  and  with  more  credible 
confidence  they  took  their  boats,  and  launched 
into  the  stream  or  very  channel;  but  the  boats 
that  lay  hauled  up  on  the  shore  moved  as  much, 
except  when  they  moved  their  oars ;  nay — a  thing 
worthy  the  admiration  of  all  men — they  rowed 
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under  the  very  arches,  took  up  their  oars,  and 
slept  there,  or,  at  least,  lay  still  an  hour  very 
near ;  their  boats  not  so  much  as  moved  through 
any  way,  either  upward  or  downward,  the  water 
seeming  as  plain,  quiet,  even  and  stable  as  a 
pavement  under  the  arch,  where,  if  anywhere  in 
the  Thames,  there  must  be  moving,  by  reason  of 
the  narrowness  of  the  place.  In  this  posture 
stood  the  water  a  whole  hour  and  a  half,  or 
rather  above,  by  the  testimony  of  above  500 
watermen  on  either  side  of  the  Thames,  whom 
not  to  believe  in  this  case  were  stupidity,  not 
discretion.  At  last,  when  all  men  expected  its 
ebb,  being  filled  with  amazement  that  it  stood  so 
long  as  hath  been  delivered,  behold  a  greater 
wonder — a  new  tide  comes  in  !  A  new  tide  with 
a  witness.  You  might  easily  take  notice  of  him ; 
so  loud  he  roared  that  the  noise  was  guessed  to  be 
about  Greenwich,  when  it  was  heard  so,  not  only 
clearly  but  fearfully  to  the  bridge ;  and  up  he 
comes,  tumbling,  roaring,  and  foaming  in  that 
furious  manner  that  it  was  horror  unto  all  that 
beheld  it.  And  as  it  gave  sufficient  notice  to  the 
ear  of  its  coming,  so  it  left  sufficient  satisfaction  to 
the  eye  that  it  was  now  come,  having  raised  the 
water  four  foot  higher  than  the  first  tide  had  done 
— four  foot  by  rule,  as  by  evident  measure  did 
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appear,  and  presently  ebbed  in  as  hasty,  confused 
unaccustomed  manner.  See  here,  reader !  a 
wonder  that,  all  things  considered,  the  oldest  man 
never  saw  or  heard  of  the  like.' 

While  the  growth  of  London's  trade  during  the 
last  half-century  has  been  remarkable,  even  more 
remarkable  is  the  development  which  during  the 
same  period  has  been  collectively  displayed  by  the 
Continental  ports.  London  has  always  been  the 
premier  port,  and  as  such  is  naturally  sure  of  the 
lion's  share  of  Europe's  increasing  trade.  But  so 
great  was  the  increase  of  this  trade  that,  if  it 
did  not  create  actually  new  Continental  ports,  it 
certainly  gave  to  old  ports  a  new  importance. 

It  was  attributable  to  various  causes.  In  our 
own  case  the  long  period  of  peace  which  preceded 
and  followed  the  Crimean  War  was  a  potent  factor. 
For  whereas  early  in  the  century  the  taxes  or 
duties  on  imported  goods  were  general  and  heavy, 
as  the  effects  of  peace  began  to  be  asserted  these 
duties  were  lightened  and  in  many  cases  removed 
altogether.  The  result  was  a  large  growth  in 
consumption.  Then,  as  the  general  prosperity  of 
the  country  advanced,  and  money  became  more 
and  more  plentiful,  individual  consumption  was 
further  increased  by  enhanced  ability  to  purchase. 
The  national  prosperity  increased  enormously,  so 
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that  not  only  were  necessaries  purchased  on  a 
much  more  liberal  scale,  but  articles  of  importa- 
tion which  at  one  time  were  regarded  as  luxuries 
for  the  fortunate  few,  came  to  be  classed  amongst 
the  common  necessaries. 

And  not  only  were  supplies  cheapened  by  the 
reduction  or  removal  of  duties,  but  the  employment 
of  iron-built  steamships,  with  their  rapid  and 
regular  voyages,  resulted  in  a  lowering  of  freight 
and  insurance  charges,  and  the  elimination  of 
heavy  warehousing  expenses,  which  this  rapidity 
and  regularity  rendered  no  longer  necessary. 

Sailing  vessels  had  often  their  regular  trading 
seasons,  and  were  given  to  arriving,  on  a  favourable 
wind,  in  fleets,  and  in  times  of  war  in  fleets  under 
convoy.  The  markets  were  in  consequence  often 
over-supplied,  and  cargoes  had  to  be  placed  in 
warehouses,  and  kept  there  often  at  astonishingly 
high  rates  of  rental  and  insurance,  until  the  con- 
sumers required  them.  The  table  on  p.  66  shows 
how  the  old-time  sailing  vessel  was  gradually  dis- 
placed by  steam ;  but  while  we  have  no  statistics 
to  demonstrate  the  effect  of  the  altered  conditions 
on  the  pocket  of  the  consumer,  there  can  be  no 
doubt  that  the  amount  of  the  supplies  which  in- 
dividually he  became  able  to  purchase  for  a  given 
sum  was  very  largely  increased. 
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The  economic  history  of  the  nineteenth  century 
is  indeed  a  history  of  supplies  at  a  steadily  de- 
creasing cost,  of  a  reduction  of  duties,  with  the 
effect  of  still  greater  cheapness  to  the  consumer, 
and  of  a  prosperity  which,  by  rendering  money 
more  plentiful,  increased  the  power  to  purchase. 
And  the  increasing  demand  resulted  in  the  open- 
ing up  of  new  areas  of  supply,  with  the  further 
reduction  in  values  consequent  on  competition 
amongst  the  producers.  So  far  as  labour — at  any 
rate  in  towns — is  concerned,  the  steady  growth  of 
wages  during  the  past  quarter  of  a  century  is 
common  knowledge.  The  effect  of  all  these 
co-operating  causes  is  well  illustrated  by  the 
example  of  tea — 'the  drug  tea,'  as  Adam  Smith 
terms  it.  Thus : 


1800. 

1860. 

1879. 

1889. 

1896. 

Market  price 

43. 

3S. 

is.  8|d. 

is.  4id. 

is.  i£d. 

Consump- 

tion per 

head 

lilb. 

2§  lb. 

4f  lb. 

5lb. 

5f  lb. 

Duty    (in- 

cluded   in 

market 

price) 

30% 

is.  5d. 

6d. 

6d. 

4d. 

And  with  sugar  the  story  is  much  the  same. 
In  1800  the  duty  was  us.  7d.  per  cwt.,  in  1860 
145.  2d.,  and  in  1874  it  was  repealed  altogether, 
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the  result  being  that  a  consumption  of  18  pounds  per 
head  in  1800  advanced  to  82  pounds  per  head  in 
1896.  The  consumption  of  imported  wheat  and 
flour  per  head  of  population  in  1800  was  35  pounds ; 
in  1896  it  was  255  pounds.  As  the  consequence  of 
the  Transvaal  War,  a  duty  on  sugar  has  been  re- 
imposed,  but  for  present  purposes  the  earlier 
figures  afford  a  more  convenient  illustration. 
Mr.  Sauerbeck's  statistical  tables  are  also  very 
much  to  the  point.  Adopting  as  a  par  basis  of 
100  the  average  of  the  prices  prevailing  during 
the  period  1867-1877,  and  comparing  with  this 
basis  the  prices  prevailing  during  recent  years,  his 
tables  furnish  us  with  this  instructive  result : 


Vegetable 
Foods 
(Corn, 
etc.). 

Animal 
Foods 
(Meat, 
etc.). 

Sugar, 
Coffee, 
Tea. 

Average. 

Minerals, 
Textiles, 
etc. 
Average. 

1867-1877  - 

1879  - 
1889  - 
1898  - 

Average  :    - 

1878-1887  - 
1888-1897  - 

£ 
100 

87 
65 
67 

79 
62 

£ 
100 

94 
86 

77 

95 
81 

£ 
IOO 

87 

75 
5i 

76 
66 

£ 
IOO 

90 

75 
68 

84 
70 

£ 

IOO 

83 
72 

64 

79 
67 

So    that    corn,   etc.,   which    between    1867  and 
1877  cost  £100,  now  costs — or  cost  in  1898 — only 
£67  ;  meat,  instead  of  £100,  £77  ;  sugar,    coffee 
6—2 
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and  tea,  £51 ;  clothing,  etc.,  £64.  And,  of  course, 
it  is  to  be  remembered  that  the  £100  basis  of 
1867-1877  must  already  be  in  probably  every  case 
far  below  the  actual  figures  of  years  earlier  in  the 
century.  And  doubtless  wages-incomes  will  be 
found  to  have  increased  on  something  like  the 
inverse  ratio. 

Figures  such  as  these  would  of  themselves 
account  for  a  vast  increase  of  consumption,  and 
therefore  of  importation,  even  if  the  population 
had  remained  stationary.  But  far  from  remaining 
stationary,  the  population  of  the  United  Kingdom 
has  during  the  century  increased  from  17,000,000 
to  40,000,000,  and  with  it,  of  course,  the  four- 
footed  population,  all  of  which  requires  to  be  fed. 
Roughly,  the  consumption  per  head,  as  shown 
above,  increased  five-fold  in  the  century.  The 
population  also  increased  twice  and  a  half  times, 
so  that  on  these  figures  the  trade  of  the  Port  of 
London  will  in  the  century  have  increased 
apparently,  in  the  case  of  the  articles  mentioned, 
no  less  than  1,250  per  cent. — that  is,  12^  pounds 
consumed  in  1900  for  every  i  pound  in  1800.  The 
tonnage  increase  shown  by  our  table  on  p.  66  is  in 
singular  coincidence  with  this  increase,  the  figures 
for  1820  having  multiplied  themselves  some  thir- 
teen times. 
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In  these  figures  we  have,  of  course,  been  dealing 
with  the  subject  of  England's  increased  consump- 
tion only  on  broad  lines — and  not,  also  of  course, 
with  any  thought  of  glorifying  London — in  order 
to  lead  up  to  a  consideration  of  the  no  less  extra- 
ordinary growth  of  the  trade  of  rival  ports  across 
the  narrow  seas.  For  this  prosperity  and  develop- 
ment and  growth  of  population  has  not  been  the 
peculiar  privilege  of  England. 

In  Germany  and  the  Low  Countries  similar 
influences  have  been  at  work,  with,  in  the  case  of 
Germany,  an  industrial  development  which  is 
patent  to  all  the  world.  The  conclusion  of  the 
Franco  -  Prussian  War,  with  its  indemnity  of 
£200,000,000  of  French  gold  to  the  victors,  and 
the  confederation  of  the  various  German  States 
was  the  commencement  of  a  new  era  for  the 
latter.  Just  previously  had  occurred  the  success- 
ful opening  of  the  Suez  Canal,  followed  by  a  rapid 
development  of  steam  traffic. 

Competition  amongst  shipowner  j  and  merchants 
grew  apace.  Antwerp,  by  the  abolition  of  the 
Scheldt  dues  in  1863,  had  already  begun  to  attract 
a  trade  of  her  own.  Like  Rotterdam,  the  port 
was  a  conduit-pipe  for  the  German  hinterland, 
and  the  competition  between  these  ports  led  to  the 
rapid  development  of  both.  But  Germany,  with 
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her  growing  trade,  wanted  a  good  port  of  her  own, 
and  the  Free  State  of  Hamburg  set  to  work  to 
deepen  the  Elbe  and  to  improve  the  accommoda- 
tion of  the  port. 

For  the  former  conditions  had  entirely  changed. 
Time  was  when  Germany  had  no  use  for  big  ship- 
loads of  cargo,  even  if  the  ships  themselves  could 
get  up  to  her  ports.  To  a  large  extent  London 
had  been  the  German  market.  The  big  shiploads 
came  to  London  and  were  there  transferred  to 
smaller  vessels  for  the  ports  of  Northern  Europe. 
With  Germany's  increased  and  increasing  powers 
of  consumption,  she  was  now  in  a  position  to  order 
shiploads  for  herself. 

The  experiment  was  tried  and  was  successful. 
Cargoes  through  the  new  canal  were  carried  past 
the  entrance  to  the  Thames,  both  for  Hamburg 
and  for  Bremerhaven  direct,  and  for  Antwerp  and 
for  Rotterdam. 

Genoa  and  Trieste,  too,  were  found  to  possess 
great  advantages :  the  Suez  Canal  had  brought 
them  near  to  the  sources  of  supply,  and  had  made 
them  independent  of  London.  The  following 
figures  are  interesting  testimony  of  the  altered 
conditions  as  regards  our  neighbours'  powers  of 
consumption : 
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POPULATION. 

German  Empire. 

Belgium. 

Holland. 

1829 

— 



2,613,000 

1831 

—  - 

3,785,000 

— 

1850 

— 

4,426,000 

— 

1870 

40,818,000 

— 

— 

1873 

— 

5,253,000 

— 

1878 

— 

3,981,000 

1899 

— 

6,744,000 

( 

56,367,000 

) 

1900 

V. 

(including 
1,717,000 
Alsace-Lorraine). 

\  - 

5,104,000 

Between  1825  and  1900  the  population  of  the 
various  States  now  combined  in  the  German 
Empire  is  stated  to  have  doubled  itself,  while 
between  1871  and  1895  that  of  the  large  towns 
increased  no  less  than  269  per  cent.  So  that  with 
these  vast  increases  on  the  one  hand,  and  a  doubt- 
less much  enhanced  individual  prosperity  on  the 
other,  our  neighbours  might  well  create  a  trade 
of  their  own.  All  the  more  so,  with  the  greater 
cheapness  and  abundance  of  supplies  resulting 
from  the  opening  up  of  new  sources  of  produc- 
tion, increased  competition  amongst  producers, 
and  reduction  of  freights  and  charges  consequent 
on  an  immense  development  of  steam  naviga- 
tion. 

It  is  submitted  that  in  the  circumstances  above 
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narrated  the  history  of  the  growth  and  develop- 
ment of  the  Continental  ports  amply  explains  it- 
self, and  that  there  is  no  need  to  look  further  for 
reasons. 

The  assertion,  indeed,  that  the  growth  of  our 
overseas  rivals  is  to  be  attributed  to  London's 
deficiencies  is  equally  misleading  and  incapable  of 
proof.  It  is  one  of  the  many  wild  statements  in- 
cidental to  the  heated  controversy  on  the  con- 
ditions of  the  Port  of  London.  The  contention 
of  the  adversaries  of  the  dock  companies  has 
been  that  the  charges  and  exactions  of  the  com- 
panies have  been  so  oppressive  that  trade  has  been 
driven  from  the  Port.  I  believe  the  statement  to 
be  absolutely  unfounded,  and  propose  presently 
to  return  to  the  circumstances  in  which  it  has 
arisen. 

Trade,  no  doubt,  does  now  go  direct  to  Con- 
tinental ports  which  used  to  come  to  us,  and  no 
doubt  it  will  increasingly  continue  to  do  so.  The 
more  the  population  and  the  potential  wealth  of 
the  Continent  increase,  the  more  will  the  ports 
of  the  Continent  be  directly  resorted  to;  and  it 
may  well  be — nay,  it  must  almost  certainly 
happen — that  unless  we  can  maintain  the  Port  of 
London  at  the  highest  state  of  efficiency  and,  no 
doubt,  cheapness,  we  shall  have  the  tables  turned 
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on  us  :  we  shall  have  the  big  cargo-carriers  going 
direct  to  the  Continent  and  the  Continent  sending 
goods  to  us. 

To  some  extent  this  must  always  happen.  What 
we  have  to  do — and  we  shall  have  to  strain  every 
nerve  to  do  it — is  to  prevent  its  occurring  on  a 
disproportionate  scale.  In  case  such  a  view  should 
be  regarded  as  unduly  alarmist,  let  us  look  existing 
facts  in  the  face. 

No  doubt  much  Argentine  and  Australian  wool, 
many  South  American  and  Eastern  hides,  and  so 
forth,  do  now  reach  us  via  the  Continent.  As  such 
products  have,  however,  also  a  Continental  origin, 
it  is  not  easy  to  distinguish  their  source.  Let  us 
take,  then,  as  our  text  or  test,  articles  of  consump- 
tion which  have  only  a  distant  origin — articles  such 
as  coffee,  tea,  rice,  and  such  like;  and  here  the 
Blue-Book  returns  are  plain  and  incontrovertible. 

Well,  in  1901  we  received  from  Germany, 
Holland,  Belgium,  and  France,  158,551  cwt.  of 
coffee  valued  at  £623,662 ;  of  tea,  from  Holland, 
6,875,584  pounds,  valued  at  £2 14,982  ;  pepper,  from 
Holland — but  possibly  this  is  a  Dutch  privileged 
trade — 1,847,064  pounds,  or  £46,277  ;  rice,  from 
Germany,  Holland,  and  Belgium,  677,743  cwt.,  or 
£385,440 ;  palm  oil,  from  Germany  alone,  204,422 
cwt.,  or  £245,572. 
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Huge  German  vessels  and  Dutch  and  Japanese 
vessels  of  great  capacity — and,  for  that  matter, 
British  vessels  just  as  readily — contract  to  carry 
cargoes  home  to  Continental  ports,  and  portions 
of  what  they  bring  are  transhipped  to  short- 
voyage  steamers  for  London,  Hull,  Leith,  and 
numerous  other  English  ports. 

We,  of  course,  return  the  compliment,  and  on 
a  much  larger  scale,  but  no  longer  on  the  former 
basis  of  proportion.  This  is  undoubtedly  a  fact ; 
but,  as  already  stated,  and  as  seems  sufficiently 
obvious,  the  explanation  is  not  the  dearness  or 
defects  of  London.  Nor  is  it  a  fact  which  is  re- 
flected or  indicated,  so  far  as  I  am  aware,  by  any 
decline  in  London's  direct  trade. 

We  have,  however,  obviously  arrived  at  a  most 
critical  epoch  in  the  history  of  the  port.  For 
while  our  population's  need  of  foreign  produce  is 
bound  to  be  supplied,  failing  the  most  strenuous 
efforts  on  our  part  not  only  to  retrieve  the  mistakes 
and  neglect  of  the  past,  but  to  put  the  Port  of 
London  even  in  advance  of  the  needs  of  the  present, 
we  may  find  these  supplies  coming  to  us  more  and 
more  largely  from  Continental  ports.  I  do  not  wish 
to  write  as  an  alarmist,  but  I  cannot  express  too 
forcibly  or  clearly  my  firm  conviction  that  the 
present  conjunction  is  one  which  demands  our 
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united  and  most  strenuous  efforts  in  order  to  avert 
the  danger  which  we  have  been  considering. 

Let  us  now  turn  from  our  review  of  the  circum- 
stances which  have  brought  our  Continental  rivals 
so  much  to  the  front  to  a  reference  to  the  causes 
which  have  led  to  the  present  outcry  against  the 
condition  of  the  great  Thames  port. 

Perhaps  the  best  way  to  set  about  it  will  be  to 
begin  at  the  beginning — that  is,  at  the  time  when 
London  had  no  docks  at  all.  We  have  already 
seen  how  a  century  ago,  and  earlier,  the  port  was 
blocked  with  fleets  of  Newcastle  colliers.  These 
vessels  all  lay  in  the  stream,  or,  at  low-tide,  on  its 
shores,  and  discharged  into  barges,  and  no  doubt  at 
low-water  into  the  city's  carts.  For  many  weeks  at  a 
time,  when  the  wind  blew  strongly  from  our  coast, 
they  would  have  the  river,  except  for  outward  load- 
ing vessels,  to  themselves.  Meantime,  a  growing 
fleet  of  wind-bound  vessels  in  the  Downs  awaited 
the  longed-for  change  of  wind,  on  its  happening 
with  one  accord  to  up-anchor  and  make  sail  for 
London. 

Or  in  times  of  war — and  they  were  frequent  in 
those  days — a  convoy  of  Indiamen  or  from  some 
West  Indian  rendezvous  would  arrive,  and  what 
with  colliers  and  with  argosies  the  river  would  be 
blocked.  And  not  only  was  the  river  blocked  with 
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shipping,  but  so  great  was  the  congestion  that  in 
the  absence  of  storage  valuable  cargoes  were  kept  for 
weeks  in  barges  or  piled  up  on  the  shore.  Pillage 
on  a  wholesale  scale  was  carried  on,  and  complaints 
were  loud  and  bitter.  And  not  merely  by  the 
merchants,  but  by  the  Customs,  for  so  great  was 
the  plundering  and  the  peculation  that,  in  those 
days'  when  scarcely  anything  was  duty  free,  even 
the  national  pocket  was  affected.  Towards  the 
close  of  the  eighteenth  century  the  West  India 
merchants  alone  set  their  losses  by  pillage  at 
£150,000  a  year,  with  an  additional  loss  of  £50,000 
to  the  revenue. 

The  City  decided  that  at  all  costs  warehouses 
must  be  provided,  and  a  protected  dock  from 
which  the  thieving  bands  could  be  excluded. 

It  was  decided  by  the  West  India  merchants  to 
obtain  a  dock  site  on  the  Isle  of  Dogs,  and 
Parliament  was  approached  accordingly.  But 
here  a  serious  difficulty  arose.  There  were  many 
owners  of  legal  quays  or  sufferance  wharves 
engaged  as  warehousemen  in  the  West  India 
trade,  and  they  objected,  naturally  enough,  to  a 
dock  monopoly  which  would  compel  every  West 
India  vessel  to  enter  the  new  dock;  for  without 
this  monopoly  the  dock  promoters  declined  to 
proceed. 
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Eventually  the  wharfingers  were  bought  out. 
In  1799  the  West  India  Dock  Act  was  passed  for 
the  West  India  trade,  followed  next  year  by  the 
London  Dock  Act,  under  which  vessels  not  from 
the  Indies  bringing  tobacco,  rice,  wine,  and  brandy 
were  obliged  to  enter  the  London  Dock. 

Then,  in  1803,  came  the  East  India  Dock,  with 
its  monopoly  of  the  East  India  trade  and  com- 
pensation to  the  wharfingers  as  in  the  previous 
cases.  These  monopolies  were  in  each  case  for 
twenty-one  years,  and  they  expired  in  1823,  1826, 
and  1827. 

The  exact  sum  paid,  in  the  aggregate,  to  the 
wharfingers  I  have  been  unable  to  ascertain. 
About  seventy  years  ago  the  figure  seems  to  have 
been  regarded  as  £1,000,000,  but  in  a  pamphlet  of 
that  period  it  is  stated  that  the  sum  paid  was 
£2,000,000  as  against  £5,000,000  claimed.  The 
difference  between  these  figures  is  considerable, 
but  it  does  not  seem  to  matter  much  to-day  which 
of  them,  if  either,  is  correct.  The  point  is  that 
the  wharfingers  were  bought  out  for  twenty-one 
years. 

But  there  was  another  difficulty — the  barge- 
owners  or  lightermen.  They  had  been  able  to 
come  alongside  vessels  in  the  river  and  carry  their 
cargoes  wherever  they  were  needed :  what  was  to 
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become  of  them  ?  And  if  the  lighterman  of  those 
days  was  like  the  lighterman  of  to-day  we  may 
assume  that  he  did  not  take  it  either  lying  down 
or  silently.  Apparently  the  lightermen  were  also 
compensated,  but  this  at  any  rate  is  certain :  they 
got  conferred  upon  themselves  the  right  to  carry 
goods  to  and  from  the  ships  in  the  docks  without 
any  liability  for  dock  dues  on  craft  or  goods.  The 
docks  during  the  currency  of  the  monopoly,  while 
receiving  tonnage  dues  from  the  ships,  were  to  the 
lightermen  to  be '  free  water ' — as  free  as  the  river— 
and  a  clause  was  inserted  in  the  Dock  Acts  and  in 
all  subsequent  Dock  Acts  in  that  sense. 

This  is  known  as  the '  free  water '  or '  exemption ' 
clause,  and  on  it  hangs  the  whole  history  of  the 
present  troubles  of  the  port — of  the  port,  that  is 
to  say,  as  distinguished  from  the  river. 

It  has  already  been  explained  that  the  main 
object  of  the  promotion  of  the  first  docks  was  the 
warehousing  of  cargoes.  The  undertakings  were 
a  huge  success,  the  dock  companies  making  such 
large  profits  out  of  the  goods  that,  more  especially 
when  the  time  came  when  the  docks  were  brought 
into  competition  with  one  another,  they  let  off  the 
ships  very  cheaply.  What  they  wanted  was  the 
cargoes. 

When  at  the   termination  of   the   twenty -one 


THE  THAMES  AS  A  PORT  95 

years  the  monopolies  came  to  an  end  and  the 
ships  could  please  themselves  which  dock  they 
used  or  whether  they  should  use  any  at  all,  a 
Parliamentary  Committee  reported  against  renewal 
of  the  monopolies,  and  there  ensued  something 
like  a  rush  to  build  new  docks.  Some  of  the 
proposed  docks  were  built,  some  not,  and  some  of 
the  former  were  in  course  of  time  merged  with 
similar  undertakings. 

As  time  went  on,  and  peace  and  prosperity  were 
the  country's  happy  lot,  duties  were  taken  off 
right  and  left,  and  goods  which  had  formerly  to  go 
into  bonded  stores  mainly  at  the  docks  could  be 
warehoused  in  any  licensed  stores.  Wharves  and 
warehouses  sprang  up  along  the  banks,  and  a 
steady  competition  set  in  between  them  and  the 
docks  and  between  the  various  docks  themselves. 
The  ships  entered  the  docks  much  as  before,  but 
the  wharfingers  sent  in  their  lighters  and  took 
goods  from  the  dock  waters  to  their  own  stores. 

The  dock  companies,  alarmed  at  the  consequent 
decline  in  their  own  profits,  appealed  to  Parlia- 
ment in  1855  for  the  abolition  of  the  free-water 
clause.  They  were,  however,  still  making  good 
profits,  and  Parliament  threw  out  the  Bill. 
Matters  steadily  grew  worse  for  the  docks,  in  no 
small  degree  aggravated  by  the  competition 
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between  the  two  great  companies  themselves — 
the  East  and  West  India  Dock  Company  and 
the  London  and  St.  Katharine  Docks  Company. 
Whichever  of  them  could  get  the  ships  got  the 
cargo  which  the  lighters  did  not  carry  to  the 
wharves,  and  both  companies  became  more  than 
ever  subservient  and  conciliatory  to  the  owners  of 
the  ships. 

In  1880  the  London  and  St.  Katharine  Company 
played  a  trump  card.  It  opened  a  splendid  new 
dock — the  Royal  Albert  Dock — which  at  once 
drew  shipping  from  the  rival  company.  A  fierce 
war  of  rates  naturally  ensued,  to  the  prejudice  of 
the  finances  of  both  companies.  The  East  and 
West  India  Company  then  determined  to  'go  one 
better,'  and  to  build  a  still  finer  dock  opposite 
Gravesend — the  Tilbury  Dock. 

It  was  a  reckless  undertaking  recklessly  entered 
upon.  It  never  seemed  to  occur  to  the  company 
that  to  build  a  dock  is  not  an  operation  necessarily 
attended  by  the  creation  of  ships  to  fill  it ;  and 
that  for  years,  until  a  vast  growth  had  taken  place 
in  the  tonnage  of  the  port,  the  new  dock  could 
only  be  filled  by  drawing  ships  both  from  the 
company's  other  docks  and  from  the  docks  of  the 
rival  companies  ;  and  that  this  latter  process  would 
inevitably  be  attended  by  a  fierce  war  of  rates. 
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And  to  make  matters  worse  the  cost  of  the  new 
dock  at  Tilbury  proved  to  have  been  grossly 
underestimated.  It  was  to  have  cost  £1,100,000 ; 
it  did  cost  £2,800,000. 

No  doubt  there  was  extravagance,  and  harsher 
things  than  this  are  said;  but  the  bulk  of  the 
mis-take  was  rather  in  the  estimate  than  in  the 
cost,  and  it  is  asserted,  quite  possibly  with  truth, 
that  such  a  dock  could  not  now  be  built  for  equal 
money. 

Bitter  critics  of  the  dock  company  maintain 
that  the  excess  of  cost  over  estimate  was  thrown 
away  or  worse ;  but  as  a  comment  on  this  it  may 
be  remarked  that  the  cost  of  the  Albert  Dock  and 
basin,  which  have  a  water  area  of  88  acres  and 
a  depth  of  27  feet,  was  about  £2,250,000,  and 
that  the  area  of  Tilbury  Dock  and  tidal  basin  is 
73  acres,  with  a  depth  of  as  much  as  38  feet. 

This,  however,  by  the  way.  The  fact  remains 
that  as  the  result  of  all  this  reckless  competition 
the  two  great  dock  companies  were  brought  to 
the  verge  of  ruin.  In  fact,  while  the  London  and 
St.  Katharine  Company's  ordinary  stockholders 
had  to  content  themselves  with  a  bare  pittance, 
the  East  and  West  India  Company's  income 
dropped  in  1887  to  a  figure  below  the  amount 
due  even  to  the  privileged  shareholders;  and  in 
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1888  the  latter  entered  upon  liquidation  proceed- 
ings. These  proceedings  were  stayed  owing  to 
the  operation  of  a  technicality,  the  East  and 
West  India  Company  thus  narrowly  escaping  the 
catastrophe  of  a  liquidation. 

A  cessation  of  the  war  of  rates  was  at  this  stage 
arranged,  and  a  working  union  between  the  two 
companies  was  arrived  at.  The  companies  were, 
however,  not  financially  amalgamated,  and  the 
two  boards  of  management,  though  in  minor 
matters  working  together,  took  different  views  on 
certain  matters  of  high  policy. 

These  differences  were,  however,  in  1900,  merged 
by  the  financial  consolidation  of  the  two  com- 
panies under  the  name  of  the  London  and  India 
Joint  Docks  Company,  and  the  new  company  took 
off  its  coat  to  effect  changes  in  the  earning 
powers  of  the  joint  undertaking. 

These  efforts  and  the  hubbub  they  created 
amongst  the  merchants  and  the  wharfingers, 
already  greatly  excited  at  previous  similar  attempts, 
brought  affairs  to  a  climax.  The  Dock  Companies' 
Bill  applying  for  increased  powers  was  set  aside  in 
favour  of  inquiry  by  a  Royal  Commission,  which 
was  appointed  in  June,  1900,  and  commenced  to 
take  evidence  in  the  following  November. 

Under    the   very   able   chairmanship   of    Lord 
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Revelstoke,  the  complicated  subject  was  dealt 
with  in  a  manner  and  with  a  promptitude 
eminently  creditable  to  the  Commission.  Their 
very  compendious  yet  exhaustive  report  was 
issued  in  June,  1902,  and  the  essential  recom- 
mendations of  this  report  are  now  before  Parlia- 
ment in  the  form  of  a  Government  measure.  Its 
sum  and  substance  is  that  the  various  public  dock 
companies,  together  with  the  Lower  River  duties 
of  the  Thames  Conservancy,  shall  be  taken  over 
and  adopted  by  a  public  trust  in  the  interests  of 
the  port,  the  trust  to  be  empowered  to  obtain  the 
needful  funds  by  port  dues  on  every  package 
which  enters  the  Thames,  in  the  Liverpool 
fashion.  Till  now,  London  has  collected  no  port 
dues  on  cargo.  The  Bill  is  generally  admitted 
to  be  sound  in  principle,  but  its  fate  in  Parlia- 
ment, in  view  of  the  difficulties  to  be  faced, 
remains  uncertain. 

But  now,  a  few  words  on  the  dock  companies' 
proposals  which  caused  the  hubbub,  and  on  the 
circumstances  in  which  they  were  determined  on. 
We  have  already  seen  how  the  wharfingers,  with 
the  special  inducements  and  facilities  afforded  by 
their  various  systems,  have  long  been  depriving 
the  docks  of  the  cargoes  brought  to  them.  So 
serious  has  grown  this  drain  on  the  profit-earning 
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power  of  the  dock  companies  that  at  the  present 
time  between  75  and  80  per  cent,  of  the  goods 
which  the  ships  bring  to  the  docks  are  taken  away 
to  the  wharves,  while  goods  for  shipment  are 
brought  to  the  docks  by  water  in  about  the  same 
proportion. 

As  neither  the  barges  nor  the  goods  carried 
by  them  pay  any  dock  dues — the  '  free-water ' 
clause — it  is  easy  to  see  that  the  docks,  under 
such  a  system,  must  needs  be  under  serious 
prejudice. 

But  over  and  above  this,  the  docks  have  long 
been  suffering  under  the  effects  of  what  is  known 
as  '  the  custom  of  the  port,'  which  is  really  a  sort 
of  incident  of  the  '  free  water '  clause.  Now,  in 
Liverpool,  for  example,  the  shipowner  has  ful- 
filled his  carriage  contract,  and  done  with  the 
goods  carried,  when  he  lands  them  on  the  dock 
quay.  It  is  then  for  the  merchants  to  sort  the 
goods  and  take  delivery  at  their  own  expense — we 
may  call  it,  say,  is.  6d.  to  2s.  a  ton.  The  ship- 
owner gets  his  ship  emptied  with  the  utmost 
despatch,  and  is  ready  to  proceed  to  his  loading- 
berth  without  delay.  *  Prompt  despatch  '  to  a 
shipowner,  whose  interest  on  outlay,  wages  and 
provisions  runs  on  all  the  time,  is  the  very  essence 
of  success.  The  facilities  which  the  Mersey  Dock 
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and  Harbour  Board  have  provided  in  order  to 
secure  this  for  him  are  very  costly,  and  Liver- 
pool is  in  consequence  by  no  means  a  cheap  port 
for  shipowners.  But  of  this  they  do  not  complain  ; 
what  they  want  before  anything  is  '  prompt  de- 
spatch,' and  they  are  very  willing  to  pay  for  it. 

The  '  custom  of  the  port '  in  London  is  equally 
prejudicial  to  the  docks  and  to  the  shipowners. 
It  is  this :  that  the  ship  shall  sort  the  cargo  for 
delivery,  and  give  this  delivery  either  on  the  quay 
or  into  craft  as  may  be  demanded.  And,  as  we 
have  already  seen,  practically  four-fifths  of  the 
goods  go  away  in  lighters. 

The  effect  on  the  shipowners  is  that,  first  of  all, 
they  have  to  bear  the  is.  6d.  or  2s.  per  ton  for 
sorting — if  the  goods  be  sorted:  a  whole  cargo 
of  grain  or  seed  may  require  no  sorting — which 
charge  in  Liverpool  falls  on  the  merchants. 

Next,  and  even  more  serious,  the  system  entails 
great  delay — an  utter  want  of  '  prompt  despatch.' 
And  for  this  reason  :  Ships  nowadays — as  we  shall 
presently  see — carry  such  vast  cargoes  that  to 
hustle  a  mixed  cargo  out  on  the  quay  and  sort  it 
then  and  there  is  impossible.  No  ordinary  quay 
and  shed,  especially  if  provided  for  the  needs  of  a 
quarter  of  a  century  ago,  is  big  enough. 

The  result  is,  in  London,  that  the  quays  get 
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blocked  and  the  discharge  is  impeded.  Where 
delivery  can  be  given  overside  direct  into  craft 
this  is  done  ;  but  with  mixed  cargoes  it  is  imprac- 
ticable :  the  goods  must  be  put  in  the  quay  sheds, 
to  be  sorted  at  the  expense,  as  already  explained,  of 
the  ship.  Meantime  the  lighters  are  crowding  the 
dock  waiting  for  their  load,  and  perhaps  before  they 
can  get  it  another  vessel  takes  the  place  of  the 
former  at  the  quay,  which  becomes  hopelessly  con- 
gested. Delivery  of  the  cargo  is  delayed,  barges  are 
delayed,  and  the  ships  are  delayed,  and  great  is 
the  outcry  in  consequence. 

Naturally,  London  is  unpopular  with  shipowners. 
Big  ships,  to  which  of  all  others  despatch  is 
essential,  are  kept  waiting  for  the  tide  ;  when  they 
get  into  dock  they  are  hampered  in  their  discharge, 
and,  over  and  above  all  this,  have  to  pay  for 
sorting  out  the  cargo.  With  shipowners  especially 
'  time  is  money,'  and  bad  despatch  and  extra 
cargo  charges  in  London  combine  to  give  the  port 
a  bad  name ;  by  common  consent,  it  is  '  a  dear 
port.' 

But  not,  be  it  well  observed,  for  cargo.  Not 
only  do  consignees  who  claim  water-delivery — 
nearly  80  per  cent,  of  the  whole  cargo — escape,  by 
the  custom  of  the  port,  the  sorting  charges,  but 
their  goods  pay  not  a  penny  for  dues.  The 
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wharfingers  send  their  own  lighters  for  the  goods, 
and  until  these  are  delivered  at  the  wharf  the 
charges  do  not  begin. 

It  will  be  seen,  therefore,  that  for  cargo  London 
is  a  remarkably  cheap  port.  At  any  rate,  this  is 
so  as  regards  three-fourths  or  four-fifths  of  the 
goods.  It  would  not  be  surprising  if  on  the  small 
remainder  the  docks  charged  stiffly,  but  against 
this  there  is  always  the  countervailing  competition 
of  the  wharfingers.  For  merchants  can  take  or 
send  their  goods  where  they  please,  and  if  the 
docks  charged  overmuch,  the  wharves  would  soon 
bring  them  to  their  bearings. 

The  above  remarks  originated  in  the  intention 
to  show  how  the  '  custom  of  the  port,'  over  and 
above  the  '  free  water '  clause,  prejudices  the 
docks.  The  custom  deprives  the  docks,  in  effect, 
of  the  opportunity  to  make  a  profit  on  the  sorting 
of  the  cargoes ;  for  while  '  bulk '  cargoes  such  as 
grain  or  seed  are  delivered  overside  into  craft,  the 
miscellaneous  cargoes  which  are  landed  on  the 
quays  are  sorted  by  the  shipowners.  True,  the 
latter  pay  the  dock  company  a  rent  for  the  sort- 
ing-space, but  if  the  dock  companies  had  the 
handling  of  the  goods  the  yield  would  be  much 
more  than  the  rent  of  the  quay  or  shed  area. 

An  attempt  by  the  dock  companies  a  few  years 
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ago  to  get  this  matter  put  on  a  basis  more  satisfac- 
tory to  themselves  set  the  port  in  an  uproar  ;  and 
though  the  shipowners  would  gladly  have  sup- 
ported the  dock  companies,  their  relations  with 
the  consignees  compelled  them  to  side  with  the 
latter.  The  dock  companies — this  was  before 
their  final  amalgamation — allowed  themselves  to 

be  '  bluffed '  with  the  threat  of  a  new  dock,  and 

\ 

gave  in,  the  shipowners  offering  them  a  golden 
bridge,  or  what  the  French  call  a  '  perch,'  by  which 
to  climb  down  in  the  form  of  some  unimportant 
addition  to  the  quay-rent,  or  something  of  the 
sort. 

The  dock  companies'  attempt,  however,  greatly 
excited  the  produce  merchants  and  their  supporters, 
and  the  rapacity  and  mismanagement  of  the  docks 
were  fiercely  assailed.  '  London  was  the  dearest 
and  worst-managed  port  in  the  world  ';  '  the  dock 
companies  were  driving  away  the  trade  of  the 
port ';  *  Hamburg  and  Antwerp  were  prospering  by 
reason  of  our  defects ';  '  the  history  of  the  docks 
was  a  history  of  mismanagement,  culminating  with 
their  ghastly  mistake  at  Tilbury ';  *  the  capital  of 
the  companies  was  twice  too  big,  and  the  mer- 
chants were  to  be  sweated  to  provide  dividends  '; 
and  so  on  and  so  on,  it  being  a  case  of  '  any  stick 
to  beat  a  dock  with.' 
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No  doubt  in  the  history  of  the  dock  companies, 
as  in  the  history  of  other  undertakings,  there  has 
been  mismanagement,  but  no  amount  of  good 
management  could  fight  successfully  against  the 
'  free  water  '  clause  and  the  '  custom  of  the  port,' 
in  the  now  altered  conditions;  and  it  is  these,  and 
it  may  be  said  only  these,  which  have  brought  the 
docks  into  their  present — or  perhaps  it  should 
rather  be  said  recent — impecuniousness.  Recent 
rather  than  present  because,  a  little  more  than  a 
year  ago,  the  Joint  Dock  Company,  at  their  wits' 
end  for  money,  put  up  the  tonnage  dues  on  ship- 
ping from  is.  to  is.  6d.,  the  statutory  maximum, 
with  the  result  of  an  increased  revenue  of  about 
£100,000  a  year.  They  have  also,  greatly  to  the 
exasperation  of  the  wharfingers  and  lightermen, 
taken  a  stand  on  their  legal  rights  in  directions 
affecting  these  latter,  so  that,  all  round,  the  finances 
of  the  dock  company  are  in  a  greatly  improved 
position,  a  fact  which  is  reflected  in  the  prices  of 
the  company's  various  stocks. 

As  regards  the  increase  on  the  tonnage  dues  on 
shipping,  it  may  be  observed  that  the  charge  is 
only  ad.  more  than  that  which  has  long  been  in 
force  at  Liverpool,  and  if  shipowners  got  the 
equivalent  in  prompt  despatch,  they  would  probably 
not  complain — or  shall  we  say  rather,  would  not 
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really  feel  aggrieved  ?  When,  however,  we  remem- 
ber that  this  extra  6d.  leaves  their  losses  by  delay 
in  the  river  and  in  the  docks  precisely  as  they 
were,  it  is  impossible  to  regard  the  addition  other 
than  seriously.  In  the  interests  of  the  good  name 
of  the  port  it  is  greatly  to  be  deplored.  But  the 
dock  company  were  bound  to  get  money  somehow, 
and  if  the  doors  to  all  other  means  were  slammed  in 
their  face,  they  must  needs  exercise  the  powers 
conferred  upon  them  against  the  ships. 

Up  to  this  time,  recognising  as  they  did  how 
severely  the  ships  were  already  hit  by  the  '  custom 
of  the  port,'  which  saddled  them  with  sorting- 
charges,  they  had  studiously  refrained  from  any- 
thing which  would  add  to  the  burden  on  ships. 
But  there  must  be  a  limit  to  all  things  ;  and  the 
company  could  not  indefinitely  allow  their  stock- 
holders to  be  starved,  and  the  docks  themselves  de- 
prived of  funds  for  improvements,  merely  because 
of  a  recognition  of  the  hard  case  of  the  shipowners. 
Still,  the  extra  6d.  is  to  be  greatly  regretted. 

I  hold,  myself,  strongly  to  the  opinion  that  the 
sound  policy  in  the  interests  of  a  port  is  to  make 
it  as  attractive  as  possible  to  the  shipping.  For 
shipowners  will  not  consent  indefinitely  to  be  un- 
duly taxed,  under  whatever  head  or  heads,  and  the 
day  when  they  decide  to  add  2s.  6d.  a  ton  to  their 
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freight  to  any  particular  port  will  be  a  bad  day  for 
the  port.  Funds  must,  of  course,  be  provided  for 
the  up-keep  and  development  of  the  port,  but  in 
the  interests  of  the  reputation  of  the  port  amongst 
shipowners,  the  levy  should  be  so  far  as  possible 
on  goods,  and  not  on  the  facilities  of  their  convey- 
ance. And  to  the  consumers  and  to  the  port 
treasury  it  comes  to  much  the  same  thing,  whether 
the  dues  be  derived  from  the  ships,  or  from  the 
cargoes,  or  from  both.  For  example,  say  a  ship 
of  4,000  tons  brings  to  the  port  a  cargo  of  4,000 
tons,  and  that  the  tonnage  dues  are  is.  per  ton  on 
the  ship  tonnage,  and  is.  per  ton  on  the  goods. 
The  cargo-owners  pay  their  is.  to  the  port 
authorities,  and  they  also  pay  the  ship's  shilling 
in  the  form  of  extra  freight ;  for,  naturally,  the 
shipowners  include  the  tonnage  dues  when  deciding 
on  the  freight.  Competition  between  shipowners 
is  exceedirjgly  keen,  and  if  they  had  not  to  pay  the 
is.  tonnage  due  they  would  charge  a  freight  which 
did  not  include  it ;  so  that  the  merchants,  if  pay- 
ing 2s.  cargo  dues  instead  of  is.,  would,  or  at  any 
rate  should,  on  the  other  hand,  pay  a  freight  in 
which  the  ship's  is.  was  not  included. 

It  is  not  here  being  argued  that  ships  should 
at  once  be  port-free,  though  I  am  not  at  all  sure 
that  this  would  not  be  sound  policy  ;  but  certainly 
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it  is  submitted  that  ship  charges  should  be  made  as 
low  as  possible,  in  order  to  make  the  port  attractive 
to  shipowners.  And  this  is  doubly  necessary  in  the 
case  of  a  port  like  London,  which  only  to  a  limited 
extent  offers  to  incoming  ships  the  prospect  of  an 
outward  cargo.  For  it  is  by  no  means  to  the 
advantage  of  a  port  that  ships  which  have  arrived 
with  cargoes  should  have  to  go  away  in  ballast  in 
search  of  an  outward  cargo.  The  port  which, 
other  things  being  equal,  presents  the  greatest 
attraction  to  shipowners  is  the  port  at  which  they 
can  count  on  getting  an  outward  cargo  on  com- 
pleting discharge. 

So  much  has  here  been  said  about  the  size  of 
modern  ships  and  the  difficulty  of  delivering  their 
cargoes  that  it  may  be  well  to  have  a  better  under- 
standing of  the  subject.  A  ship  afloat,  especially 
a  laden  ship,  gives  but  a  small  idea  of  her  real 
capacity.  The  appearance  of  big  ships,  high  and 
dry  on  the  land,  as  one  may  see  them  any  day  on  the 
banks  of  the  Clyde,  is  a  revelation.  Towering  high 
above  the  stream  on  either  bank,  uprising  in  a  bulk 
and  vastness  amazing  to  behold,  sometimes  ranging 
three  or  four  abreast,  stand  these  mighty  monu- 
ments of  the  Clyde's  proud  industry,  some  of  them 
apparently  awaiting  the  signal  for  their  plunge 
from  off  the  ways,  others  in  their  gaunt  and 
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earlier  stage  of  ribs  and  beams  and  frames,  but  all 
alike  stupendous  and  impressive* 

And  their  carrying  capacity  is  even  greater  than 
their  appearance  indicates.  Take,  for  example,  a 
cargo  steamer  of  8,000  tons  gross  register,  though 
there  are  afloat  many  vessels  of  greater,  some  of 
much  greater,  measurement.  In  fact,  of  vessels 
above  even  10,000  gross  tons  there  are  now*  74, 
of  which  35  are  British,  25  German,  8  American, 
4  Dutch,  and  2  French.  Now,  an  ordinary  cargo 
steamer  carries,  roughly,  half  as  much  again  as  her 
gross  register,  so  that  our  ship  will  carry  some 
12,000  tons.  Now  let  us  see  what  this  means  in 
railway-truck  loads.  At  8  tons  to  the  truck,  1,500 
truck  loads.  Anyone  who  will  take  the  trouble  to 
observe  the  goods-trains  as  they  jolt  and  bump 
slowly  past  the  platform  on  which  he  is  waiting 
will  come  to  the  conclusion  that  a  train  of  thirty 
trucks  is  fully  up  to  the  average  length,  and  in  fact 
beyond  it.  He  will  also  notice  that  many  of  the 
trucks  are  by  no  means  fully  laden.  Let  us,  how- 
ever, assume  that  each  truck  is,  in  fact,  fully 
loaded.  This  gives  us  240  tons  to  the  train,  or  50 
goods-trains  of  30  trucks  each  to  move  the  cargo  of 
our  8,ooo-ton  ship. 

Let  us  now  look  at  it  longitudinally.  The 
average  length  of  a  goods-truck,  as  the  naturalists 
*  Le.,  August,  1903. 
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express  it,  from  nose  to  tail,  is  6  yards,  so  that  our 
train  of  trucks  will  be  9,000  yards  long,  rather 
more  than  5  miles,  to  which  we  may  add,  if  we  put 
our  50  trains  in  a  line,  another  600  yards  for  100 
break-vans,  without  engines  and  tenders,  a  total 
length  of  5^  miles,  or  a  35.  cab-fare, — legal  fare. 
Such  a  cargo  in  a  single  vessel  of  not  very  extra- 
ordinary tonnage  is  stupendous,  but  inasmuch  as 
it  has  been  attained  to  by  gradual  process,  we 
regard  it,  after  our  fashion,  as  reasonable  and 
commonplace,  even  if  we  think  about  it  at  all. 
None  the  less,  it  is  stupendous. 

As  to  its  value,  this  will,  of  course,  depend  on 
the  nature  of  the  cargo.  If  it  should  consist 
largely  of  tea,  silk,  spices,  and  rubber,  and  such- 
like valuable  stuff,  it  may  easily  run  into  half  a 
million  of  money.  At  a  very  moderate  estimate  it 
will  be  worth  not  less  than  £120,000.  As  to  the 
vessel  herself,  £10  a  ton,  or  £80,000,  will  probably  be 
well  within  the  mark.  In  the  case  of  a  passenger 
steamer  £40  a  ton,  or  £320,000,  will  not  be  out  of 
the  way  ;  but,  then,  with  a  passenger  steamer  you 
get  much  less  cargo  space.  On  the  other  hand, 
the  cargo  carried  is  ordinarily  especially  valuable. 
Now,  here  we  have  in  dock  a  costly  vessel,  every 
hour  at  expense  in  interest  on  outlay,  in  wages  and 
provisions,  and  in  lost  earning-opportunity.  What 
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wonder,  then,  if  her  owners  are  impatient  of  delay, 
of '  slow  despatch,'  especially  if  she  shall  already 
have  been  detained  by  insufficient  water  or  by  fog. 
But  how  to  get  this  12,000  tons  of  cargo  out  of 
her  with  expedition  ? 

It  is,  in  fact,  a  colossal  task  if  despatch  is  to 
come  into  it ;  and,  be  the  ship's  own  hoists  and 
gear,  and  be  the  quay  cranes  and  the  dock  tackle 
what  they  may,  a  colossal  task  it  will  remain. 
And  the  more  miscellaneous  the  cargo  the  more 
the  delay  of  sorting  and  classifying.  When  the 
cargo  happens  to  be  all  grain,  or  all  seed,  or  all 
cotton  or  jute,  the  process  is  much  simpler.  But 
these  are  the  kinds  of  cargoes  which  find  their 
way  more  especially  to  the  northern  ports ;  mixed 
cargoes,  for  consumption  and  distribution,  come 
mainly  to  London,  with  her  own  vast  population 
and  that  of  her  off-swarmed  cities. 

The  mere  emptying  of  the  ship  is  a  huge  task, 
but  the  real  difficulty  is  to  give  shore  clearance. 
In  this  respect  Liverpool  is  remarkably  successful. 
Let  us  observe  the  process,  common  in  its  initial 
stages  to  all  ports  alike.  The  ship  has  four  or  five 
hatches,  and  will  discharge  from  all  simultane- 
ously. Every  vessel  nowadays  carries  her  own 
cargo  booms  and  hoists,  which  are  ordinarily 
pivoted  on  the  mast.  The  hatches  having  been 
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removed,  and  the  booms  rigged  and  connected 
with  the  ship's  donkey-engines,  the  chains  drop 
into  the  hold,  the  labourers  waiting  there  collect  a 
sling  of  packages,  hook  on  the  chain  and  give  the 
sign,  and  up  goes  the  load.  Ordinarily,  this  is 
deposited  on  deck.  It  is  generally  not  convenient 
to  swing  the  booms  so  as  to  land  the  sling-load  on 
the  quay,  though  this  may  be  done.  From  the 
deck  the  goods  may  be  slid  down  a  shoot  to  the 
quay,  or  they  may  be  carried  ashore,  or  a  shore- 
crane  may  drop  its  chain  on  to  the  deck  and 
transfer  the  load  bodily  to  the  quay,  whilst  the 
ship's  tackle  is  being  again  lowered  for  another 
load  from  the  hold. 

From  the  quay  the  packages  are  carried  or 
trollied  into  the  shed,  there  to  be  grouped  and 
sorted.  But  how  to  find  room  for  them  all  ? 
Packages  can  no  doubt  be  stowed  in  tiers ;  but 
this  means  time  and  money,  the  two  very  things 
that  have  to  be  economized.  And  then  it  must  be 
remembered  that  while  we  are  contemplating  the 
case  of  a  single  vessel,  two  or  three,  or  even  half  a 
dozen,  vessels  may  arrive  together,  and  each  in  the 
same  tearing  haste  to  get  rid  of  its  cargo  and 
make  ready  for  a  new  voyage.  It  will  be  seen,  there- 
fore, how  the  ships  are  at  the  mercy  of  the  docks, 
and  how  disadvantageous  are  the  London  delays, 
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greatly  accentuated  by  the  barge  system — in  itself 
full  of  advantages — which  predominates  in  London 
and  is  altogether  absent  from  Liverpool.  And 
even  if  you  have  the  room  for  sheds  of  vast  size, 
with  waggon-ways,  and  even  truck-lines  through 
them,  the  difficulty  is  rather  varied  than  re- 
moved; for  cargo  in  sheds  has  to  be  moved  by 
hand,  and  the  hand-trucking  of  many  thousands 
of  packages  across  a  very  wide  floor  means  money. 
And  this  is  where  Liverpool  has  distinguished 
herself,  Bremen  and  Copenhagen  having  also 
promptly  profited  by  her  example — at  any  rate,  in 
principle.  Liverpool  has  built  sheds  of  more 
than  one  story,  with  a  flat  roof,  and  crane-rails 
and  cranes  along  it  on  the  water-front.  While, 
therefore,  the  ship's  hoists  and  the  shore  cranes 
are  busily  at  work,  the  shed  cranes,  high  in  air, 
drop  their  chains  also  into  the  holds,  and  swing 
their  loads  to  the  upper  sills,  so  that  a  double 
despatch  is  thus  provided.  Then,  when  the  cargo 
has  to  be  got  away,  it  is  lowered  by  cat's-head 
cranes  from  the  upper  sills  to  the  trucks  or  carts 
below  on  the  landward  side.  These  two-story 
crane-carrying  sheds  are,  of  course,  very  costly  to 
build ;  but  in  docks  and  shipping  there  is  no 
economy  like  the  economy  of  despatch.  It  is  cheap 
at  almost  any  price. 
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It  may  here  be  observed  that  Glasgow  has  ex- 
perimentally copied  Liverpool  in  the  matter  of  the 
double  sheds,  but,  by  contenting  herself  with  the 
ordinary  quay  cranes,  instead  of  building  solid 
sheds  and  putting  the  cranes  also  on  the  roof,  she 
has  missed  the  point,  and  failed  in  affording  the 
greatly  increased  despatch  at  which  she  aimed. 

In  the  discharging  of  grain,  as  in  the  loading  of 
coal,  by  a  gradual  process  of  experiment  and  in- 
vention, a  system  or  systems  have  been  arrived  at 
which,  if  not  perfection,  are  all  that  is  needed. 
The  discharge  of  a  cargo  of  grain  in  bulk  by  end- 
less bands  or  by  centrifugal  pumps  gives  a  rapidity 
of  transfer  from  ship  to  shore  which  leaves  nothing 
to  be  desired.  The  centrifugal  pump  draws  the 
grain  out  of  the  hold  just  as  the  dredger-pump 
draws  the  sand  from  the  river  or  ocean  bed.  As 
to  the  endless  band,  its  use  also  depends  on  an 
adoption  of  the  methods  of  the  dredger — the 
bucket-ladder  dredger.  From  the  ship  to  the 
shore  runs  a  wide,  endless  band,  revolving  rapidly. 
The  band  runs  between  supports  or  guides,  which 
tip  it  up  at  the  sides  into  a  convex  shape.  As 
the  band  travels,  an  endless  chain  of  little 
buckets  dips  into  and  emerges  from  the  hold, 
each  bucket  in  turn  shooting  out  its  load  on  to  the 
moving  band.  The  grain  is  borne  along  the  band, 
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and  shot  in  a  steady  stream  into  the  dock  shed,  or 
silo,  or  elevator,  or  transferred  to  another  endless 
band,  or  system  of  bands,  which  delivers  it  at  any 
point  required.  It  is  an  interesting  process.  If  it 
ends  in  a  dock  shed  you  may  see  the  conical  heap 
grow  bigger  and  bigger,  higher  and  higher,  with  a 
constant  trickling  of  the  grain  down  its  sloping  sides 
— in  fact,  it  is  the  hour-glass  process  on  a  splendid 
scale.  Said  a  Liverpool  dock  '  overlooker '  to 
me  once,  as  I  watched  the  steady  growing  of  such 
a  heap :  '  Ah !  there's  a  difference  from  old  days, 
sir.  Then  it  all  had  to  be  carried  ashore  on  men's 
backs.  You'd  see  a  string  of  men,  one  after  the 
other,  staggering  up  a  plank  to  shoot  their  load, 
with  their  eyes  blazing  out  of  their  heads.' 

So  also,  in  the  matter  of  despatch,  with  the 
loading  of  coal  as  cargo.  A  train  of  trucks  comes 
alongside  the  ship,  and  a  mighty  crane  picks  up 
truck  after  truck,  swings  it  into  the  air,  and  lowers 
it  into  the  hold,  where  the  end-board  pins  are 
knocked  out,  and  the  coal  shot  on  to  the  grow- 
ing bulk.  But  even  this  is  already  becoming  old- 
fashioned. 

The  approved  plan  is  as  follows  :  A  double  line 

of  rails,  on  a  lofty  platform,  is  carried  to  a  stage 

beneath  which   lies  the   ship.      One  by  one  the 

trucks  send  their  contents  down   the   shoot  into 
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the  hold,  and  the  empty  truck  then,  of  its  own 
weight,  runs  down  the  inclined  return-rails  to  join 
its  empty  fellows.  Or  the  train  comes  underneath 
a  hydraulic  tower,  which  rapidly  lifts  truck  after 
truck  to  the  sloping  platform,  there  to  shoot  its 
load  into  the  ship,  and  to  be  returned,  by  the 
hydraulic  lift,  or  by  a  sloping  line,  to  join  the 
lengthening  train  of  empties.  The  rapidity  with 
which  this  process  can  be  completed  is  very 
notable.  It  is  mentioned,  for  example,  in  the 
Trade  Review  of  Hull  for  1902  that  in  one  case 
recently  4,969  tons — say  600  truck-loads — of  coal 
were  shipped  by  one  steamer  in  twenty-four  hours, 
and  probably  the  returns  of  other  ports  would  show 
this  result  to  be  far  from  exceptional. 

It  may  be  well  to  remember  that  to  load  a  coal 
cargo  and  to  fill  a  steamer's  own  private  coal 
cellars,  or  '  bunkers,'  as  they  are  called,  are  two 
very  different  things.  To  '  bunker '  a  ship,  coals 
have  ordinarily  to  be  carried  on  board  in  baskets, 
and  conveyed  by  shoot  or  carried  to  the  particular 
spot  where  they  are  required.  Bunkers  are  often 
very  inconveniently  placed,  and  great  care  has  to  be 
taken  in  coaling  an  empty  vessel,  to  keep  her  on  an 
even  trim,  for  want  of  precaution  in  this  respect 
may  easily  cause,  and  several  times  has  caused,  the 
vessel  to  capsize  and  sink. 
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It  is  just  as  well  to  comment  on  the  distinction 
between  '  bunkering  '  and  '  loading '  a  ship,  because, 
when  the  troops  were  going  on  board  the  trans- 
ports in  London,  certain  newspaper  correspon- 
dents, who  had  seen  coal  cargoes  shipped  at 
Cardiff  or  Newcastle,  were  aghast  at  the  ante- 
diluvian methods,  as  they  described  them,  still  in 
use  in  London — coal  hoisted  or  carried  on  board 
from  a  barge  alongside,  a  basket  at  a  time  !  They 
could  not  restrain  their  astonishment  at  methods 
so  antiquated.  No  doubt  improvements  could 
be  made  in  the  arrangement  of,  and  method  of, 
getting  at  a  steamer's  bunkers,  but,  as  matters 
now  stand,  a  laborious  system  of  filling  a  steamer's 
bunkers  is  ordinarily  inevitable.  It  is  not  a  ques- 
tion of  port-system  at  all,  but  of  ship  construction. 
And  absurd,  antiquated,  and  expensive  as  may 
seem  this  process  of  coaling  a  steamer  by  baskets 
or  skips,  and  great  as  may  be  the  waste  by  dropping 
of  the  coal  into  the  water  in  the  process,  that  it 
should  be  carried  on  in  London — and  elsewhere — 
is  certainly  no  sign  of  port- decadence. 

Before  finally  leaving  the  docks  a  few  words 
should  be  said  on  London's  barges.  As  to  the 
antiquated  monopoly  and  privileges  of  the  Water- 
men's Society,  now  to  be  abolished,  or,  as  it  is 
euphuistically  expressed,  *  taken  over  '  by  the  Port 
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Trust,  we  can  pass  them  by.  There  are  in 
London  about  11,100  barges  registered  with  the 
Society,  and  500  not  registered.  Some  of  these 
craft  are  of  very  large  dimensions.  They  are  con- 
tinually passing  in  and  out  of  the  docks,  sometimes 
blocking  the  river  approach,  and  crowding  the 
docks  to  the  obstruction  of  the  shipping.  A 
County  Council  report  states  that  500  barges  had 
been  seen  at  one  time  in  the  West  India  Docks 
alone,  occupying  the  space  needed  for  working 
the  ships;  and  bitter  complaints  were  made  when 
our  transports  were  leaving  for  South  Africa  at 
the  obstruction  caused  by  the  accumulation  of 
barges  or  lighters.  But,  all  the  same,  the  barges 
are  a  part  of  the  economy  of  the  port,  and  its 
prosperity  is  largely  due  to  them  ;  so  that  any 
question  of  diminishing  their  obstruction  should 
take  the  form  rather  of  regulating  than  of  abolish- 
ing them. 

But  whatever  their  advantage  and  convenience 
to  the  port,  they  are  also  without  any  doubt  a  very 
serious  cause  of  expense  to  the  dock  companies, 
and  of  obstruction  both  within  and  at  the  river 
entrance  of  the  docks.  One  of  the  first  steps  to 
be  taken  by  the  new  Port  Trust,  if  and  when  con- 
stituted, should  be  the  consideration  of  better 
regulation  of  the  barges,  and  especially  of  providing 
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increased  facilities  for  them.  One  of  the  worst 
defects  of  our  great  barge  port  of  London  is  the 
utter  want  of  barge  canals  and  barge  ponds  about 
the  docks.  The  quays  and  sheds  which  have 
docks  on  one  side  should  have  floatage  for  barges 
on  the  other.  To  my  mind  this  is  one  of  the 
greatest  defects  of  the  port.  For  be  it  remembered 
that  nearly  80  per  cent,  of  all  the  goods  that  use 
the  docks,  import  or  export,  goes  away  or  arrives 
in  barges,  and  not  by  road  or  rail.  Even  the  rail- 
way companies  send  goods  from  their  waterside 
depots  to  the  docks  in  barges,  and  fetch  them 
from  the  docks  in  barges;  while  the  dock  com- 
panies themselves  use  barges  to  shift  cargo  from 
dock  to  dock.  The  barge  problem  is  for  London 
a  very  serious  problem,  and  there  are  practically 
no  provisions  for  its  solution. 

In  short,  the  port  needs  much  money  to  be  spent 
on  it ;  but  the  levy  of  dues  on  cargo,  in  the  Liver- 
pool and  Glasgow  fashion,  would  provide  ample 
funds.  And  to  this  no  doubt  we  shall  come,  Trust 
or  no  Trust.  Many  of  the  traders,  however,  while 
admitting  the  necessity  in  principle,  are  by  no 
means  in  favour  of  an  application  which  will  affect 
their  particular  industry.  Their  attitude,  in  fact, 
is  very  much  that  of  the  proverbial  herring-dealer, 
who  was  in  favour  of  free  trade  in  everything 
except  herrings. 


CHAPTER  V 

GRAVING     DOCKS 

WE  have  been  giving  a  good  deal  of  atten- 
tion to  the  subject  of  docks — closed 
docks  and  tidal  docks — without,  so  far,  any  recog- 
nition of  another  and  very  different,  and  in  its 
place  very  important,  kind  of  dock — the  graving 
dock.  Before  passing  to  the  subject  of  the  great 
Manchester  Canal,  then,  let  us  glance  at  the 
subject  of  graving  docks. 

A  necessary  adjunct  to  every  port  is  ample 
graving  dock  accommodation.  In  old  days,  when 
ships  were  small,  they  could  be  grounded  at  high 
water,  and  examined  from  keel  to  water-line  when 
the  tide  left  them  high  and  dry.  Nowadays,  for 
purpose  of  repair,  painting,  or  Lloyd's  Register 
classification  survey,  ships  must  be  placed  on  an 
even  keel  in  graving  or,  as  it  is  more  often  called, 
dry  dock.  This  is  a  long,  narrow  basin,  some- 
times capable  of  being  made  into  two  by  a  middle 
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division.  The  ship  having  been  hauled  in,  the 
entrance  is  closed,  and  the  water  is  pumped  out 
till  the  dock  is  dry.  The  sloping  sides  are  nowa- 
days provided  with  stone  steps,  or  '  altars,'  from 
quay  edge  to  bottom. 

When  the  ship's  keel  '  takes  the  blocks,'  as  it  is 
said,  she  is  kept  upright  by  props  or  shores  which, 
raking  or  vertical,  rest  firmly  against  the  steps, 
while  these  latter  also  serve  to  support  the  work- 
men's scaffolding.  For  small  vessels  'cradles,' 
'  gridirons,'  '  patent  slips,'  and  '  floating  docks ' 
are  occasionally  used,  floating  docks  being,  how- 
ever, often  made  to  carry  vessels  of  considerable 
size.  Such  docks  are  shaped  like  a  wide  capital  U, 
open-ended,  with  hollow  sides  or  walls.  To 
admit  a  ship,  these  walls  are  filled  with  water  till 
the  dock  sinks  to  a  depth  at  which  the  vessel  can 
move  into  it.  The  water  is  then  pumped  out  and 
air  admitted,  when  the  huge  structure  rises  till  its 
floor  is  above  water.  These  unwieldy  machines 
are,  when  required,  towed  by  slow  and  laborious 
process  across  the  ocean  to  the  port  at  which  they 
are  to  be  used,  and  where  their  presence  is  a  great 
advantage  to  the  port. 

When  a  steamer  breaks  her  shaft  or  loses  her 
propeller  blades  on  the  high  seas,  or  is  hauled  off 
a  rock  in  need  of  bottom  repairs,  the  first  thing 
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her  owners  and  underwriters  have  to  consider  is 
the  nearest  port  at  which  she  can  be  dry-docked, 
and  in  such  circumstances  it  is  common  to  tow  a 
ship  1,000  miles  or  more  to  be  docked  and  repaired. 
In  1902  a  huge  floating  dock  was  being  towed 
from  England  to  Durban — a  port  desiring  to  com- 
pete with  the  Cape  for  ship  repairs — when, 
unfortunately,  it  got  ashore  at  Mossel  Bay. 
Eventually  the  dock,  valued  at  £72,000,  proved 
a  total  loss,  much  money  having  in  addition  been 
expended  in  attempts  to  salve  it.  It  is  understood 
that  a  new  dock,  double  the  size,  to  receive  a  vessel 
of  about  8,000  tons,  is  now*  being  built  to  take 
its  place.  A  floating  coal  depot  is  about  to  be 
constructed  on  the  principle  of  the  floating  graving 
dock,  to  carry  13,000  tons  of  coal,  and  to  be 
equipped  with  the  latest  appliances  for  rapid 
loading.  These  floating  structures  are  becoming 
highly  important  features  of  the  world's  mercantile 
economy,  and  their  value  and  utility  seem  likely 
in  the  future  to  obtain  still  wider  recognition. 

And  not  merely  for  mercantile  purposes ;  for 
our  warships  at  certain  foreign  stations  they  are 
practically  indispensable.  Bermuda  is  a  notable 
instance.  The  new  Bermuda  Dock  is  said  to  be 
the  longest  and  heaviest  floating  graving  dock  yet 
constructed.  This  *  monumental  edifice ' — it  is 
*/>.,  August,  1903. 
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not  easy  to  hit  on  a  satisfactory  term  for  it — is 
545  feet  long,  with  an  inside  width  of  100  feet. 
The  two  side-walls,  each  carrying  a  powerful 
electrically  worked  travelling  crane  on  what  we 
may  call  the  parapet,  are  13  feet  wide  at  the  top. 
The  height  of  the  walls  is  53  feet,  enabling  a  vessel 
to  be  docked  drawing  32  feet  of  water.  The  dock 
can  take  the  Campania,  and,  in  case  of  war  and 
the  commissioning  of  this  leviathan,  may  have  to 
do  so.  The  Campania  is,  it  is  true,  longer  than 
the  dock,  but  not  on  her  keel-line,  which  is  just  the 
length  of  the  dock.  But  with  vessels  now  built, 
as  they  are,  of  steel,  it  is  not  necessary  to  support 
the  whole  length  of  the  vessel  in  dock.  It  is  stated, 
for  example,  that  the  Empress  of  China,  which  was 
placed  on  the  floating  dock  at  Barrow,  exceeded 
the  length  of  the  dock  by  213  feet,  the  excess  being 
divided  between  the  two  ends  as  overhang. 

The  Bermuda  Dock  was  launched  in  February, 
1902,  and  towed,  via  Chatham,  to  Bermuda  in 
the  spring,  her  value  being  set  at  about  £227,000, 
the  insurance  risk  to  cease  on  acceptance  of  the 
dock  by  the  Admiralty  authorities  at  her  destina- 
tion. The  operation  of  launching  was  in  itself  no 
small  undertaking.  Somebody  well  said  that  it 
was  '  like  launching  Milan  Cathedral.'  The  guide- 
books refer  to  this  wonderful  edifice  as  a  '  huge 


124  PORTS  AND  DOCKS 

structure,  having  an  interior  length  of  486  feet  and 
a  fa9ade  width  of  219  feet,'  or  thereabouts.  But 
huge  as  the  sacred  structure  undoubtedly  is,  the 
Bermuda  Dock,  so  far  as  mere  length  is  concerned, 
could  put  it  in  her  capacious  pocket,  and  the 
Campania  carry  it  on  her  steel  back,  in  each  case 
with  a  great  deal  to  spare.  I  am  conscious  that 
in  these  pages  I  have  more  than  once  or  twice 
done  violence  to  my  pen  in  the  use  of  adjectives 
expressing  superlative  size  and  power,  but  by  the 
light  of  comparisons  such  as  the  foregoing,  I  think 
the  offence  is  not  without  excuse,  especially  when 
we  remember  that  docks,  locks,  and  dredgers  have 
all  to  be  on  a  scale  corresponding  with  the  size  of 
the  ships. 

The  Bermuda  floating  graving  dock  was,  after 
launching,  towed  to  the  Medway  to  be  tested  by  a 
battleship.  I  am  indebted  to  Messrs.  Swan  and 
Hunter,  the  builders,  for  the  remarkable  photograph 
(which  is  reproduced  as  the  frontispiece  to  this  book) 
of  H. M.S.  Sanspareil  giving  the  cock  a  first  trial. 

But  why  '  graving  dock '?  In  the  answer  we 
find  ourselves  confronted  with  an  interesting 
family  relationship — a  blood  brotherhood — between 
the  dry-dock,  the  dripping-pan,  and  the  tallow 
candle.  In  early  days,  as  at  the  present  time,  the 
ship  which  returned  from  a  long  and  tedious 
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voyage  had  to  have  the  marine  grass  and  weeds 
removed  from  her  bottom.  This  was  done  by  a 
process  of  burning  or  '  breaming ' — a  word  some- 
times written  *  beaming,'  now  extinct — when  the 
ship  was  left  dry  at  low- water.  No  doubt  some 
specially  convenient  spot  or  so-called  dock  was 
commonly  resorted  to  for  the  purpose.  When  the 
ship  had  been  '  breamed '  she  was  '  graved  ' — i.e., 
smeared  over  with  tallow.  So  that  the  spot  set 
aside  for  these  operations  got  to  be  known  as  the 
*  graving  dock.' 

The  use  of  tallow  passed  away  on  the  discovery 
or  adoption  of  the  cheaper  and  more  plentiful 
pitch  or  tar,  which  again,  in  these  days  of  steel 
and  iron  ships,  has  given  place  to  anti-corrosive 
paints.  But  still,  why  '  graving '?  Well,  we  must 
go  yet  further  back  :  '  graves  '  or  '  greaves  '  was 
the  old  word  for  the  sediment  or  lowest  quality  of 
melted  fat.  We  still  trace  the  word  in  '  gravy.' 
I  remember  once  reading,  but  have  failed  to  trace 
the  reference,  that  tallow  '  graves '  were  so  called 
from  the  pits  or  moulds  into  which  the  melted  fat 
was  run :  German  graben,  to  dig  or  excavate ; 
and  it  may  be — I  do  not  know — that  in  the  very 
early  days,  when  roasting  was  afoot,  the  fat 
which  dripped  from  the  meat  was  caught  in  a 
dug-out  or  *  engraved '  stone  receptacle,  and  thus, 
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whether  hot  and  fluid  or  cold  and  solid,  took  its 
name  from  the  receptacle,  just  in  the  same  way, 
for  example,  as  we  now  use  the  word  '  cast '  to 
express  either  the  mould  itself  or  that  which  it 
has  modelled;  or  the  word  'boring'  to  describe 
either  the  hole  drilled  in  the  rock  or  the  core 
drilled  from  it;  or,  indeed,  just  as  a  print  or 
'  engraving '  takes  its  name  from  the  stone  or 
plate  engraved.  At  any  rate,  there  are  plenty  of 
accepted  etymologies  as  remote.  But  whatever 
the  etymology  of  '  gravy '  or  of  '  graves  ' — in  its 
tallowy  sense — this  much  is  certain :  that  in  old 
times  to  '  grave '  a  ship  was  to  coat  her  bottom 
with  tallow;  and  whether  the  modern  graving 
dock  cost  £"80,000  afloat  or  £"480,000  on  dry  land, 
the  humble  origin  of  its  title  remains  beyond 
question. 


CHAPTER  VI 

THE  CREATION  OF  THE  PORT  OF  MANCHESTER 

HAVING  now  passed  under  review  the  history 
and  development  of  seaports,  and  glanced 
at  their  methods  of  construction  and  the  incidents 
of  their  working,  let  us  look  at  that  great  modern 
undertaking  the  Manchester  Ship  Canal.  This 
remarkable  enterprise  has  been  termed  '  the  climax 
of  a  historical  development.'  So  far  back  as  1720 
an  Act  was  passed  to  make  the  Mersey  and  Irwell 
navigable  for  barges  to  Manchester.  In  1829  this 
route  had  become  very  popular  for  passenger  traffic. 
In  1776  was  opened  the  Bridgewater  Canal,  with 
further  advantage  to  the  inland  town.  In  1824, 
and  at  various  times  subsequently,  proposals  were 
put  forward  for  further  water  routes,  including  a 
design  to  connect  with  the  river  Dee.  The  manu- 
facturers had  long  hankered  for  improved  water 
communication,  and  the  development  of  the  *  little 
trickling  Clyde '  into  a  valuable  waterway,  with 
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the  splendid  results  to  Glasgow,  heightened  this 
ambition.  Newcastle,  too,  and  Middlesbrough,  had 
also  very  successfully  deepened  their  trading  rivers. 

Then  feeling  ran  high  between  the  manufac- 
turing district  and  Liverpool,  which  latter  city 
was  popularly  believed  to  abuse  her  position  by 
unduly  taxing  the  goods  which  passed  through 
her  port.  Manchester  smarted  under  what  she 
regarded  as  the  artificial  hindrances  of  her  trade. 
Her  commercial  supremacy,  so  it  was  locally  said, 
was  threatened  by  the  determining  factor,  cost  of 
transit ;  and  about  1882  an  agitation  arose  for  a 
ship  canal  which  would  save  the  manufacturing 
district  the  tolls  and  charges  extorted  by  Liver- 
pool. About  that  time  Manchester  was  under- 
going a  period  not  merely  of  arrested  development, 
but  of  actual  depression.  If  a  canal  could  be  pro- 
vided, it  was  urged,  not  only  would  the  Liverpool 
tolls  be  kept  in  Manchester's  pocket,  but  there 
would  also  be  the  saving  of  heavy  railway  rates  of 
30  miles  of  line. 

Public  meetings  were  held,  and  in  the  result 
large  promises  of  support  were  obtained  from 
various  quarters,  including  the  municipality  ;  and 
it  was  decided  to  go  ahead.  A  Bill  was  presented 
in  Parliament,  and  during  three  sessions  it  was 
violently  opposed  by  the  Mersey  Docks  and 
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Harbour  Board,  the  Liverpool  Corporation,  the 
railway  companies,  and  all  sorts  of  private  inter- 
ests. In  1885,  however,  the  Bill  became  law, 
and  forthwith  the  vast  undertaking  was  put  in 
hand. 

The  difficulties  to  be  overcome  were  very  great. 
The  difference  in  levels  between  Manchester  and 
Runcorn  was  60  feet,  involving  the  construction 
of  costly  locks.  Then  8  miles  of  cyclopean  em- 
bankment were  needed  as  a  seawall  on  the  Mersey 
bank.  Long  miles  of  railway  embankment  were 
required  to  raise  the  existing  railway-lines  to  the 
level  of  the  crossing  bridges,  high  above  the  water. 
The  Bridgewater  Canal — an  undertaking  which 
was  acquired  by  the  company  at  a  cost  of  £1,710,000 
— had  to  be  carried  across  in  a  box-ended  aque- 
duct 235  feet  long,  and  weighing  1,450  tons,  to  be 
swung  aside  from  a  central  pier  at  the  demand  of 
passing  ships.  The  sewage  question  had  to  be 
faced,  and  side-locks  provided  for  numerous  sub- 
sidiary canals  in  connection  with  the  Bridge- 
water  Canal  and  intersecting  upwards  of  750  miles 
of  country.  The  earth  to  be  excavated  was  half 
the  quantity  taken  from  the  Suez  Canal,  but  about 
one-fifth  of  the  Lancashire  work  was  through  sand- 
stone rock.  The  length  of  the  canal  is  35  miles. 
The  Suez  Canal  is  88  miles  long,  of  which  66  miles 
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were  excavated,  14  dredged,  and  6  traced  through 
the  deeper  portion  of  the  lakes.  The  depth  of  the 
Suez  Canal  is  26  feet,  that  of  the  Manchester 
Canal  the  same.  The  Manchester  docks  are 
excellently  equipped  with  transit  sheds,  some  of 
them  of  four  stories,  with  cranes  on  the  roof  on 
both  fronts,  the  landward  front  of  the  sheds  being 
liberally  provided  with  railway-lines.  The  railway 
facilities  are,  in  fact,  exceptional.  A  grain  elevator, 
capable  of  discharging  350  tons  in  the  hour,  and 
valuable  cold-storage  premises,  have  also  been 
provided. 

The  canal  was  opened  January  i,  1894,  and 
whether  as  a  coincidence  or  a  consequence,  signs 
of  returning  prosperity  thereupon  began  to  mani- 
fest themselves.  The  benefits  of  the  undertaking 
are,  of  course,  by  no  means  confined  to  Man- 
chester itself,  no  less,  it  is  said,  than  177  more 
or  less  adjacent  towns  being  represented  on  the 
Manchester  Exchange. 

It  may  be  well  at  this  point  to  refer  to  the  pro- 
spectus, issued  some  seventeen  years  ago,  inviting 
public  support  of  the  undertaking.  The  share 
capital  was  to  be  £8,000,000,  plus  debentures 
£2,000,000  ;  total,  £10,000,000.  The  canal  was 
to  take  four  years  in  the  making,  and  the  cost  was 
to  be  £8,408,936.  It  was — at  any  rate  at  the  outset 
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— confidently  advanced  that,  on  population  figures, 
a  shipping  trade  of  21  million  tons  might  be  ex- 
pected to  pass  through  the  canal,  but  3  million 
tons,  even,  would,  it  was  said,  yield  a  net  income 
of  £708,000  without  charging  ship  dues — sufficient 
to  pay  7  per  cent,  on  the  shares  and  leave  £69,000 
in  hand  to  place  to  reserves.  '  This  estimate  is 
undoubtedly  a  small  one,'  said  the  sober-sanguine 
prospectus,  while  a  later  official  memorandum 
reported  on  the  project  as  '  a  thoroughly  sound 
commercial  undertaking,'  speedily  to  become  re- 
munerative on  completion.  But  alas  and  alas  ! 
the  four  years  ran  to  six  years,  while  the  cost 
proved  to  be  grievously  underestimated.  For  in 
addition  to  the  £8,000,000  in  shares  and  £2,000,000 
debentures,  some  £5,600,000  had  from  first  to  last 
to  be  obtained  on  loan  from  the  city  treasury,  a 
total  outlay  up  to  the  present  time  of  about 
£15,500,000.  And  the  tonnage  and  the  profits 
proved  to  be  as  much  overestimated  as  the  dura- 
tion of  the  work  and  its  cost  had  been  under- 
estimated. For  even  after  eight  years'  working 
the  total  tonnage,  inwards  and  outwards,  fell  con- 
siderably short  of  3  millions,  and  the  net  profits, 
instead  of  amounting  to  £708,000,  came  only  to 
some  £170,000.  The  debenture-holders  have  had 
their  interest,  but  the  Corporation  is  now  stated 
9—2 
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to  be  about  £1,570,000  to  the  bad  in  respect  of 
arrears  of  agreed  interest  on  its  loans,  while  as  to 
the  shareholders,  since  the  canal  was  opened  they 
have  received  not  one  penny,  the  value  of  their 
shares  having  meantime  woefully  dwindled. 

In  short,  viewed — retrospectively  and  apart  from 
future  possibilities — as  a  financial  undertaking  or 
a  direct  source  of  profit  to  the  investors,  the  Man- 
chester Ship  Canal  is  a  colossal  monument  of  mis- 
calculation, and  at  the  present  time*  a  proposal  is 
on  foot  for  a  financial  '  reconstruction,'  in  which 
the  fact  is  practically  admitted.  '  The  only  mistake 
the  promoters  made  was  in  not  foreseeing  that 
competition  would  compel  the  undertaking  to  work 
for  about  half  the  amount  of  remuneration  they 
had  calculated  upon,'  said  the  chairman  at  the 
recent  meeting  of  the  proprietors  ;  but  this  seems 
scarcely  the  whole  history  of  the  promoters'  mis- 
calculations. For  certainly  they  did  not  get,  and 
have  not  yet  got,  anything  like  the  share  of  traffic 
counted  on.  They  imagined  that  on  the  opening 
of  the  canal  a  stream  of  traffic  would  pass  along 
it ;  but  it  takes  more  than  a  day,  or  a  good  many 
days,  to  build  up  such  a  trading  community  of 
shipbrokers,  shipowners,  and  shipping  agents  as  is 
part  of  the  necessary  equipment  of  a  shipping  port. 
But  no  doubt  if  the  promoters'  traffic  anticipations 
*  I.e.,  August,  1903. 
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had  been  fulfilled,  or  had  seemed  like  fulfilment, 
the  necessary  shipping  centre  would  not  have  been 
long  in  forming  itself.  What,  however,  we  have 
to  consider  is  not  the  effect  or  value  of  the  canal 
as  a  present  financial  or  interest-yielding  concern, 
but  as  an  industrial  or  trade -promoting  under- 
taking. And  so  regarded,  the  capital  expenditure 
must  still  go  on ;  the  canal,  for  example,  must  be 
deepened  certainly  2  feet — a  very  costly  enterprise. 
On  the  other  hand,  the  sea-going  traffic  is  slowly 
but  steadily  increasing,  686,000  tons  (inwards 
and  outwards)  in  1894  having  grown  to  1,700,000 
in  1897,  and,  it  is  stated,  to  3,137,348  in  1902 — 
approximately  the  1901  figures  of  the  port  of 
Bristol. 

It  has  already  been  observed  that  the  share- 
holders are  heavy  losers.  But  to  a  probably  large 
extent  the  shareholders  are  Lancashire  people, 
who,  it  may  be  hoped  and  believed,  have  reaped 
large  indirect  profits  from  the  canal.  Similarly, 
the  city  ratepayers  have  doubtless  gained  much — 
very  much — more  than  the  is.  or  lod.  added  to 
the  rates  has  cost  them.  Without  any  doubt, 
the  canal  has  immensely  benefited  the  trade  of 
the  city.  But  for  the  fact,  indeed,  that  it  largely 
benefits  the  other  manufacturing  cities  over  which 
Manchester  has  no  control,  and  that  it  is  no  part 
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of  Manchester's  business  to  get  chestnuts  out  of 
the  fire  for  these  at  the  cost  of  her  own  citizens, 
the  canal  might  reasonably  have  been  made  free 
altogether,  and  its  whole  cost  raised  by  the  city 
rates  by  gradual  process,  instead  of  partly  by  rates 
and  partly  by  tolls  on  the  ships  and  goods. 

For  whether  a  canal  be  in  question  or  a  road 
across  mountains  or  morasses,  the  principle  is  the 
same — that  those  who  want  raw  materials  for  their 
mills  and  supplies  for  their  operatives  should  use 
their  utmost  efforts  to  draw  the  trade  to  the  city, 
and  bear  the  cost  by  pro  rata  assessment.  For 
a  municipality  to  provide  facilities  for  trade  is,  it 
need  hardly  be  observed,  a  very  different  thing 
from  itself  engaging  in  the  trade  provided. 

As  it  is,  the  Corporation  have  largely  financed 
the  canal,  and  they  obtain  interest  on  their  loan 
partly  in  the  form  of  dues  on  the  canal  traffic,  and 
partly  by  an  addition  to  the  rates.  So  far  as 
Manchester  is  concerned,  the  ratepayers  can  doubt- 
less well  bear  the  tax,  in  view  of  the  benefit  to  the 
city's  trade,  while  as  regards  the  other  cities  they 
are  enormously  benefited  by  having  Manchester  as 
a  port.  But  what,  after  all,  is  the  advantage  to 
Manchester  and  the  other  cities,  and  how  can  it 
be  assessed  ?  We  can  only  guess  at  it,  but  in 
doing  so  we  are  not  altogether  without  data,  even 
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though  these  be  not  definitely  reducible  to  pounds, 
shillings,  and  pence. 

At  the  same  time  there  are  those  who  claim  to 
demonstrate,  on  actual  figures,  that  Manchester's 
direct  saving  by  the  canal  is  not  less  than 
£500,000  a  year,  or  3^  per  cent,  on  the  capital 
outlay.  No  doubt  the  construction  of  the  canal 
did  at  the  outset  effect  a  large  saving  in  railway 
rates.  These  were  reduced  both  in  the  fear  of  the 
canal,  and  again  largely  on  its  actual  opening  to 
traffic.  These  reductions  affected,  of  course,  the 
neighbouring  cities  also,  especially  those  having 
canal  connections  with  the  new  waterway. 

There  followed  a  great  increase  in  the  local 
prosperity,  and  with  it  a  corresponding  and,  in 
some  cases,  very  great  increase  in  the  value  of 
Corporation  and  other  sites.  New  industries  have 
sprung  up,  with  a  large  increase  of  workmen's 
dwellings. 

The  increased  prosperity  of  the  district  has  also, 
it  may  be  remarked,  no  doubt  greatly  benefited 
the  railways,  however  the  first  opening  of  the 
canal  may  have  prejudiced  them.  But  the  benefit 
to  Manchester  and  her  sister  cities,  in  respect 
of  railway  rates,  is  by  no  means  limited  to  the 
Liverpool  traffic.  The  manufacturing  district  is 
catered  for  more  or  less  by  London  also,  by 
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Southampton,  Harwich,  Hull,  Newcastle,  and 
other  ports,  all  these  ports  and  the  railways 
serving  them  being  in  competition  for  the  Midland 
trade.  When  the  rates  from  Liverpool  were  cut 
down,  the  railways  from  the  other  supplying  ports, 
not  to  be  left  behind,  must  certainly  have  reduced 
their  rates  also,  and  the  opening  of  the  canal 
thus  enabled  Manchester  to  receive  materials  and 
supplies  and  to  send  away  her  out-turn  to  all  the 
ports  at  a  great  saving  in  rates. 

Manchester  had  become  a  port,  and  the  transit 
rates  between  the  city  and  the  ports  competing 
for  the  trade  had  all  to  come  down.  What  this 
saving  has  meant,  and  means,  to  the  whole  district 
it  is  impossible  to  say.  It  must,  however,  be  very 
great.  And  the  use  of  the  canal  is  increasing,  as 
our  American  friends  express  it,  *  all  the  time,' 
while  every  fresh  advance  or  opening  in  its 
Continental  traffic  tends  further  to  reduce  the 
railway  rates  between  Manchester  and  the  ports 
interested  in  that  traffic.  In  fact,  the  canal,  apart 
from  its  own  use  as  such,  is  a  powerful  engine 
always  at  work  to  reduce  railway  rates  between 
Manchester  and  the  various  other  ports,  to  the 
very  great  gain  of  the  Midlands. 

Then,  too,  industries  are  attracted  to  the  banks 
of  the  canal,  the  canal  enabling  them  to  lower 
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the  cost  price  of  their  goods  to  the  extent  of  the 
railway  rates  which  would  otherwise  be  incurred  to 
the  port  of  shipment.  The  criterion  of  the  indus- 
trial yield  of  a  port  is  no  test,  no  measure  at  all, 
of  the  commercial  value  of  the  port.  At  certain 
State-aided  or  rate-aided  Continental  ports  shrewd 
business  men — notably  at  Hamburg  and  Antwerp 
— laugh  at  the  question  whether  the  port  '  pays.' 
'  What  does  it  matter,'  say  they,  '  whether  it  pays 
or  not  ?  It  brings  trade  to  the  city,  trade  to  the 
whole  country.  Everybody  benefits :  the  manu- 
facturing industries,  the  railways,  business  people 
and  tradesmen — everybody!'  And — subject,  of 
course,  to  the  reflection  that  the  funds  have  been 
provided  by  private  and  not  by  corporate  muni- 
cipal enterprise — this,  as  it  seems  to  me,  is  the 
point  of  view  from  which  we  should  regard  that 
very  costly  and,  at  first  sight,  not  very  profitable 
enterprise,  the  Manchester  Ship  Canal. 


CHAPTER  VII 

RAILWAYS  AND   PORTS 

A  REVIEW  of  the  history  and  present 
jL\.  position  of  Manchester  as  a  seaport  affords 
a  striking  illustration  of  the  importance  of  the 
railways  to  the  ports.  Manchester's  chief  port 
was  Liverpool,  and  the  essential  connection 
between  Liverpool  as  a  port  and  Manchester  as 
a  market  and  export  centre  was  the  iron  road. 
But  water-carriage  being  practicable  and  cheap, 
and  the  railway  rates  between  the  two  cities 
being,  in  Manchester's  opinion,  unduly  high,  the 
great  canal  was  cut. 

The  result  was,  as  we  have  remarked,  to  bring 
down  not  merely  the  railway  rates  complained  of, 
but  the  rates  of  the  other  railways — the  railways 
connecting  Manchester  with  the  east-coast  and 
other  ports.  For,  failing  such  competitive  reduc- 
tions, these  ports,  and  the  railways  serving  them, 
stood  to  be  cut  out  by  the  attractions  of  Liverpool 
[  138] 
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with  its  competing  land  and  water  carriage 
systems.  The  importance  of  the  railways  to  the 
ports  is,  indeed,  so  paramount  that  the  subject  calls 
for  special  consideration.  And  having  recently 
written  a  series  of  articles  dealing  with  it  from  its 
converse  aspect — '  The  Ports  and  Docks  as  Rail- 
way Feeders' — I  will  now,  with  the  approval  of  the 
editor  of  the  Railway  News,  repeat,  with  such 
omissions  and  additions  as  may  be  called  for,  the 
conclusions  thus  arrived  at. 

The  degree  in  which  the  railway  is  responsible 
for  the  growth  of  the  port,  and  the  port  is  respon- 
sible for  the  development  of  the  railway,  often 
affords  matter  for  interesting  study.  It  is,  in  fact, 
a  question  of  mixed  cause  and  effect.  So,  too, 
when  it  is  asked  how  far  the  port  is  responsible 
for  the  population,  and  the  population  for  the 
port.  The  causes  are  mutually  reacting.  But 
while  there  can  be  a  population  without  its  port, 
and  a  port  without,  comparatively  stated,  its 
population,  there  is  nowadays  no  such  thing  as  a 
port  without  its  railway,  and,  if  the  railway  com- 
panies can  help  it,  no  railway  without  its  port. 
For,  while  in  the  case  of  the  Continental  States 
bordering  one  on  the  other  the  frontier  railway 
junction  often  fills  the  part  of  port,  our  case  is 
different  :  everything  that  we  send  away,  and 
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everything  that  we  receive,  must  needs  find  its 
way  to  or  from  a  shipping  port.  And  so,  too, 
with  the  millions  of  travellers  who  annually  pass 
between  the  United  Kingdom  and  other  States  : 
to  all  of  these  the  port  is  the  inevitable  link 
between  the  railway  and  the  ship.  And  the  port 
itself,  as,  in  greater  or  less  degree,  a  centre  of 
consumption  and  construction,  is  in  continual 
need  of  supplies  on  its  own  account.  No  wonder, 
then,  that  to  the  railway  companies  a  good  and 
independent  connection  between  their  system  and 
the  shipping  ports  is  one  of  the  first  considera- 
tions. 

And  if  we  accept  it  as  an  axiom  that  it  is  the 
population  which  makes  the  port,  it  can  hardly 
be  doubted  that  the  railways,  by  bringing  inland 
centres  into  connection  with  the  ports,  have  been 
and  are  large  contributors  to  the  importance  of 
the  latter.  The  competition  between  the  ports  is, 
indeed,  when  looked  at  below  the  surface,  often 
but  another  phrase  for  the  competition  of  the  rail- 
way companies  at  their  back.  For  inland  popula- 
tions have  all  to  be  placed  in  touch  with  docks 
and  quays,  and  the  rival  railway  systems  by  which 
the  inland  cities  are  linked  one  with  the  other 
and  with  the  various  ports  are  unwearying  in  their 
efforts  to  encourage  and  develop  the  use  of  the 


RAILWAYS  AND  PORTS 


141 


particular    ports    with    which    they    themselves 
happen  to  be  peculiarly  connected. 

If  it  be  true  that  it  is  the  population  which 
makes  the  port,  it  is  certainly  also  true  that  the 
population  need  not  be  at  the  port.  The  following 
figures,  in  round  thousands  as  regards  the  popula- 
tions, and  round  million  pounds  sterling  as  regards 
the  trade  (overseas  traffic,  1901  returns),  afford 
ample  illustration  of  the  fact.  Thus  : 
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So  that,  as  it  will  be  seen,  Liverpool,  with  a 
population  of  barely  700,000  citizens,  has  an 
import  trade  of  no  less  than  £132,000,000,  as 
against  London's  trade  of  £170,000,000  for  a 
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population  (for  Greater  London)  nearly  ten  times 
as  great — 6J  millions.  Indeed,  if  we  deduct  the 
'  Clearing  House '  imports,  Liverpool's  figures  are 
:£i  16,000,000,  as  against  London's  £135,000,000, 
thus  reducing  the  disparity  to  £19,000,000  only. 
Liverpool  is  becoming  more  and  more  the  conduit- 
pipe  for  supplying  with  foodstuffs  and  with  raw 
materials  the  manufacturing  centres  of  the  North 
and  Midlands,  with  all  their  teeming  millions. 
Here  the  port  and  the  railway  companies  are  hand 
in  hand.  It  is  the  railways  which  have  made 
Liverpool  what  it  is.  It  may  be  replied  that  so 
also  has  Liverpool  made  the  railways.  But  while 
the  reply  is  largely  true,  it  may  be  remarked  that 
if  the  rails  between  Liverpool  and  the  inland  cities 
should  be  severed,  it  would  not  be  very  long  before 
these  cities  would  be  in  receipt  of  their  supplies, 
even  if  at  greater  cost,  by  rail  from  other  ports — 
Hull,  Glasgow,  London,  and  elsewhere.  If  the 
manufacturers  could  get  on  with  difficulty  without 
Liverpool  as  their  port,  without  the  railways  they 
would  be  at  a  still  greater  disadvantage.  And 
Liverpool,  without  the  railways,  would — if  such  an 
absurdity  may  be  supposed — sink  to  the  level  of  a 
petty  coastal  port. 

It  reduces  itself,  therefore,  to  this  :  That  if  it  is 
the  population  which  makes  the  port,  it  is  the  rail- 
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way  which  makes,  or  has  made,  the  population. 
If  Birmingham,  for  example,  had  to  get  all  her  raw 
materials  and  her  food  supplies  by  the  slow  and 
costly  process  of  road-cartage,  or  by  the  still  slower, 
if  cheaper,  barge,  and  had  in  like  manner  to  send 
away  her  manufactured  stuff,  the  city  would  go 
under.  It  would  be  killed  by  the  competition  of 
cities,  British  or  foreign,  more  cheaply  or  effectively 
catered  for  by  competing  railways.  The  ports 
are  the  country's  hands  and  mouth,  the  railways 
the  arteries  and  veins  through  which  its  life's 
blood  courses. 

An  important  factor  in  the  development,  both 
of  a  seaport  and  of  the  railways  behind  it,  is  the 
question  of  market :  the  prosperity  of  a  port  and 
the  nature  of  its  use  must  depend  largely  on  the 
contiguity  of  a  market.  A  market  is  itself  a  sort 
of  commercial  middleman  ;  goods  do  not  pass 
direct  from  the  supplier  to  the  consumer,  but  to 
the  market.  From  the  point  of  view  of  the 
producers,  a  market  is  the  place  at  which  buyers 
congregate  in  competition  ;  from  the  point  of  view 
of  the  buyers,  it  is  the  spot  at  which  producers 
assemble  and  compete  to  dispose  of  their  goods ; 
so  that  while,  for  example,  goods  are  landed  at 
Southampton,  and  are  wanted  at  Southampton 
and  in  the  adjacent  cities,  it  is  not  at  South- 
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ampton  that  they  are  offered  for  sale ;  there  is  no 
market  at  Southampton.  The  goods  mainly  go 
through  to  London,  where  they  are  sure  of  a  good 
market.  And  buyers  from  or  on  behalf  of  South- 
ampton and  the  neighbouring  populations  make 
their  purchases  on  the  market  in  London  because 
there  they  have  a  greater  choice,  and  the  com- 
petition amongst  the  sellers  is  keenest. 

When,  therefore,  we  hear  talk  of  the  decadence 
of  London  as  a  port,  and  of  how  the  superior 
attractions  or  facilities  of  this  or  that  other  port 
are  going  to  kill  or  prejudice  it,  we  in  London 
need  not  be  unduly  alarmed.  Goods  will,  by 
water  or  by  rail,  be  conveyed  to  London  in  any 
case,  because  it  is  a  market — the  biggest  market 
the  world  has  ever  known.  And  in  commercial 
matters  it  is  much  more  difficult  to  create  a 
market  than  to  make  a  dock,  or  even  a  port.  The 
new  port  may,  it  is  true,  be  largely  used,  but 
unless  and  until  it  shall  become  a  market,  it  will 
be  used  only  as  a  conduit-pipe.  Trade  runs  in 
grooves,  and  when  once  the  groove  has  become 
well  marked  it  becomes  a  matter  of  the  greatest 
difficulty  to  disturb  the  customary  use. 

Tea — '  the  drug  tea ' — is  a  notable,  if  extreme, 
illustration  in  point.  In  1901  the  British  Isles  im- 
ported 295,264,142  pounds  of  tea.  One  would  have 
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thought  that  with  tea  the  national  beverage, 
having,  of  course,  an  enormous  consumption  in 
the  Midlands  and  the  North,  and  with  a  steady 
stream  of  big  steamers  trading  between  the  tea 
ports  and  Liverpool,  a  large  proportion  of  the 
national  supplies  would  have  gone  direct  to  Liver- 
pool. But  what  do  we  find?  Out  of  this 
295,264,142  pounds  no  less  than  293,632,574 — 
99 J  per  cent. — came  to  London.  And  of  any  tea 
landed  at  Liverpool  the  Blue-Books  make  no  men- 
tion at  all.  Every  town  and  city  in  the  British 
Isles  must  get  its  tea  from  London.  The  first 
importation  of  the  cheering  beverage  came,  no 
doubt,  to  London,  and  gave  birth  to  'the  tea 
trade,'  an  army  of  expert  tasters,  mixers,  buyers, 
brokers,  and  sellers.  And  the  advantage  of  saving 
a  little  in  railway-carriage  by  obtaining  the  tea  at 
a  port  nearer  to  this  or  that  city  is  completely  out- 
weighed by  the  advantage  of  buying  in  London's 
more  distant  market  through  a  skilled  individual 
educated  to  the  business.  Tea  is,  no  doubt,  an 
extreme  case,  but  it  illustrates  well  the  general 
principle  that  trade  will  flow  to  its  customary 
market  just  as  water  flows  down  hill. 

The  importance  of  good  railway  communication 
to  the  success  of  a  port  can  hardly  be  overesti- 
mated.    But  so  far  as  at  any  rate  imports  are 
xo 
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concerned,  no  facilities  of  railway  communication 
will  of  themselves  create  a  trading  port.  If  the 
port  will  develop  itself  and  keep  itself  fully  up  to 
date,  it  can  be  pretty  sure  that  it  will  not  be  left 
in  want  of  railway  conduits  to  its  inland  markets 
or  centres  of  consumption.  At  the  same  time,  the 
fact  must  be  recognised  that  if  existing  railway 
conduits  could  now  be  created  afresh — could  now 
be  created  so  as  to  provide  for  every  port  the 
facilities  of  which  it  is  in  need,  the  present  accom- 
modation would  in  many  cases  be  on  a  much  more 
liberal  scale.  For  the  railway  companies  are  now 
all  more  or  less  suffering,  and  in  some  instances 
suffering  severely,  for  their  early  and  inevitable 
mistake  of  construction  on  too  limited  a  plan,  a 
mistake  now  most  difficult  to  rectify.  Still,  it  is 
the  railways  which  wait  on  and  for  the  port,  and 
sooner  or  later  port  development  will  be  followed 
and  supported  by  the  increased  railway  facilities 
without  which  such  development  cannot  proceed. 

And  probably  in  most  cases  it  will  be  found  that 
the  port  which  seeks  to  make  the  railways  respon- 
sible for  the  retardation  of  its  growth  is  but 
casting  around  for  a  scapegoat  for  its  own  want 
of  enterprise. 

Bristol,  in  spite  of  her  one-time  greatness  and 
her  splendid  position,  both  as  regards  the  ocean 
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highways  and  the   populations  at  her  back,  has 
been  content  to  see  her  trade  slip  from  her.     In 
our  national  port- list  she   has  fallen  to  a  place 
which   is   equally  far   removed  from   her   former 
standing,  and  from  the  position  which,  had  she 
shown  due  enterprise  and  foresight,  she  might  now 
be  occupying.     To  reply  that  her  river  has  been 
outgrown  by  modern  shipping  is  to  confess  that 
she  has  been  wanting  in  the  zeal  and  public  spirit 
which   has   enabled  Glasgow  to  turn  '  the  little 
trickling  Clyde '  into  a  magnificent — though  still 
confessedly  imperfect — waterway  for  the  biggest 
ships.     The  result  is  that  to-day,  while  Glasgow 
imports     foreign     produce     to     the     extent     of 
£14,000,000,  and   sends  away   home   produce  to 
the  value  of  £16,500,000,   having  a  total   trade 
of  £31,000,000,  Bristol  is  content — or,  rather,  has 
now  come  to  expressing  her  great  dissatisfaction — 
with    a  total    trade    of   £13,500,000,   of   which 
£12,000,000  are  imports,   mainly  foodstuffs,  and 
only  £1,500,000  exports.     The  Avon  citizens  com- 
plain that  serious  delays  are  experienced  in  getting 
railway  clearance  for  the  big  ships  which  come  to 
the  Avonmouth  Dock.    Doubtless  there  are  delays 
so  caused ;  Bristol  would  be  an  exception  to  most 
other  ports  if  it   were   not  so.     And,  no  doubt, 
increased  railway  facilities  would,  in  fact,  be  an 
10 — 2 
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advantage  to  the  port  as  such.  There  is  nothing 
like  an  alternative  and  competing  route  for 
bringing  down  railway  charges,  and  to  reduce 
the  rate  of  transit  to  and  from  a  port  is  to 
strengthen  such  port  in  competition  with  its 
rivals.  Of  course,  the  rival  railway  carriers  may 
'  stand  in  '  together,  but  probably  not  until  a  war 
of  rates,  of  the  greatest  benefit  to  the  port,  shall 
have  forced  this  upon  them. 

A  port  can  hardly  be  at  its  best  until  the  rail- 
ways contend  for  its  trade ;  and  when  the  railways 
have  not  only  to  compete  with  one  another,  but 
also  to  face  the  competition  of  canals,  great  should 
be  the  prosperity  of  the  port. 

And  great  accordingly  do  we  find  the  prosperity 
of  Hull,  where  the  North-Eastern  and  the  Hull 
and  Barnsley  are  in  active  (if  the  word  '  fierce  '  be 
too  strong)  competition,  while  the  enterprising 
inland  navigators,  with  their  network  of  canals, 
are  a  constant  menace  to  them  both.  But  while 
much  of  the  traffic  carried  on  by  the  canals  could 
no  doubt  be  satisfactorily  dealt  with  by  the  rail- 
ways, a  still  greater  part  of  the  railways'  traffic 
could  certainly  not  be  handled  by  the  canals. 
Whenever,  owing  to  the  perishable  nature  of  the 
commodities  or  to  the  pressing  needs  of  the  con- 
sumers, rapidity  of  delivery  is  essential  or  impor- 
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tant,  the  iron  road  is  indispensable.  But  while, 
doubtless,  the  Humber  railways  look  with  anything 
but  the  eye  of  affection  on  the  water-carriers,  and 
these  latter  are  willing  to  go  without  the  railway 
companies'  regard  if  only  they  can  get  their 
goods,  it  is  much  to  be  doubted  whether  on  the 
whole,  so  far  as  the  Humber  district  is  concerned, 
the  railways  do  not  benefit  by  the  canals,  and  the 
canals  derive  support  from  the  railways.  It  is 
their  joint  operation  which  has  made  Hull  what  it 
is,  and  no  doubt  this  joint  operation  reacts  in  a 
manner  beneficial  to  both.  That  it  is  beneficial 
— remarkably  beneficial — to  Hull  and  the  other 
cities  within  the  supply  radius  needs  no  demon- 
stration. 

Let  it  be  repeated  that  if  the  ports  are  the 
country's  hands  and  mouth,  the  railways  are 
certainly  the  arteries  and  veins  through  which  its 
life-blood  flows.  Every  time  a  port,  whether  on 
sufficient  grounds  or  otherwise,  complains  of  its 
railway  service,  the  complaint  is  an  admission  of 
our  axiom's  truth.  But  a  port  needs  something 
more  than  railway  service  ;  as  already  conveyed, 
it  needs,  to  enable  it  to  contend  advantageously 
with  its  rivals,  railway  competition.  And  be  the 
single  local  service  as  liberal  as  it  may,  it  will 
never  be  at  its  best  or  cheapest  until  under  the 
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stress  of  competition.  For  after  all  a  port  is,  in 
most  cases,  and  always  more  or  less,  but  a  road  to 
a  market ;  and  freights  and  port  charges  being 
equal,  trade  will  select  the  line  of  least  resistance 
under  the  head  of  inland  carriage. 

It  follows,  therefore,  that  in  the  national  interest 
the  fullest  encouragement  should  be  given  to  rail- 
way development  in  connection  with  our  ports. 
And  equally  so,  or  even  still  more  so,  when  the 
question  is  not  of  extending  existing  railway 
facilities,  but  of  creating  a  new  railway  port  or 
railway  dock.  We  remarked  at  the  opening  of 
these  reflections  how  ports  differ  amongst  them- 
selves in  their  use  or  scope,  one  being  a  barge  port, 
another  a  railway  port,  another  a  combination  of 
the  two,  and  so  forth.  But  ports  differ  in  another 
essential  point — in  the  point  of  their  ownership — 
and  this  means,  or  may  mean,  much.  The  docks,  for 
example,  may  be  a  share-company,  as  at  present  in 
London,  where  the  object  is  not  merely  to  pay  work- 
ing expenses  and  to  provide  for  needful  develop- 
ments, but,  over  and  above  all  this,  to  earn  a 
trading  profit.  Or  they  may  be  run — as  in  Liver- 
pool and  Glasgow — practically  by  a  public  trust, 
aiming  solely  at  the  collection  of  such  tolls  and 
dues  as  may  suffice  to  support  the  port  and  docks 
and  their  development.  Or  they  may  be  of  rail- 


RAILWAYS  AND  PORTS  151 

way  ownership,  used  and  intended  primarily  as 
railway  feeders.  As  such  they  stand  much  on 
the  footing  of  Hamburg  and  Antwerp,  our  great 
rivals,  which  are  run  by  the  State  or  by  the 
municipality,  singly  or  jointly,  possibly,  or  even 
probably,  at  a  loss.  '  What  does  it  matter,'  say 
the  citizens  of  these  great  and  increasing  Conti- 
nental ports — 'what  does  it  matter  whether  we 
make  a  profit  on  the  docks  or  not  ?  Docks  are 
not  of  themselves  machines  of  trade  ;  they  are  to 
bring  trade  to  the  country.  And  when  we  have 
got  the  trade  here  we  know  what  to  do  with  it. 
We  make  our  profit  on  the  trade,  not  on  the 
docks.' 

It  is  exceedingly  difficult  for  us  in  England  to 
compete  with  ports  designed  and  worked  on  a  plan 
of  such  wise  and  magnificent  liberality.  Dock 
companies  have  to  earn  a  trading  profit ;  a  public 
trust  must  levy  rates  which  at  least  will  not 
leave  a  loss.  In  the  railway  dock,  however,  we 
realize  the  Continental  plan.  '  What  does  it 
matter,'  say  the  railway  proprietors — '  what  does 
it  matter  whether  we  make  a  profit  on  our  dock  or 
not  ?  The  port  and  dock  are  there  to  be  a  railway 
feeder.  They  bring  traffic  to  our  metals,  loads  to 
our  rolling  stock.  We  can  afford  not  to  make 
anything,  or  even  to  lose,  on  our  dock,  because  of 
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what  it  brings  to  our  railway  system.  The  port  is 
thus  made  attractive  to  the  shipping  trade ;  and 
all  the  better  for  the  country.'  No  doubt,  all  the 
better  for  the  country.  And,  indeed,  from  first  to 
last  the  well-being  of  our  ports  is  bound  up  in 
their  railway  service ;  and  in  the  interests  of  our 
national  trade  the  fact  cannot,  more  especially 
in  any  scheme  of  port  development  or  port  im- 
provement, be  too  clearly  recognized. 

The  well-being  of  our  ports  is  bound  up  in  their 
railway  service.  This  is  true,  but  by  no  means 
all  the  truth  ;  and  of  this  the  cases  of  Manchester 
and  Hull  are  illustrations  clear  enough.  Inland 
navigation,  which  at  one  time  played  so  important 
a  part  in  our  commercial  development,  is  still  here 
and  there  an  active  and  highly  beneficial  power  in 
port  development.  And  as  it  seems  by  no  means 
improbable  that  the  great  possibilities  of  canals 
and  barges  may  presently  receive  greater  attention, 
it  may  be  well  to  conclude  with  a  brief  considera- 
tion of  the  subject. 


CHAPTER  VIII 

CANALS    AND     PORTS 

WE  have  just  been  considering,  in  port 
development,  the  enormous  importance 
of  the  railway  companies.  In  the  national 
economy  a  port  is,  of  course,  not  to  be  viewed 
as  a  separate  entity,  but  as  a  point  of  traffic 
junction,  a  point  of  divergence  and  convergence 
where  sea-carriage  and  land-carriage  join  hands — 
a  cargo  conduit-pipe,  in  fact.  And  the  pipe  must 
be  kept  fully  open,  both  for  the  arrival  and 
departure  of  sea-borne  goods  on  the  sea  side,  and 
for  the  clearance  or  despatch  and  reception  of 
goods  land-carried.  The  quays,  docks,  and  river 
must  be  always  clear  and  unimpeded  on  the  one 
side,  the  roads  and  rail  way- lines  on  the  other. 

But  of  late  years  we  have  entered  on  new  and 
unforeseen  conditions,  and  these  conditions  are 
becoming  more  and  more  important  and  accen- 
tuated. 
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I  refer  to  the  huge — nay,  the  stupendous — bulk 
of  cargo  which  a  single  ship  can  bring.  The  sub- 
ject has  already  been  referred  to  on  p.  109.  We 
know  that  1,000  tons  of  cargo  equals  125  railway- 
truck  loads,  or  about  five  goods-train  loads ;  and, 
while  from  10,000  to  20,000  tons  of  cargo  can  be 
put  out  of  a  single  vessel,  three  or  four  vessels, 
each  carrying  from  5,000  to  10,000  tons,  may 
easily  arrive  together.  It  is  not,  indeed,  merely 
that  this  or  that  vessel  is  specially  big,  but  that 
tonnage  generally  is  on  a  scale  of  steady  increase. 
The  figures  on  p.  66  are  evidence  of  the  fact. 

The  difficulty  of  the  day  is  to  give  shore  clearance 
to  the  cargoes  that  are  shot  pell-mell  into  our 
ports ;  for  our  roads  and  our  railways  have  nothing 
like  kept  pace  in  their  development  with  the  ever- 
increasing  capacity  of  the  ships.  I  have  a  strong 
belief  that  in  London,  at  any  rate,  the  roads  to 
the  docks  need  great  improvement.  On  this 
point  the  Royal  Commissioners  took  little  or  no 
evidence,  and  their  report  makes  practically  no 
reference  to  it.  The  railway  problem  they  also 
left  practically  untouched. 

They  kept,  in  fact,  to  the  defects  of  the  port  as 
such :  to  the  river,  the  docks,  and  the  quays  and 
sheds,  and  behind  these  latter  they  did  not  go. 
And,  indeed,  within  the  limitations  of  their  refer- 
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ence  there  was  work  for  them  enough  and  to 
spare.  But  what  we  may  call  the  inland  clear- 
ance question  is  a  problem  of  great  and  increasing 
importance  certainly  for  London,  and  more  or 
less  for  other  ports.  We  read  of  lines  blocked 
and  of  deficiency  of  trucks  in  England  and  Scot- 
land, in  America  and  France ;  of  ships  detained 
because  they  cannot  get  their  cargoes  carried 
away ;  and  of  quays  blocked  with  goods  awaiting 
removal.  Also  of  the  difficulty  of  'bunkering' 
steamships  for  want  of  railway  access  to  the 
docks. 

In  America  they  are  building  bigger  trucks  and 
more  powerful  engines.  We  read  of  trucks  to 
carry  40  or  50  tons  instead  of  8  or  10  tons,  and 
giant  engines  upstanding  to  a  height  of  14  feet,  or 
even  16  feet.  But  all  this  is  in  a  distracted 
attempt  to  come  level  to  the  needs  only  as  they 
are,  while  all  the  time  these  needs  themselves  are 
growing. 

Goods  and  produce  are,  in  fact,  more  and  more 
frequently  poured  into  the  land-transit  ports  beyond 
the  capacity  of  the  railways  to  remove  them.  The 
condition  is  not  yet  chronic,  but  in  trade,  as  in 
other  matters,  the  pendulum  swings  between  ease 
and  pressure,  between  fast  and  feast,  and  the  dock 
authorities  know  it  well.  And  in  the  times  of 
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pressure  the  railways  are  overtaken  by  the  calls 
upon  their  rolling  stock  and  sidings.  It  will 
probably  be  no  great  while  before  the  possibilities 
of  inland  water  conveyance  again  force  themselves 
on  the  public  attention. 

In  Germany,  in  Holland,  and  in  Belgium  the 
use  and  value  of  such  conveyance  receive  the 
fullest  encouragement  and  recognition.  In  France, 
where  very  large  sums  have  been  spent  on  the 
rivers  and  canals,  further  very  large  outlays  are 
in  contemplation.  The  great  prosperity  of  Hull, 
where  about  four-fifths  of  the  importations  leave 
the  North- Eastern  Railway  Company's  docks  in 
keels  or  barges,  is  largely  due  to  the  water-roads, 
both  local  and  to  the  Northern  and  Midland  towns. 
In  an  interesting  and  instructive  article  on  '  The 
Internal  Navigation  of  France,'  by  M.  Pierre 
Baudin,  ex-Minister  of  Public  Works,  in  the 
Contemporary  Review  for  last  June,  occurs  the 
following  passage  :  '  Since  the  tonnage  of  ships 
at  Marseilles  has  only  increased  by  121  per  cent, 
between  1870  and  1899,  and  at  Bordeaux  similar 
progress  has  only  been  made  at  the  rate  of  89  per 
cent.,  whilst  at  Rotterdam  it  was  526  per  cent., 
at  Hamburg  445  per  cent.,  at  Antwerp  400  per 
cent,  during  the  same  period,  the  fact  of  the 
inferiority  of  the  French  ports  must  be  attributed 
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to  their  not  having  the  support,  like  their  rivals, 
of  a  system  of  waterways  radiating  from  the  coasts 
into  the  interior.' 

The  well-informed  writer  points  out  how  in 
Germany,  etc.,  not  merely  rough  and  low-valued 
stuff — in  England,  ordinarily,  lime  and  bricks  and 
city  refuse — but  raw  materials  for  the  manufac- 
tories, and  finished  goods  from  these  back  to 
the  shipping  ports,  form  a  highly  important  part 
of  the  water  traffic.  The  railways  and  the  water- 
ways being  largely  the  property  of  the  State,  the 
two  methods  of  transit  work  hand  in  hand,  greatly 
to  the  national  advantage.  A  good  understanding 
between  the  railways  and  the  waterways  is  of 
course  indispensable,  and  in  this  respect  we  in 
England  are  under  a  great  disadvantage. 

The  French  writer  insists  on  the  necessity  for 
frequent  points  of  contact  between  the  two 
systems.  Such  connections  are,  he  points  out, 
with  comments  unfavourable  to  his  own  country, 
one  in  sixty-six  miles  on  the  Rhone,  one  in  eighty 
miles  on  the  Garonne,  and  one  in  114  miles  on 
the  Saone,  and  in  other  cases  no  connection  at 
all.  '  In  Germany,  on  the  contrary,  there  are 
points  of  contact  on  the  great  rivers  at  distances 
of  twenty-three  miles.'  The  construction  of  canals 
is,  no  doubt,  an  expensive  business,  but  so  far  as 
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the  cost  of  conveyance  is  concerned,  water-carriage 
is  out  and  away  the  cheapest  form  of  traffic. 

And  all  raw  material  is  not  always  wanted  in  a 
hurry,  as  anyone  may  see  who  watches  the  barge 
trade  of  the  Humber  and  its  water  connections. 
Wool,  too,  which  is  railed  to  Bradford  from  the 
London  docks  or  carried  round  to  Goole  by  sea 
is  often  left  for  many  weeks  in  the  railway  sheds. 
Manufacturers  make  their  purchases  in  Australia, 
and  on  arrival  of  the  shipments  they  have  often 
no  storage  for  them  of  their  own  while  the 
machines  are  being  fed  with  stocks  on  hand. 

But  our  canals  and  riverways,  the  highly 
prosperous  routes  of  former  days,  overlain  and 
smothered  by  the  railways,  want  new  life  breathed 
into  them  to  make  them  once  more  a  first-class 
national  asset,  to  restore  them  to  their  original 
position  as  a  highly  valuable  part  of  our  machinery 
of  trade  and  manufacture. 

When  the  canals  were  first  made  by  the  various 
companies  which  promoted  them  every  company 
had  more  or  less  its  own  idea  of  system,  economy, 
and  fitness,  and  the  varieties  of  gauge,  the  dif- 
ferences of  depth  and  of  regime  which  resulted 
have  always  presented  a  serious  obstacle  to  the 
working  of  the  system  as  a  whole. 

A  big  barge  arrives  at  a  canal  junction  where 
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her  cargo  has  to  be  taken  out  and  put  into  a 
smaller  craft  simply  because  she  cannot  get  into 
the  lock,  and  transhipments  of  barge-cargoes  are 
like  transhipments  of  ship-cargoes :  they  mean 
delay,  perhaps  rough  usage,  and  certainly  the 
cost  of  double  handling. 

Still,  there  the  canals  are,  needing  only  the 
reconstruction  of  the  locks  and  perhaps  the  strong 
and  friendly  arm  of  the  modern  dredger  to  turn 
them  into  gold. 

But  of  course  all  this  would  mean  money — much 
money — and  the  canal  properties,  most  of  them, 
are  not  so  flourishing  as  to  justify  a  certain  large 
expenditure  of  which,  with  railway  competition 
always  to  face,  the  result  cannot  be  regarded  as 
a  prompt  or  certain  profit.  Still,  the  waterways 
are  there. 

It  is,  of  course,  the  railway  opposition  which 
is  the  trouble.  As  matters  stand,  the  railways 
have  got  possession,  here  and  there,  of  canal 
links,  and  they  sit  tight  on  them.  The  barge 
that  wants  to  pass  through  the  railway  link  of 
the  system  has  to  pay  a  heavy  toll  for  the  privilege. 
No  doubt  the  Acts  establish  maximum  tolls  and 
the  railways  have  to  keep  within  them ;  but  these 
tolls  are  more  or  less  obsolete,  and  the  canal 
companies,  for  their  own  part  of  the  system,  work 
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considerably  under  them.  Possibly  an  enactment 
compelling  the  railway  tolls  for  railway  sections  to 
be  brought  down  to  the  average  of  the  tolls  on  the 
private  systems  connecting  with  them  might  have 
a  good  effect,  but  sooner  or  later  something  will 
have  to  be  done  to  prevent  such  piecemeal  throttling 
of  the  national  inland  waterways  as  a  whole. 

Then,  again,  when  the  railway  companies  have 
not  got  possession  of  a  coveted  link,  they  have 
managed  to  acquire  or  supersede  the  inland  feeders, 
and  doubtless  succeed  in  working  these  rather  as 
a  means  of  feeding  the  railways  from  the  canals 
than  of  delivery  to  the  canals  from  the  railways. 
At  any  rate,  if  most  of  us  were  railway  people  this 
is  the  policy  we  should  perhaps  aim  at  in  our 
own  immediate  interests. 

The  question  of  the  inland  waterways  badly 
wants  taking  up ;  but  the  canal  companies  them- 
selves are  quite  unable  to  contend,  with  any  pros- 
pect of  success,  against  the  immense  power  of 
the  railways,  and  unless  and  until  the  traders 
organize  themselves  and  identify  their  interests 
with  those  of  the  enfeebled  water-carriers  the 
latter  seem  likely  to  be  left  in  the  regrettable 
predicament  in  which  railway  competition  has 
placed  them. 

But  over  and  above  the  railway  hostility  the 
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canal  carriers  are  the  victims  of  obsolete  methods 
of  traction.  In  these  days  of  steam  development, 
of  oil-motors  and  electric  haulage,  canal  companies 
which  rely  mainly  on  the  patient  horse  for  their 
motive  power  stand  self-condemned. 

The  goods  which  find  their  way  from  the  London 
docks  to  the  Regent's  Canal  or  to  Brentford  are 
mostly  carried  in  Thames  lighters  which  tranship 
into  canal  barges  or  the  well-known  'monkey- 
boats  '  of  about  25  tons — length  without  capacity. 
For  '  the  pool '  below  London  Bridge  is  no  place 
for  country  barges  with  women  on  board,  and 
when  we  do  see  them  in  the  tidal  stream  they 
are  generally,  like  the  policemen  in  dangerous 
localities,  linked  in  couples. 

But  they  are  always  interesting — a  picturesque 
spectacle.  On  the  rare  occasions  when  they  brave 
the  perils  of  the  tidal  deep  they  sally  forth,  hauled 
by  a  panting  little  tug,  six  of  them  in  a  tow, 
attached  side  by  side  in  couples,  close  together 
like  Philippines.  The  ship's  company  consists  of 
the  officers  (the  helmsman's  husband)  at  the  blunt- 
nosed  bow,  the  crew  (his  wife)  at  the  distant  helm, 
hard  by  the  gaily-painted  cabin  with  its  little 
smoking  chimney.  With  one  brown  arm  lazily 
on  the  tiller,  the  lady  talks  from  beneath  her 
linen  hood  to  her  water -babies  on  the  com- 
ii 
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panion-way;  while  the  brown  dog,  as  super- 
cargo, possessed  with  a  breathless  sense  of  his 
duty  to  be  at  both  ends  of  the  ship  at  once,  races 
frantically  to  and  fro  along  the  gunwale. 

It  is  a  new  and  trying  experience  to  the  brown 
dog  to  be  clean  out  of  sight  of  land  in  its  familiar 
form  of  towpath  backed  with  buttercups ;  to  say 
nothing  of  the  trial  of  faith  involved  by  a  motive 
power  in  which  neither  whip  nor  nosebag  play  a 
part ;  and  no  doubt  the  whole  ship's  company, 
including  the  perplexed  supercargo,  are  glad  when 
the  panting  tug  tows  them  back,  still  in  Philip- 
pines, to  their  canal  port,  at  which  commences 
their  lazy  voyage  to  their  distant  inland  town. 

The  Humber  barges  or  '  keels,'  are  broad  and 
bluff,  making  up  for  any  want  of  length  by  breadth 
of  beam.  They  are,  in  fact,  quaintly  carved  and 
painted  first-cousins  of  the  Medway  barge.  They 
can  afford  to  be  broad,  because  the  system  of  the 
Aire  and  Calder  Navigation  is,  I  believe,  un- 
encumbered with  locks.  At  any  rate,  any  locks 
there  may  be  in  that  part  of  the  world,  judging 
from  the  beam  of  the  keels,  must  be  of  ample 
width. 

But,  monkey-boats  or  keels,  what  does  it  matter? 
By  the  side  of  a  German  barge,  of  its  500  tons  or 
1,000  tons,  or  even  more,  they  are  children's  toys. 
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The  big,  flat-bottomed  German  could  just  as 
well  carry  a  load  of  monkey-boats  or  keels,  cargoes 
and  all,  as  not.  The  tug,  too,  he  could  take  on 
board,  and  drop  the  whole  lot  overside  wherever 
they  might  want  to  begin  their  sleepy  voyage  in 
tow  of  the  often-awakened  horse. 

The  German  barges  are  a  revelation  in  the 
possibilities  of  inland  navigation.  Of  great  length 
and  beam  and  depth  of  hold,  and  bluff  at  the  bow 
and  stern,  they  need  a  rudder  which,  if  it  would 
not  exactly  cut  up  into  a  pair  of  monkey-boats, 
might  certainly  be  an  awkward  cargo  for  a  single 
barge  to  stow. 

These  mammoth  German  and  Low  Country 
boats,  under  their  own  steam  or  in  tow,  big  as 
they  are — a  string  of  them,  perhaps,  behind  a  single 
powerful  tug — travel  great  distances  inland.  As  in 
the  case  of  the  ships,  the  bigger  the  vessel  the 
lower  the  cost  of  conveyance ;  while  for  bringing 
to  the  ports  and  building-yards  the  huge  frames 
and  girders  and  rudder-posts  used  in  the  building 
and  repairing  of  modern  ships,  they  serve  an 
invaluable  part.  '  It  is  natural,'  says  Adam  Smith, 
writing  a  century  and  a  quarter  ago — *  it  is  natural 
that  the  first  improvements  of  art  and  industry 
should  be  made  where  this  conveniency  opens  the 
whole  world  for  a  market  in  the  produce  of  every 
n— ? 
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sort  of  labour.'  '  This  conveniency '  was,  of 
course,  water  -  carriage ;  and  though  railway- 
carriage  has  since  stepped  in,  water-carriage, 
especially  with  modern  means  of  haulage  or  pro- 
pulsion, is  still  far  and  away  the  cheapest 
possible.  The  Manchester  Corporation  is  never 
tired  of  congratulating  the  city  on  the  indus- 
trial undertakings  which  the  great  Ship  Canal  has 
attracted,  and  will  yet  attract,  to  its  banks. 

Cheap  carriage  of  raw  material  to  the  works, 
and  cheap  conveyance  of  their  products  to  the  sea 
are,  in  the  support  of  trade,  two  mighty  forces. 
No  wonder  Hamburg  and  Antwerp  are  prospering. 
M.  Pierre  Baudin  is  probably  not  wide  of  the 
truth  in  his  reflections  on  the  national  advantages 
of  inland  waterways. 


CHAPTER  IX 

CONCLUDING   REFLECTIONS 

FROM  earliest  history  the  predominating 
idea  of  every  State — an  idea  sometimes 
practicable,  sometimes  impossible  of  realization — 
has  been  the  idea,  the  motive  power,  of  territorial 
aggrandizement.  It  is  a  force  still  active;  but 
side  by  side  with  it,  and  in  the  case  of  the  most 
civilized  States  already  predominating  it,  is  the 
conviction  that  an  increase  of  trade  is  more  to  be 
desired  even  than  an  extension  of  territory,  or,  at 
all  events,  that  if  new  territory  is  a  desideratum,  it 
is  so  rather  as  affording  scope  for  new  trade  than 
on  its  own  account.  The  struggle  between  nation 
and  nation  is  now,  and  with  the  growth  of  civiliza- 
tion seems  destined  increasingly  to  become,  a  con- 
test for  the  possession  or  extension  of  trade.  The 
former  things  have  passed  or  are  passing  away, 
and  the  nations  are  entering  on  a  new  epoch  in 
the  world's  history.  And  the  struggle  is  one  both 
[  165] 
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of  offence  and  of  defence.  Of  offence,  because  every 
State  seeks,  by  every  means  in  its  power,  to  obtain 
the  mastery  or  the  advantage  in  its  trade  competi- 
tion with  rival  States,  even  to  the  extent  of  beating 
the  rival  on  its  own  ground,  whilst  the  national 
manufacturers  or  producers,  as  individuals,  strenu- 
ously second  or  incite  such  efforts  of  the  Govern- 
ment. Of  defence,  because  every  State — England 
since  the  days  of  free  trade  excepted — strives  by 
protective  duties  to  exclude  from  its  own  territories 
trade  aiming  at  or  likely  to  result  in  the  hamstring- 
ing or  annihilation  of  the  national  industries.  It  is 
a  rivalry  no  longer  confined  to  the  armies  of  the 
combatants,  but  is  a  ceaseless  struggle  between  the 
individual  industries,  producers  and  merchants 
on  the  one  side,  and  the  individual  industries, 
producers  and  merchants  on  the  other,  in  each 
case  more  or  less  actively  or  openly  backed  by  the 
power  and  diplomacy  of  the  State.  For  States 
have  come  to  recognise  that  while  their  fighting 
strength  is  in  the  national  armed  forces,  whether 
at  sea  or  on  land,  the  due  maintenance,  if  not, 
indeed,  the  very  existence,  of  these  must  in  the 
end  depend  largely  on  the  prosperity  of  the 
nation's  trade.  For  every  industry  contributes 
its  quota  to  the  coffers  of  the  State,  and  the 
greater  the  prosperity  of  this  or  that  industry  the 
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greater  its  subsidy  to  the  nation's  chest.  The 
case,  no  doubt,  was  always  so ;  but  whereas  in 
other  days — the  days  of  comparatively  small 
things — the  producer  or  the  manufacturer  aimed 
at,  and  was  in  the  main  content  with,  the  suc- 
cessful supply  of  the  home  market,  the  extra- 
ordinary development  of  modern  trade  and  com- 
merce have  inspired  or  driven  him  to  search 
out  markets  far  afield,  with  the  result  of  vast 
additions  to  the  national  wealth.  The  conditions 
are  changed,  and  great  as  has  been  the  change 
already  produced,  the  conclusion  seems  inevitable 
that  with  the  immense  developments  yet  to  be 
effected  by  the  iron  road,  changes  as  great  or 
even  greater  are  in  store  for  us. 

Ports  are  but  adjuncts  to  the  railways,  and 
nowadays  trade  is  dependent  on  the  railways.  The 
history  of  England's  modern  prosperity  and  that 
of  her  ports  is  the  history  of  her  railways.  She 
was  first  in  the  field  with  steam  and  its  various 
industrial  uses,  first  in  the  field  with  her  railways. 
The  two  giants  joined  hands,  and,  aided  by  the 
nation's  shipping,  England's  trade  became  such  as 
the  world  had  never  seen  even  in  a  dream.  But 
without  the  railways  our  trade  would  have  been 
choked  and  smothered  under  the  expense  of  inland 
transport.  It  may,  indeed,  easily  cost  more  to 
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carry  a  shipment  of  goods  from  their  port  of 
discharge  to  their  inland  destination,  though  the 
distance  be  only  short,  than  to  bring  them  from 
the  other  side  of  the  world.  We  hear,  for  example, 
stories,  whether  true  or  not,  of  goods  being  sent 
from  an  English  port  to  New  York,  thence  to  be 
returned  to  another  English  port,  as  being  on  the 
whole  the  cheapest  means  of  bringing  them  to 
their  English  destination.  At  the  outset  we  did 
great  things  for  our  trade  by  the  construction  of 
splendid  highways.  Then,  inspired,  perhaps,  by 
the  example  and  experiences  of  wealthy  Holland, 
we  set  to  work  upon  a  network  of  canals.  By 
these  means  we  did  much  to  cheapen  conveyance 
between  our  manufacturers  and  the  seaports  ;  but 
not  until  the  introduction  of  the  iron  road  did  we 
enter  on  the  full  tide  of  our  prosperity.  The 
partial  (and  still  inadequate)  adoption  of  the  won- 
derful new  method  of  transport  found  favour  also 
in  our  Indian  possessions.  The  practically  im- 
passable gulf  between  the  inland  producers  and 
the  shipping  port  was  bridged  over,  and  the  raw 
material  and  the  foodstuffs  of  the  Indies  were 
thereupon  and  thenceforth  poured,  practically 
without  a  stop,  from  India's  distant  fields  and 
inland  gardens  into  our  manufacturing  cities. 
These  grew  apace.  Population  and  wealth  in- 
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creased.  Our  exports  of  foodstuffs,  long  conducted 
simultaneously  with  their  import — sometimes  the 
one,  sometimes  the  other  showing  an  excess — began 
about  a  century  ago  to  take  the  second  place. 
A  generation  later — two  generations  ago — wheat 
and  flour  from  beyond  the  seas  began  to  flow  into 
England  in  a  fairly  steady  and  gradually  increasing 
stream.  The  railway  was  being  pushed  further 
and  further  into  the  hinterlands  of  the  United 
States,  prairie  lands  turning  into  fields  of  waving 
corn  at  the  touch  of  the  magic  wand  of  the  rail- 
way engineer.  The  land,  no  doubt,  would  always 
have  grown  corn,  but  who  would  plough  and  sow 
and  reap,  however  fertile  the  soil,  when  the  cost 
of  getting  the  crops  to  the  coast  would  exceed 
their  value  when  delivered  there  ?  But  brought 
by  rail  to  the  ships  at  small  cost,  carried  across 
the  seas  at  small  cost,  and  delivered  by  rail  to  the 
consumers,  once  more  at  small  cost,  foreign  corn 
became  in  time  so  cheap  in  England  that  our 
farmers,  handicapped  by  high  rents  for  their  land, 
found  themselves  face  to  face  with  starvation.  By 
a  gradual  process  of  rent-abatement  their  mis- 
fortune has  been  transferred  to,  or  rather  shared 
by,  the  owners  of  the  land,  but  without  any 
prospect  of  relief  to  either.  And  why,  indeed,  or 
whence  should  relief  be  looked  for  ?  India  and 
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the  wide  Argentine,  the  United  States  and  Canada, 
South  Africa  and  Siberia,  all  more  or  less  wheat- 
producing  countries,  are  all  of  them  also  far,  still 
very  far,  from  the  full  production  which  will 
develop  as  the  railway  track  extends  into  their 
new  areas  of  supply.  And  as  these  new  sources 
are  tapped,  the  supplies  of  corn  must  needs 
increase  for  the  old  world.  Competition  between 
the  producers  will  result  in  economies  between  the 
plough  and  the  reaper,  between  the  reaper  and 
the  train.  Competition  between  the  railway  com- 
panies, and  the  cry  for  dividends,  will  effect 
cheaper  railway  transit ;  already  we  read  of  bigger 
trucks,  of  more  powerful  haulage,  and  of  longer 
trains.  Competition  between  rival  ports  of  ship- 
ment will  create  increased  facilities  of  loading, 
resulting  in  the  saving  of  time  and  of  handling 
charges,  in  the  advantage  of  increased  wharfage, 
and  in  accommodation  for  ships  of  great  capacity. 
The  sources  of  the  supply  of  corn  must  needs 
increase,  and  the  lower  prices  resulting  from 
competition  between  the  producers  will  have 
a  counterpart  in  diminished  cost  of  conveyance 
from  producer  to  consumer. 

Everything  points  to  the  conclusion  that  corn 
and  flour  will  in  the  future  pour  into  England  in 
greater  and  greater  quantities,  and  in  the  long 
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run  at  a  lower  and  lower  price.  New  and  increasing 
sources  of  supply ;  economies  all  along  the  line 
between  these  and  the  carrying  ships  ;  lower  and 
lower  freights  consequent  on  the  greater  capacity 
of  ships  specially  constructed  for  such  trade, 
and  on  the  competition  between  their  owners ; 
reduced  port  charges  at  destination  and  greater 
economy  of  transport  by  railway  or  canal  to  the 
inland  centres  of  consumption — all  these  will 
co-operate  in  the  same  direction,  the  direction  of 
greater  cheapness. 

But  the  long  trains  of  railway-trucks  from  the 
new  fields  of  production  to  the  seaports  will  not 
return  empty.  The  owners  of  the  wide  lands  and 
their  labouring  hosts,  and  the  new  towns  and  cities 
round  which  this  husbandry  will  centre,  will  look 
to  the  consumers  of  their  produce  for  an  exchange 
of  trade.  The  trucks  which  bring  down  to  the 
ships  wheat  and  flour  and  produce  of  all  sorts 
will  be  loaded  for  the  return  journey  with  the 
products  of  the  factory  and  the  mill.  The  scope 
and  opportunities  for  trade  for  all  the  nations  will 
increase  indefinitely.  The  producers,  in  various 
parts  of  the  world,  of  corn  and  raw  material  will 
compete  keenly  for  the  supply  of  the  world's 
industrial  centres  ;  the  manufacturers  and  the  in- 
dustries, whether  as  States  or  as  individuals,  will 
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compete  no  less  keenly  for  the  custom  of  the 
distant  agricultural  areas.  Trade  will  be  paid 
for  by  trade.  And  while  cheapness  in  production, 
whether  in  the  case  of  farmer  or  of  manufacturer, 
of  sheep-grower  or  of  sugar-refiner,  counts  for 
much,  it  is  only  one  of  the  weapons  of  the  peace- 
ful war.  It  is  in  vain  that  the  producer  produces 
more  cheaply  than  his  competitor  if  the  costs  and 
process  of  carriage  and  of  handling  are  such  that  his 
produce  is  delivered  more  dearly  or  less  promptly 
at  its  distant  market ;  and  in  commerce  time  is 
money.  To  the  shipowner  they  are  known  con- 
jointly as  Despatch.  Economy  and  Despatch, 
these  are  the  allies  of  the  successful  trader.  To 
deprive  him  of  them  is  probably  to  destroy, 
certainly  to  gravely  prejudice,  his  chances  of 
successful  enterprise.  In  the  matter  of  ocean 
transport  we  can  trust  our  shipowners,  equipped 
as  they  are  with  experience  and  enterprise,  and 
stimulated  as  they  are  by  the  spur  of  competition, 
to  support  our  traders  to  the  utmost.  But  ocean 
transport  is  not  everything. 

So  far  as  England  is  concerned,  it  is  in 
our  ports,  in  our  shore  clearance  at  the  ports, 
and  in  means  of  inland  transport,  that  we  are 
inadequately  equipped  —  inadequately  equipped 
for  the  struggle  as  it  now  exists,  still  less 
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adequately  equipped    for   the  endless  and   more 
active  campaign  of  the  future. 

Who,  reading  the  evidence  given  before  the 
Royal  Commission  on  the  Port  of  London,  can 
say  that  the  Port  of  London  is  what  it  should  be  ? 
A  river  clamouring  to  be  made  deep  enough  for 
the  mighty  ships  which  come  to  it,  and  which,  we 
may  hope,  will  come  to  it  in  yet  greater  number 
and  yet  mightier.  The  dock  quays  crying  out 
to  be  enlarged  and  provided  with  adequate  shed- 
room.  The  trade  of  the  port  mainly  carried  on 
— and  well  carried  on — by  barges,  and  little  or 
no  accommodation  or  provision  for  this  special 
trade ;  the  barges  waiting  to  be  loaded  at  the 
quays  piled  up  with  goods,  and  unable  to  come 
at  them  because  of  the  ships  discharging  there. 
The  owners  of  the  ships  clamouring  for  prompt 
despatch,  and  wrathful  at  having  to  pay  out  of 
their  own  pockets  charges  for  sorting  and  delivery 
borne  in  Liverpool  by  the  consignees,  but  which 
in  London  ancient  custom  charges  to  indignant 
carriers.  The  railways,  whose  iron  fingers  should 
reach  around  the  up-river  docks,  and  the  palm 
of  whose  smoke-grimed  hand  should  provide  an 
ample  shunting  ground  and  sidings  for  every 
dock,  unduly  driven  to  the  use  of  barges  to  sup- 
plement connection  with  their  rolling-stock.  Who 
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can  say  that  the  Port  of  London  is  what  it  should 
be  ?  If  Tilbury  dock  and  the  docks  of  prosperous 
Hull  are  not  wastefully  supplied  with  rails,  then 
surely  some  of  the  London  docks  are  lamentably 
behind  the  needs.  And  if  Antwerp  and  Hull 
and  the  great  Rhine  and  Elbe  and  Weser  ports 
carry  prosperity  to  their  objective  cities  by — at 
least  in  the  case  of  the  foreign  ports — giant 
barges  on  well-equipped  canals,  how  do  we  justify 
to  ourselves  the  neglect  and  disuse  of  our  costly 
inland  waterways  ? 

The  times  have  changed,  and  we  have  not  suffi- 
ciently changed  with  them.  The  Port  of  London 
possesses,  no  doubt,  great  natural  advantages  and 
many  excellent  features ;  and  there  is,  in  fact,  no 
port  which  is  not  now  suffering  under  drawbacks 
or  disadvantages  of  some  or  several  sorts.  And 
in  the  above  remarks  there  is  no  intention  to 
belittle  or  decry  the  advantages  of  London,  and 
certainly  no  desire  to  suggest  blame  on  any  for 
its  shortcomings.  But  the  times  have  changed, 
and  be  the  cause  or  explanation  what  it  may,  we 
have  not  sufficiently  changed  with  them.  If  the 
system  and  adjuncts  of  the  port  were  to  be  recon- 
structed to  suit  the  conditions  of  to-day ;  and, 
still  more,  if  they  were  to  be  reconstructed  to 
meet  the  conditions  of  what  will  be  the  great 
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trade  rivalry  of  the  future;  we  should  look  back 
with  something  like  amazement  at  the  port 
facilities  which  at  present  have  to  serve  the  pur- 
pose. Vast  sums  of  money  will  need  to  be  spent 
to  make  London  the  port  which  it  should  be,  and 
which,  if  our  ancient  city  is  to  maintain  and 
improve  its  position,  it  must  be, — vast  sums  of 
money  and  many  years  of  time.  But  London  is 
in  no  want  of  money,  and  in  any  case  money  we 
must  spend.  And  as  to  time,  have  we  not  all 
there  is  ?  Time,  that  is  to  say,  in  which  to  push 
to  a  satisfactory  conclusion  the  work  which  needs 
to  be  undertaken,  but  no  time  for  delay  in  its 
commencement.  The  work  should  certainly  be 
put  in  hand  with  the  least  possible  delay.  That 
it  will  be  so  the  legislative  proposals  before  the 
nation  give  us  at  any  rate  grounds  to  hope. 
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Diary  of  Life  in  Ashanti,  1895.     Illustrated. 
Third  Edition.     Large  Cr.  8vo.     6s. 
A  Colonial  Edition  is  also  published. 

THE  MATABELE  CAMPAIGN,  1896. 
With  nearly  100  Illustrations.  Fourth 
Edition.  Large  Cr.  8vo.  6s. 

A  Colonial  Edition  is  also  published. 

*Bagot  (Richard).  THE  LAKE  OF 
CO  MO.  Cr.  8vo.  y.  6d.  net. 

Bailey  (J.  C.),  M.A.     See  Cowper. 

Baker  (W.  Q.),  M.A.  See  Junior  Examina- 
tion Series. 

Baker  (Julian  L.),  F.I.C.,  F.C.S.  See  Books 
on  Business. 

Balfour  (Graham).      THE    LIFE    OF 
ROBERT  LOUIS  STEVENSON.  Second 
Edition.  Two  Volumes.  Demy  Zvo.  25^.  net. 
A  Colonial  Edition  is  also  published. 

Bally  (S.  E.).     See  Commercial  Series. 

Banks  (Elizabeth  L.).      THE  AUTO- 
BIOGRAPHY   OF    A    'NEWSPAPER 
GIRL.'    Second  Edition.     Cr.  8vo.     6s. 
A  Colonial  Edition  is  also  published. 

Barham  (R.  H.).     See  Little  Library. 

Baring    (The    Hon.    Maurice).      WITH 
THE  RUSSIANS    IN    MANCHURIA. 
Third  Edition.    Demy  8v0.     js.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Baring-Gould  (S.).  THE  LIFE  OF 
NAPOLEON  BONAPARTE.  With  over 
450  Illustrations  in  the  Text,  and  12  Photo- 
gravure Plates.  Gilt  top.  Large  quarto. 

THE*  TRAGEDY    OF    THE    CAESARS. 

With   numerous   Illustrations  from   Busts, 

Gems,  Cameos,  etc.    Fifth  Edition.    Royal 

8vo.     IQS.  6d.  net. 
A  BOOK  OF  FAIRY  TALES.    With 

numerous  Illustrations  by   A.  J.   GASKIN. 

Second  Edition.     Cr.  8vo.     Buckram.     6s. 
OLD   ENGLISH  FAIRY  TALES.      With 

numerous  Illustrations  by  F.  D.  BEDFORD. 

Second  Edition.    Cr.  8vo.    Buckram.    6s. 

A  Colonial  Edition  is  also  published. 
THE  VICAR  OF  MORWENSTOW.      Re- 

vised  Edition.    With  a  Portrait.     Cr.  8vo. 

3s.  6d. 
DARTMOOR :  A  Descriptive  and  Historical 

Sketch.      With  Plans  and  numerous  Illus- 
trations.    Cr.  8vo.    6s. 
A    BOOK     OF     DEVON.          Illustrated. 

Second  Edition.     Cr.  8vo.     6s. 
A   BOOK  OF   CORNWALL.     Illustrated. 

Second  Edition.     Cr.  8vo.     6s. 
A    BOOK    OF    NORTH    WALES.      Illus- 
trated.    Cr.  8vo.    6s. 
A  BOOK  OF  SOUTH  WALES.    Illustrated. 

Cr.  8vo.     6s. 
A  BOOK  OF  BRITTANY.   Illustrated.  Cr. 

8v0.     6s. 
A  BOOK  OF  THE  RIVIERA.    Illustrated. 

Cr.  8vo.    6s. 
A  Colonial  Edition  is  also  published. 


THE  RHINE.    Illustrated.    Croivn  Zvo.    6s. 
A  BOOK  OF  GHOSTS.      With  8  Illustra- 

tions  by  D.  MURRAY  SMITH.     Second  Edi- 

tion.    Cr.  8vo.    6s. 

A  Colonial  Edition  is  also  published. 
OLD  COUNTRY  LIFE.    With  67  Illustra. 

tions.   Fifth  Edition.   Large  Cr.  8z>0.    6s. 
A    GARLAND    OF    COUNTRY    SONG: 

English  Folk  Songs  with  their  Traditional 

Melodies.      Collected  and  arranged   by  S. 

BARING-GOULD    and    H.     F.    SHEPPARD. 

Demy  $to.     6s. 
SONGS  OF  THE  WEST:   Folk  Songs  of 

Devon  and  Cornwall.    Collected  from  the 

Mouths  of  the  People.  ByS.  BARING-GOULD, 

M.A.,and  H,  FLEETWOOD  SHEPPARD,  M.A. 

New  and  Revised  Edition,  under  the  musical 

editorship  of  CECIL  J.  SHARP,  Principal  of 

the  Hampstead  Conservatoire.     Large  Im- 

perial 8r>o.     $s.  net. 

See  also  Little  Guides  and  Half-Crown 

Library. 
Barker  (Aldred    F.).      See   Textbooks   of 

Technology. 
Barnes  (W.  E.),   D.D.      See  Churchman's 

Bible. 

Barnett  (Mrs.  P.  A.).     See  Little  Library. 
Baron  (R.  R.  N.),  M.A.    FRENCH  PROSE 

COMPOSITION.  Second  Edition.  Cr.8vo. 

2s.  6d.    Keyt  3$.  net.    See  also  Junior  School 

Books. 
Barren  (H.   M.),    M.A.,  Wadham  Colleg., 

Oxford.   TEXTS  FOR  SERMONS.  With 

a    Preface    by    Canon    SCOTT    HOLLAND. 

Cr.  8vo.    35.  6d. 
Bartholomew  (J.  G.),  F.R.S.E.     See  C.  G. 

Robertson. 

Bastable(C.  F.),  M.A.    See  S.Q.S. 
Batson  (Mrs.  Stephen).     A    BOOK   OF 

THE  COUNTRY  AND  THE  GARDEN. 

Illustrated  by  F.  CARRUTHERS  GOULD  and 

A.  C.  GOULD.     Demy  8v0.    ior.  6d. 
A  CONCISE  HANDBOOK  OF  GARDEN 

FLOWERS.     Fcap.  8z>o.     3*.  6d. 
Batten  (Loring  W.),  Ph.D.,S.T.D.     THE 

HEBREW  PROPHET. 

Beaman(A.  Hulme).  PONS  ASINORUM  ; 

OR,   A  GUIDE  TO  BRIDGE.     Second 

Edition.    Fcap.  8v0.     2S. 
Beard    (W.    S.).     See  Junior    Examination 

Series  and  Beginner's  Books. 
Beckf  ord  (  Peter).     THOUGHTS   ON 

HUNTING.     Edited  by  J.  OTHO  PAGET, 

and  Illustrated  by  G.  H.  JALLAND.    Second 

Edition.     Demy  8vo.     6s. 
Beckford  (William).     See  Little  Library. 
Beeching  (H.    C.),  M.A.,   Canon  of  West- 

minster.    See  Library  of  Devotion. 
Begbie  (Harold).     MASTER  WORKERS. 

illustrated.    Demy  8v0.     js.  6d.  net. 
Behmen(  Jacob).   DIALOGUES  ON  THE 

SUPERSENSUAL    LIFE.      Edited    by 

BERNARD  HOLLAND.     Fcap.  Bvp. 


Cr.  8vo.     3*.  6d 
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Belloc  (Hillaire).  PARIS.  With  Maps  and 
Illustrations.  Cr.  Svo.  6s. 

*MARIE    ANTOINETTE.      With    many 
Portraits    and    Illustrations.      Demy    8vo. 
izs.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Bellot(H.H.L.),  M.A.  THE  INNER  AND 
MIDDLE    TEMPLE.      With    numerous 
Illustrations.     Crown  Svo.     6s.  net. 
See  also  L.  A.  A.  Jones. 

Bennett  ( W.  H.),  M.A.  A  PRIMER  OF 
THE  BIBLE.  Third  Edition.  Cr.  Svo. 
zs.  6d. 

Bennett  (W.  H.)  and  Adeney  (W.  F.).  A 
BIBLICAL  INTRODUCTION.  Third 
Edition.  Cr.  Svo.  75.  6d. 

Benson  (Archbishop)  GOD'S  BOARD: 
Communion  Addresses.  Fcap.  Svo.  31.  6d. 
net. 

Benson  (A.  C.),  M.A.  See  Oxford  Bio- 
graphies. 

Benson  (R.  M.).  THE  WAY  OF  HOLI- 
NESS: a  Devotional  Commentary  on  the 
noth  Psalm.  Cr.  Svo.  5*. 

Bernard  (E.  R.),  M.A.,  Canon  of  Salisbury. 
THE  ENGLISH  SUNDAY.  Fcap.  Svo. 
is.  6d. 

Bertouch    (Baroness    de).      THE    LIFE 
OF   FATHER   IGNATIUS.     Illustrated. 
Demy  Svo.     los.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Betham- Edwards  (M.).  HOME  LIFE  IN 
FRANCE,     illustrated.     Fourth  Edition. 
Demy  Svo.     -js.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Bethune-Baker  (J.  P.),  M.A.  See  Hand- 
books of  Theology. 

Bidez  (M.).     See  Byzantine  Texts. 

Biggs  (C.  R.  D.),  D.D.  See  Churchman's 
Bible. 

Bindley  (T.  Herbert),  B.D.  THE  OECU- 
MENICAL DOCUMENTS  OF  THE 
FAITH.  With  Introductions  and  Notes. 
Cr.  Svo.  6s. 

Binns  (H.  B.).      THE  LIFE  OF  WALT 
WHITMAN.     Illustrated.      Demy  Svo. 
tos.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Binyon  (Laurence).  THE  DEATH  OF 
ADAM,  AND  OTHER  POEMS.  Cr.  Svo. 
3-y.  6d.  net. 

*WILLIAM     BLAKE.      In   2  volumes. 
Super  Royal  Quarto.     £i,  is.  each. 
Vol.  i.— THE  BOOK  OF  JOB. 

Birnstingl  (Ethel).  See  Little  Books  on  Art. 

Blackmantle  (Bernard).     Seel.P.L. 

Blair  (Robert).    See  I.P.L. 

Blake  (William).  See  I.P.L.  and  Little 
Library. 

Blaxland  (B.)f  M.A.  See  Library  of 
Devotion. 

Bloom   (T.    Harvey),    M.A.       SHAKE- 
SPEARE'S GARDEN.    Illustrated,  i 
Fcap.  Svo.    y.  6d.  ;  leather,  4*.  6d.  net. 
See  also  Antiquary's  Books 


Blouet  (Henri).    See  Beginner's  Books. 

Boardman  (T.  H.),  M.A.  See  Textbooks 
of  Science. 

Bodley  (J.  E.  C.),  Author  of  France.'  THE 
CORONATION  OF  EDWARD  VII. 
Demy  Svo.  zis.  net.  By  Command  of  the 
King. 

Body  (George),  D.D.  THE  SOUL'S 
PILGRIMAGE  :  Devotional  Readings 
from  his  writings.  Selected  by  J.  H.  BURN, 
B.D.,  F.R.S.E.  Pott  Svo.  zs.  6d. 

Bona  (Cardinal).     See  Library  of  Devotion. 

Boon  (F.  C.).     See  Commercial  Series. 

Borrow  (George).     See  Little  Library. 

Bos  (J.  Ritzema).  AGRICULTURAL 
ZOOLOGY.  Translated  by  J.  R.  AINS- 
WORTH  DAVIS,  M.A.  With  155  Illustrations. 
Cr.  Svo.  Third  Edition.  3*.  6d. 

Bolting  (C.  G.X  B.  A.  EASY  GREEK 
EXERCISES.  Cr.  Svo.  zs.  See  also 
Junior  Examination  Series. 

Boulton(E.  S.),  M.A.  GEOMETRY  ON 
MODERN  LINES.  Cr.  Svo.  zs. 

Boulton  (William  B.).  THOMAS 
GAINSBOROUGH  With  40  Illustra- 
tions.  Second  Ed.  Demy  Svo.  -js.6d.net. 

SIR  JOSHUA  REYNOLDS,  P.R.A.  With 
49  Illustrations.  Demy  Svo.  7*.  6d.  net. 

Bowden  (E.  M.).  THE  IMITATION  OF 
BUDDHA:  Being  Quotations  from 
Buddhist  Literature  for  each  Day  in  the 
Year.  Fifth  Edition.  Cr.  i6mo.  zs.6d. 

Boyle  (W.).  CHRISTMAS  AT  THE  ZOO. 
With  Verses  by  W.  BOYLE  and  24  Coloured 
Pictures  by  H.  B.  NEILSON.  Super  Royal 
\f>mo.  zs. 

Brabant  (F.  G.),  M.A.     See  Little  Guides. 

Bradley  (J.  W.).     See  Little  Books  on  Art. 

Brailsford  (H.  N.).  MACEDONIA. 
Illustrated.  Demy  Svo.  izs.  6d.  net. 

Brodrick  (Mary)  and  Morton  (Anderson). 
A  CONCISE  HANDBOOK  OF  EGYP- 
TIAN ARCHAEOLOGY.  Illustrated.  Cr. 
8vff.  35.  6d. 

Brooke  (A.  S.),  M.A.  SLINGSBY  AND 
SLINGSBY  CASTLE.  Illustrated.  Cr. 
Svo.  js.  6d. 

Brooks  (E.  W.).     See  Byzantine  Texts. 

Brown  (P.  H.),  LL.D.,  Fraser  Professor  of 
Ancient  (Scottish)  History  at  the  University 
of  Edinburgh.  SCOTLAND  IN  THE 
TIME  OF  QUEEN  MARY.  Demy  Svo. 
7s.  6d.  net. 

Browne  (Sir  Thomas).  See  Standard 
Library. 

Brownell  (C.   L.).      THE    HEART    OF 
JAPAN.       Illustrated.       Third    Edition. 
Cr.  Svo.    6s.  ;  also  Demy  Svo.    6d. 
A  Colonial  Edition  is  also  published. 

Browning  (Robert).     See  Little  Library. 

Buckland  (Francis  T.).  CURIOSITIES 
OF  NATURAL  HISTORY.  Illustrated 
by  H.  B.  NEILSON.  Cr.  Svo.  3*.  6d. 
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Buckton  (A.  M.)  THE  BURDEN  OF 
ENGELA:  a  Ballad-Epic.  Second  Edition. 
Cr.  8z/0.  -is.  6d.  net. 

EAGER  HEART  :  A  Mystery  Play.  Fourth 

Edition.    Cr.  %vo.     is.  net. 
Budge  (E.  A.  Wallis).    THE  GODS  OF 
THE    EGYPTIANS.        With    over    100 
Coloured    Plates    and    many   Illustrations. 
Two  Volumes.     Royal  Zvo.    £3,  35.  net. 

Bull  (Paul),  Army  Chaplain.      GOD  AND 
OUR     SOLDIERS.        Second    Edition. 
Cr.  %vo.     6s. 
A  Colonial  Edition  is  also  published. 

Bulley  (Miss).     SeeS.Q.S. 

Bunyan  (John).  THE  PILGRIM'S  PRO- 
GRESS. Edited,  with  an  Introduction, 
by  C.  H.  FIRTH,  M.A.  With  39  Illustra- 
tions by  R.  AXNING  BELL.  Cr.  8vo.  6s. 
See  also  Library  of  Devotion  and  Standard 
Library. 

Burch  (Q.  J.),  M.A.,  F.R.S.  A  MANUAL 
OF  ELECTRICAL  SCIENCE.  Illus- 
trated. Cr.  8v0.  3,?. 

Burgess  (Qelett).  GOOPS  AND  HOW  TO 
BE  THEM.  Illustrated.  Small ^to.  6s. 

Burke  (Edmund).     See  Standard  Library. 

Burn  (A.  E.),  D.D.,  Rector  of  Handsworth 
and  Prebendary  of  Lichfield. 
See  Handbooks  of  Theology. 

Burn  (J.  H.),  B.D.    See  Library  of  Devotion. 

Burnand  (Sir  F.   C.).      RECORDS  AND 
REMINISCENCES.     With  a  Portrait  by 
H.  v.  HEKKOMER.      Cr.  8v0.     Fourth  and 
Cheaper  Edition.    6s. 
A  Colonial  Edition  is  also  published. 

Burns  (Robert),  THE  POEMS  OF.  Edited 
by  ANDREW  LANG  and  W.  A.  CRAIGIE.  With 
Portrait.  Third  Edition.  Demy  8v0,  gilt 
top.  6s. 

Burnside  (W.  F.),  M.A.  OLD  TESTA- 
MENT HISTORY  FOR  USE  IN 
SCHOOLS.  Cr.  8v0.  3j.  6d. 

Burton  (Alfred).    See  I.P.L. 

Butler  (Joseph).      See  Standard  Library. 

Caldecott  (Alfred),  D.D.  See  Handbooks 
of  Theology. 

Calderwood  (D.  S.)f  Headmaster  of  the  Nor- 
mal School,  Edinburgh.  TEST  CARDS 
IN  EUCLID  AND  ALGEBRA.  In  three 
packets  of  40,  with  Answers,  is.  each.  Or 
in  three  Books,  price  zd.,  20?.,  and  jd". 

Cambridge  (Ada)  [Mrs.  Cross].   TH I RT Y 
YEARS   IN   AUSTRALIA.      Demy  8vo. 
•js.  6d. 
A  Colonial  Edition  is  also  published. 

Canning  (George).     See  Little  Library. 

Capey  (E.  F.  H.).     See  Oxford  Biographies. 

Careless  (John).    See  I.  P.  L. 

Carlyle  (Thomas).  THE  FRENCH 
REVOLUTION.  Edited  by  C.  R.  L. 
FLETCHER,  Fellow  of  Magdalen  College, 
Oxford.  Three  Volumes.  Cr.  %vo.  i8j. 


THE  LIFE  AND  LETTERS  OF  OLIVER 
CROMWELL.  With  an  Introduction 
by  C.  H.  FIRTH,  M.A.,  and  Notes  and 
Appendices  by  Mrs.  S.  C.  LOMAS.  Three 
Volumes.  Demy  8vo.  *8s.  net. 

Carlyle  (R.  M.  and  A.  J.),  M.A.  See  Leaders 
of  Religion. 

'Carpenter  (Margaret).  THE  CHILD 
IN  ART.  Illustrated.  Cr.  Svo.  6s. 

Chamberlin   (Wilbur   B.).      ORDERED 
TO  CHINA.     Cr.  too.    6s. 
A  Colonial  Edition  is  also  published. 

Channer  (C.  C.)  and  Roberts  (M.  E.). 
LACEMAKING  IN  THE  MIDLANDS, 
PAST  AND  PRESENT.  With  16  full- 
page  Illustrations.  Cr.  8v0.  zs.  6d. 

Chapman  (S.  J.).     See  Books  on  Business. 

Chatterton     (Thomas).        See      Standard 

Library. 

•  Chesterfield  (Lord),  THE  LETTERS  OF, 
TO  HIS  SON.  Edited,  with  an  Introduc- 
tion by  C.  STRACHEY,  and  Notes  by  A. 
CALTHROP.  Two  Volumes.  Cr.  8z>o.  125. 

Chesterton  (G.  K.).  DICKENS.  With 
Portraits  and  Illustrations.  Demy  &vo. 
js.  6d.  net. 

A  Colonial  Edition  is  also  published. 

Christian  (F.  W.).  THE  CAROLINE 
ISLANDS.  With  many  Illustrations  and 
Maps.  Demy  8v0.  12$.  6d.  net. 

Cicero.     See  Classical  Translations. 

Clarke(F.  A.),  M.A.  See  Leaders  of  Religion. 

Cleather  (A.  L.)  and  Crump  (B.). 
RICHARD  WAGNER'S  MUSIC 
DRAMAS :  Interpretations,  embodying 
Wagner's  own  explanations.  In  Four 
Volumes.  Fcap  8vo.  2s.  6d.  each. 
VOL.  i. — THE  RING  OF  THE  NIBELUNG. 

Third  Edition. 
VOL.    H. — PARSIFAL,    LOHENGRIN,    and 

THE  HOLY  GRAIL. 
VOL.  in. — TRISTAN  AND  ISOLDE. 

Clinch  (G.).     See  Little  Guides. 

Clough  (W.  T.).     See  Junior  School  Books. 

Coast  (W.  G.),  B.A.  EXAMINATION 
PAPERS  IN  VERGIL.  Cr.  8vo.  zs. 

Cobb  (T.).     See  Little  Blue  Books. 

Cobb  (W.  F.),  M.A.  THE  BOOK  OF 
PSALMS  :  with  a  Commentary.  Demy  &w. 
los.  6d.  net. 

Coleridge  (S.  T.),  SELECTIONS  FROM. 
Edited  by  ARTHUR   SYMONS.     Fcap.  &vo. 
zs.  6d.  net. 
\  Collingwood    (W.    G.).       See    Half-Crown 

Library. 

!  Collins  (W.  E.),  M.A.  See  Churchman's 
Library. 

Colonna.  HYPNEROTOMACHIA  POLI- 
PHILI  UBI  HUMANA  OMNIA  NON 
NISI  SOMNIUM  ESSE  DOCET 
ATQUE  OBITER  PLURIMA  SCITU 
SANE  C-UAM  DIGNA  COMMEMO- 
RAT.  An  edition  limited  to  350  copies  on 
handmade  paper.  Folio.  Three  Guineas  net* 

Combe  (William).    See  I.P.L. 
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Cook  (A.  M.),  M.  A.     See  E.  C.  Marchant. 

Cooke-Taylor  (R.  W.).    See  S.Q.S. 

Corelll  (Marie).  THE  PASSING  OF  THE 
GREAT  QUEEN  :  Feat.  4(0.  K. 

A  CHRISTMAS  GREETING.   Cr.  4to.    is. 

Corkran  (Alice).     See  Little  Books  on  Art. 

Cotes  (Rosemary).  DANTE'S  GARDEN. 
With  a  Frontispiece.  Second  Edition. 
Fcap.  8v0.  zs.  6</.;  leather,  3*.  6d.  net. 

BIBLE  FLOWERS.  With  a  Frontispiece 
and  Plan.  Fcap.  8vo.  zs.  6d.  net. 

Cowley  (Abraham).    See  Little  Library. 

Cowper  (William),  THE  POEMS  OF. 
Edited  with  qn  Introduction  and  Notes  by 
J.  C  BAILEY,  M.A.  Illustrated,  including 
two  unpublished  designs  by  WILLIAM 
BLAKE.  Demy  8vo.  ios.  6d.  net. 

Cox  (J.  Charles),  LL.  D. ,  F.  S.  A.  See  Little 
Guides,  The  Antiquary's  Books,  and  Ancient 
Cities. 

Cox  (Harold),  B.  A.     See  S.Q.S. 

Crabbe  (George).     See  Little  Library. 

Cralgie(W.  A.).  A  PRIMER  OF  BURNS. 
Cr.  8ro.  zs.  6d. 

Craik(Mrs.).    See  Little  Library. 

Crashaw  (Richard).     See  Little  Library. 

Crawford  (F.  G.).     See  Mary-  C.  Danson. 

Cross  (J.  A.).  A  LITTLE  BOOK  OF 
RELIGION.  Fcap.  8w.  25-.  6d.  net. 

Crouch  (W.).  BRYAN  KING.  With  a 
Portrait.  Cr.  Svo.  3*.  6d.  net. 

Cruikshank  ((].).  THE  LOVING  BAL- 
LAD OF  LORD  BATEMAN.  With  n 
Plates.  Cr.  i6mo.  is.  6d.  net. 

Crump  (B.).     See  A.  L.  Cleather. 

Cunliffe  (Sir  F.  H.  E.),  Fellow  of  All  Souls' 
College,  Oxford.  THE  HISTORY  OF 
THE  BOER  WAR.  With  many  Illus- 
trations, Plans,  and  Portraits.  /«  2  vols. 
Quarto.  15$.  each. 

A  Colonial  Edition  is  also  published. 

Cunynghame  (H.  ),  C.  B. ,    See  Connoisseur's 

Cutts  (B.'L.),  D.D.    See  Leaders  of  Religion. 
Daniell    (G.   W.),    M.A.      See    Leaders    of 

Religion. 
Danson  (Mary  C.)  aod  Crawford  (F.  G.). 

FATHERS    IN    THE    FAITH.      Feat. 

8vo.     is.  6d. 
Dante.      LA   COMMEDIA    DI    DANTE. 

The  Italian  Text  edited  by  PAGET  TOVNBEE, 

M.A.,D.Litt.    Cr.Svo.     6s. 
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Each  volume  may  be  purchased  separately. 
VOL.  i. — To  A.D.  1500. 
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Goldsmith  (Oliver).  THE  VICAR  OF 
WAKEFIELD.  Fcap.  3zmo.  With  10 
Plates  in  Photogravure  by  Tony  Johannot. 
Leather,  zs.  6d.  net.  See  also  I.P.L.  and 
Standard  Library. 

Goodrich- Freer   (A.).      IN    A    SYRIAN 
SADDLE.     Demy  Svo.     75.  6d.  net. 
A  Colonial  Edition  is  also  published. 
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Demy  Svo.     IOT.  6d.  net. 

A  Colonial  Edition  is  also  published. 
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A  Colonial  Edition  is  also  published. 

How  (F.  D.)-  SIX  GREAT  SCHOOL- 
MASTERS. With  Portraits  and  Illustra- 
tions. Second  Edition.  DemyKvo.  js.  6d. 

Howell(Q.).    SeeS.  Q.  S. 

Hudson  (Robert).  MEMORIALS  OF  A 
WARWICKSHIRE  PARISH.  Illustrated. 
Demy  %vo.  15*.  net. 

Hughes  (C.  E.).  THE  PRAISE  OF 
SHAKESPEARE.  An  English  Anthol- 
ogy. With  a  Preface  by  SIDNEY  LEE. 
Demy  8v0.  3$.  6d.  net, 

Hughes  (Thomas).  TOM  BROWN'S 
SCHOOLDAYS.  With  an  Introduction 
and  Notes  by  VERNON  RKNDALL.  Leather. 
Royal  -xznio.  2S.  6d.  net. 

Hutchinson  (Horace  G.)  THE  NEW 
FOREST.  Illustrated  in  colour  with 
50  Pictures  by  WALTER  TYXDALE  and  4 
by  Miss  LUCY  KEMP  WELCH.  Large 
Demy  8v0.  21  s.  net. 

Mutton  (A.  W.),  M.A.  See  Leaders  of 
Religion  and  Library  of  Devotion. 

Hutton  (Edward).  THE  CITIES  OF 
UMBRIA.  e  With  many  Illustrations,  of 
which  20  are  in  Colour,  by  A.  PISA.  Second 
Edition.  Cr.  8v0.  6s. 

A  Colonial  Edition  is  also  published. 
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ENGLISH  LOVE  POEMS.  Edited  with 
an  Introduction.  Fcap.  8v0.  y.  6d.  net. 

Mutton  (R.  H.).     See  Leaders  of  Religion. 

Hutton  (W.  H.),  M.A.  THE  LIFE  OF 
SIR  THOMAS  MORE.  With  Portraits. 
Second  Edition.  Cr.  8v0.  55.  See  also 
Leaders  of  Religion. 

Hyctt  (F.  A.).  A  SHORT  HISTORY  OF 
FLORENCE.  Demy  8v0.  7*.  6d.  net. 

Ibsen  (Henrik).  BRAND.  A  Drama. 
Translated  by  WILLIAM  WILSON.  Third 
Edition.  Cr.  %TO.  3$.  6d. 

Inge  (W.  R.),  M.A.,  Fellow  and  Tutor  of 
Hertford  College,  Oxford.  CHRISTIAN 
MYSTICISM.  The  Hampton  Lectures  for 
1899.  Demy  8v0.  izs.  6d.  net.  See  also 
Library  of  Devotion. 

Innes(A.  DA  M.A.  A  HISTORY  OF  THE 
BRITISH  IN  INDIA.  With  Maps  and 
Plans.  Cr.  8vo.  6s. 

ENGLAND  UNDER  THE  TUDORS. 
With  Maps.  Demy  &ve.  los.  6d.  net. 

Jackson  (C.  E.),  B.A.  See  Textbooks  of 
Science. 

Jackson  (S.),  M.A.     See  Commercial  Series. 

Jackson  (F.  Hamilton).     See  Little  Guides. 

Jacob  (F.),  M.A.  See  Junior  Examination 
Series. 

Jeans  (J.  Stephen).  See  S.  Q.  S.  and  Busi- 
ness Books. 

Jeffreys(D.  Gwyn).  DOLLY'S  THEATRI- 
CALS. Described  and  Illustrated  with  24 
Coloured  Pictures.  Super  Royal  i6mo.  -2S.6d. 

Jenks  (E.),  M.A.,  Reader  of  Law  in  the 
University  of  Oxford.  ENGLISH  LOCAL 
GOVERNMENT.  Cr.too.  zs.  6<t. 

Jenner  (Mrs.  H.).     See  Little  Books  on  Art. 

Jessopp  (Augustus),  D.D.  See  Leaders  of 
Religion. 

Jevons  (F.  B.),  M.A.,  Litt.D.,  Principal  of 
Bishop  Hatneld's  Hall.  Durham.  RE- 
LIGION IN  EVOLUTION.  Cr.  8vo. 
3J.  6d.  net. 

See  also  Churchman's  Library  and  Hand- 
books of  Theology. 

Johnson(Mrs.  Barham).  WILLIAM  BOD- 
HAM  DONNE  AND  HIS  FRIENDS. 
Illustrated.  DemyZvo.  ios.6d.net. 

Johnston  (Sir  H.  H.),  K.C.B.  BRITISH 
CENTRAL  AFRICA.  With  nearly  200 
I llustrations  and  Six  Maps.  Third  Edition. 
Cr.  i,to.  i8s.  net. 

A  Colonial  Edition  is  also  published. 

Jones  (R.  Crompton).  M.A.  POEMS 
OF  THE  INNER  LIFE.  Selected  by. 
Eleventh  Edition.  Fcaf.Svo.  zs.6d.net. 

Jones  (H.).     See  Commercial  Series. 

Jones  (L.  A.  Atherley),  K.C.,  M.P.,  and 
Bellot  (Hugh  H.  LA  THE  MINERS' 
GUIDE  TO  THE  COAL  MINES 
REGULATION  ACTS.  Cr.Sw.  «.  6d.  net. 

'COMMERCE  IN  WAR.  DemyZvo.  yis. 
net. 

Jonson  (Ben).     See  Standard  Library. 


Julian   (Lady)  of    Norwich.      REVELA- 

TIONS  OF  DIVINE  LOVE.  Edited  by 
GRACE  WARRACK.  Cr.  8v0.  js.  6d. 

Juvenal.     See  Classical  Translations. 

4  Kappa.'  LET  YOUTH  BUT  KNOW  : 
A  Plea  for  Reason  in  Education.  Cr.  8vo. 
3J.  6d.  net. 

Kaufmann  (M.).     See  S.  Q.  S. 

Keating  (J.  F.),  D.D.     THE  AGAPE  AND 

THE  EUCHARIST.  Cr.  8v0.  y.  6d. 
,'  Keats  (John).  THE  POEMS  OF.  Edited 
with  Introduction  and  Notes  by  E.  de  Selin- 
court,  M.A.  Demy  8z>0.  js.  6d.  net.  See 
also  Little  Library,  Standard  Library,  and 
E.  de  Selincourt. 

Keble(John).  THE  CHRISTIAN  YEAR. 
Withan  Introduction  and  Notes  by  W.  LOCK, 
D.D.,  Warden  of  Keble  College.  Illustrated 
byR.  ANNINGBELI..  Third  Edition.  Fcaf>. 
8v0.  3$.  6d.  ;  padded  morocco,  5*.  See  also 
Library  of  Devotion. 

Kempis  (Thomas  ft).  THE  IMITATION 
OF  CHRIST.  With  an  Introduction  by 
DEAN  FARRAR.  Illustrated  by  C.  M.  GERE. 
Third  Edition.  Fcap.lvo.  ^s.6d.;  padded 
•morocco.  $s. 

Also  Translated  by  C.  BIGG,  D.D.  C>: 
8v0.  y.  6d.  See  also  Library  of  Devotion 
and  Standard  Library. 

Kennedy     (Bart.).         THE      GREEN 
SPHINX.     Cr.lvo.     v.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Kennedy  (James  Hqughton),  D.D.. 

ant  Lecturer  in  Divinity  in  the  University  of 
Dublin.  ST.  PAUL'S  SECOND  AND 
THIRD  EPISTLES  TO  THE  CORIN- 
THIANS. With  Introduction,  Dissertations 
and  Notes.  Cr.  8v0.  6s. 

Kestell  (J.  D.).    THROUGH  SHOT  AND 
FLAME  :  Being  the  Adventures  and   Ex- 
periences  of  J.  D.  KESTELL,  Chaplain   to 
General  Christian  de  Wet.      Cr.  Bvo.    6s. 
A  Colonial  Edition  is  also  published. 

Kimmins  (C.  W.),  M.A.  THE  CHEMIS- 
TRY OF  LIFE  AND  HEALTH.  Illus- 
trated.  Cr.  8z>0.  2S.  6d. 

Kinglake  (A.  W.).     See  Little  Library. 

Kipling  (Rudyard).  BARRACK-ROOM 
BALLADS.  T$rd  Thousand.  Twenty- 
first  Edition.  Cr.  8vo.  6s. 

A  Colonial  Edition  is  also  published. 
I  THE  SEVEN  SEAS.  62nd  Thousand.   Tenth 
Edition.     Cr.  8v0.    6s. 
A  Colonial  Edition  is  also  published. 

THE  FIVE  NATIONS.  4u*  Thousand. 
Second  Edition.  Cr.  8z>0.  6s. 

A  Colonial  Edition  is  also  published 

DEPARTMENTAL  DITTIES.  Sixteenth 
Edition.  Cr.  8v0.  6s. 

A  Colonial  Edition  is  also  published. 

Knight  (Albert  E.).     THE  COMPLETE 
CRICKETER.      Illustrated.      Demy  8vo. 
js.  6d.  net. 
A  Colonial  Edition  is  also  published. 
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Knowling  (R.  J.)»  M.A.,  Professor  of  New 
Testament  Exegesis  at  King's  College, 
London.  See  Westminster  Commentaries. 

Lamb  (Charles  and  Mary),  THE  WORKS 
OF.  Edited  by  E.  V.  LUCAS.  Illustrated. 
InSeven  Volumes.  Demytivo.  js.6d.each. 

THE  LIFE  OF.    See  E.  V.  Lucas. 
See  also  Little  Library. 

Lambert  (F.  A.  H.).     See  Little  Guides. 

Lambros  (Professor).    See  Byzantine  Texts. 

Lane- Poole  (Stanley).  A  HISTORY  OF 
EGYPT  IN  THE  MIDDLE  AGES.  Fully 
Illustrated.  Cr.  Zvo.  6s. 

Langbridge(F.),M.A.  BALLADS  OF  THE 
BRAVE :  Poems   of  Chivalry,   Enterprise, 
Courage,  and  Constancy.     Second  Edition.  \ 
Cr.  8vo.     2-r.  6d. 

Law  (William).  See  Library  of  Devotion 
and  Standard  Library. 

Leach  (Henry).  THE  DUKE  OF  DEVON- 
SHIRE.    A  Biography.     With  12  Illustra- 
tions.    DentyZvo.     izs.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Le  Braz  (Anatole).  THE  LAND  OF 
PARDONS.  Translated  by  FRANCES  M. 
(  JOSTLING.  Illustrated  in  colour.  Second 
Edition.  Crown  Svo.  6s. 

Lee  (Captain  L.  Melville).  A  HISTORY 
OF  POLICE  IN  ENGLAND.  Cr.  Zvo. 
3s.  6d.  net. 

Leigh  (Percival).  THE  COMIC  ENGLISH 
GRAMMAR.  Embellished  with  upwards 
of  50  characteristic  Illustrations  by  JOHN- 
LEECH.  Post  i6»to.  2s.  6d.  net. 

Lewes  (V.  B.),  M.A.  AIR  AND  WATER. 
Illustrated.  Cr.  %vo.  zs.  6d. 

Lewis  (Mrs.  Owyn).  A  CONCISE 
HANDBOOK  OF  GARDEN  SHRUBS. 
Illustrated.  Fcap.lvo.  -$s.6d.  net. 

Lisle  (Fortune'ede).   See  Little  Books  on  Art. 

Littlehales(H.).     See  Antiquary's  Books. 

Lock  (Walter),  D.D.,  Warden  of  Keble 
College.  ST.  PAUL,  THE  MASTER- 
BUILDER.  Second  Edition.  Cr.  8vo. 
V.6d. 

THE  BIBLE  AND  CHRISTIAN  LIFE. 
Cr.  Zvo.  6s. 

See  also  Leaders  of  Religion  and  Library 
of  Devotion. 

Locker  ( F. ).     See  Little  Library. 

Longfellow  (H.  W.).     See  Little  Library. 

Lorimer  (George    Horace).      LETTERS 
FROM   A   SELF-MADE  MERCHANT 
TO  HIS  SON.     Fifteenth  Edition.      Cr. 
Zvt>.    6s. 
A  Colonial  Edition  is  also  published. 

OLD  GORGON  GRAHAM.  Second  Edition. 
Cr.  8vo.    6s. 
A  Colonial  Edition  is  also  published. 

Lover  (Samuel).     See  I.  P.  L. 

E.  V.  L.  and  C.  L.'G.  ENGLAND  DAY  BY 
DAY  :  Or,  The  Englishman's  Handbook  to 
Efficiency.  Illustrated  by  GEORGE  MORROW. 
Fourth  Edition.  Fcap.  t,to,  is.  net. 


Lucas  (E.  V.).  THE  LIFE  OF  CHARLES 
LAMB.  With  numerous  Portraits  and 
Illustrations.  Third  Edition.  Two  Vols. 
Demy  8vo.  sis.  net. 

A  Colonial  Edition  is  also  published. 

A  WANDERER  IN  HOLLAND.  With 
many  Illustrations,  of  which  20  are  in  Colour 
by  HERBERT  MARSHALL.  Sixth  Edition. 
Cr.  8va.  6s. 

A  Colonial  Edition  is  also  published. 

THE  OPEN  ROAD  :  a  Little  Book  for  Way- 
farers. Tenth  Edition.  Fcap.  8vo.  $s.  ; 
India  Paper,  js.  6d. 

THE  FRIENDLY  TOWN  :  a  Little  Book 
for  the  Urbane.  Third  Edition.  Fcap. 
8v0.  $s. ;  India  Paper,  js.  6d. 

Lucian.     See  Classical  Translations. 

Lyde  (L.  \V.),  M.A.     See  Commercial  Series. 

Lydon(Noel  S.).     See  Junior  School  Books. 

Lyttelton(Hon.  Mrs.  A.).  WOMEN  AND 
THEIR  WORK.  Cr.  8vo.  zs.  t>d. 

M.  M.  HOW  TO  DRESS  AND  WHAT  TO 
WEAR.  Cr.  &vo.  is.  net. 

Macaulay  (Lord).    CRITICAL  AND  HIS- 
TORICAL ESSAYS.  Edited  byj1.  C.  MON- 
TAGUE, M.A.   Three  Volumes.   Cr.  8vo.  i8s. 
The  only  edition  of  this  book  completely 
annotated. 

M 'Allen  (J.  E.  B.),  M.A.  See  Commercial 
Series. 

MacCulloch  (J.  A.).  See  Churchman's 
Library. 

MacCunn  (Florence  A.).  MARY  STUART. 
With  over  60  Illustrations,  including  a 
Frontispiece  in  Photogravure.  Demy  %vo. 
lay.  6d.  net. 

A  Colonial  Edition  is  also  published.    See 
also  Leaders  of  Religion. 

McDermott(E.  R.).    See  Books  on  Business. 

M'Dowall(A.  S.).    See  Oxford  Biographies. 

Mackay  (A.  M. ).    See  Churchman's  Library. 

Magnus  (Laurie),  M.A.  A  PRIMER  OF 
WORDSWORTH.  Cr.  too.  as.  6d. 

Mahaffy  (J.  P.),  Litt.D.  A  HISTORY  OF 
THE  EGYPT  OF  THE  PTOLEMIES. 
Fully  Illustrated.  Cr.  8v0.  6s. 

Maitland(F.W.),  LL.D.,  Downing  Professor 
of  the  Laws  of  England  in  the  University  of 
Cambridge.  CANON  LAW  IN  ENG- 
LAND. RoyalZvo.  -js.  6d. 

Maiden  (H.  E.),  M.A.  ENGLISH  RE- 
CORDS. A  Companion  to  the  History  of 
England.  Cr.  8vo.  i.s.  6d. 

THE  ENGLISH  CITIZEN:  HIS  RIGHTS 
AND  DUTIES.  Fifth  Edition.  Cr.  8vo. 
is.  6d. 

A  SCHOOL  HISTORY  OF  SURREY 
Illustrated.  Cr.  &vt>.  is.  6d. 

Merchant  (E.  C.),  M.A.,  Fellow  of  Peter- 
house,  Cambridge.  A  GREEK  ANTHO- 
LOGY Second  Edition.  Cr.  81-0.  3*.  6d. 

Marchant(C.  E.)),  M.A.,  and  Cook(A.  M.), 
M.A.  PASSAGES  FOR  UNSEEN 
TRANSLATION.  Third  Edition.  Cr. 
too.  v.  6d. 
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Marlowe  (Christopher).  See  Standard 
Library. 

Marr(J.  EAF.R.S.,  F  How  ofSt  John's  Col- 
lege, Cambridge.  THE  SCIENTIFIC 
STUDY  OF  SCENERY.  Second  Edition. 
Illustrated.  Cr.  8i>o.  6s. 

AGRICULTURAL  GEOLOGY.  Illustrated. 
Cr.  8vo.  6s. 

Marvell  (Andrew).     See  Little  Library. 

Masefield  (John).  SEA  LIFE  IN  NEL- 
SON'S TIME.  Illustrated.  Cr.  8vo. 
js.  6d.  net. 

ON   THE  SPANISH  MAIN.      With   Por- 
traits and  Illustrations.    Demyftvo.    ios.6d. 
net. 
A  Colonial  Edition  is  also  published. 

Maskell  (A.).     See  Connoisseur's  Library. 

Mason  (A.  J.),  D.D.  See  Leaders  of  Religion. 

Massee  (George).  THE  EVOLUTION  OF 
PLANT  LI  FE :  Lower  Forms.  Illustrated. 
Cr.  8v0.  2s.  6d. 

Massinger  (P.).     See  Standard  Library. 

Masterman  (C.  F.  G.),  M.A.  TENNYSON 
AS  A  RELIGIOUS  TEACHER.  Cr. 
8v0.  6s. 

Matheson  (Mrs.  E.  F.).  COUNSELS  OF 
LIFE.  Fcap.  8v0.  ?s.  6d.  net. 

May  (Phil).  THE  PHIL  MAY  ALBUM. 
Second  Edition.  $to.  is.  net. 

Mellows  (Emma  S.).  A  SHORT  STORY 
OF  ENGLISH  LITERATURE.  Cr. 

Methuen  (A.  M.  S.).     THE   TRAGEDY 
OF  SOU!  H  AFRICA.     Cr.  8v0.    as.  net. 
A  Iso  Cr.  8vo.     -$d.  net. 
A  revised   and   enlarged    edition   of   the 
author's     'Peace    or    War     in     South 
Africa.' 

ENGLAND'S  RUIN  :  DISCUSSED  IN  SIX- 
TEEN LETTERS  TO  THE  RIGHT  HON. 
JOSEPH  CHAMISERLAIN,  M.P.  Seventh  Edi- 
tion. Cr.  8z>0.  ^d.  net. 

Michell  (E.  B.).  THE  ART  AND  PRAC- 
TICE OF  HAWKING.  With  3  Photo- 
gravures by  G.  E.  LODGE,  and  other  Illus- 
trations. Demy  8z>0.  10$.  6d. 

Miilais  (J.  G.).  THE  LIFE  AND  LET- 
TERS OF  SIR  JOHN  EVERETT 
MILLAIS,  Presidentofthe  Royal  Academy. 
With  many  Illustrations,  of  which  2  are  in 
Photogravure.  New  Edition.  Demy  8vo. 
•js.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Millin  (G.  F.).  PICTORIAL  GARDEN- 
ING. Illustrated.  Cr.  8v0.  35.  6d.  net. 

Millls  (C.  T.),  M.I.M.E.  See  Textbooks  of 
Technology. 

Milne  (J.  G.),  M.A.  A  HISTORY  OF 
ROMAN  EGYPT.  Fully  Illustrated. 
Cr.  tv».  6s. 


Milton  (John),  THE  POEMS  OF,  BOTH 
ENGLISH  AND  LATIN,  Compos'd  at 
several  times.  Printed  by  his  true  Copies. 

The  Songs  were  stt  in  Musick  by  Mr. 
HENRY  LAWES,  Gentleman  of  the  Kings 
Chappel,  and  one  of  His  Majesties  Private 
Musick. 

Printed  and  published  according  to  Order. 
Printed  by  RUTH   RAWOKTH   for   HUM- 
PHREY MOSELEY,  and  are  to  be  sold  at  the 
signeof  the  Princes  Armes  in  Pauls  Church- 
yard, 1645, 

See  also  Little  Library,  Standard  Library, 
and  R.  F.  Towndrow. 

Minchin  (H.  C.),M.  A.     See  R.  Peel. 

Mitchell  (P.  Chalmers),  M.A.  OUTLINES 
OF  BIOLOGY.  Illustrated.  Second  Edi- 
tion. Cr.  8vo.  6s. 

Mitton  (G.  E.).  JANE  AUSTEN  AND 
HER  TIMES.  With  many  Portraits  and 
Illustrations.  Second  Edition.  Demy  %vo. 
los.  6d.  net. 

A  Colonial  Edition  is  also  published. 

1  Moil  (A. ). '     See  Books  on  Business. 

Moir  (D.  M.).     See  Little  Library. 

Money  (L.  G.  Chiozza).  RICHES  AND 
POVERTY.  Second  Edition  Demy  8v0. 

Montaigne.     See  C.  F.  Pond. 
Moore  (H.  E.).     See  S.  Q.  S. 
Moran(ClarenceG.).  See  Books  on  Business. 
More  (Sir  Thomas).    See  Standard  Library. 
Morfill  (W.  R.),  Oriel  College,  Oxford.     A 

HISTORY  OF  RUSSIA  FROM  PETER 

THE    GREAT    TO   ALEXANDER   II. 

With  Maps  and  Plans.     Cr.Zvo.     3?.  6d. 
Morich  (R.  J.),  late  of  Clifton  College.     See 

School  Examination  Series. 
Morris  (J.).     THE  MAKERS  OF  JAPAN. 

With    many    portraits    and     Illustrations. 

Demy  8vo.     izs.  6d.  net. 

A  Colonial  Edition  is  also  published. 
Morris  (J.  E.).     See  Litile  Guides. 
Morton  (Miss  Anderson),    See  Miss  Brod- 

rick. 
THE    MOTOR    YEAR-BOOK   FOR  1906. 

With   many    Illustrations    and    Diagrams. 

Demy  8v0.     is.  6d.  net. 
Moule(H.  C.  G.),  D.D.,  Lord  Bishop  of  Dur- 

ham.     See  Leaders  of  Religion. 
Muir   (M.    M.    Pattison),     M.A.       THE 

CHEMISTRY    OF    FIRE.       Illustrated. 

Cr.  8vo.     zs.  6d. 

Mundella  (V.  A.),  M.A.     See  J.  T.  Dunn. 
Munro(R.),  LL.D.     See  Antiquary's  Books. 
Naval  Officer  (A).     See  I.  P.  L. 
Neal  (W.  G.).     See  R.  N.  Hall. 
Newman  (J.  H.)and  others.     See  Library 

of  Devotion. 

Nichols  (J.  B.  B.).     See  Little  Library. 
Nicklin     (T.),     M.A.       EXAMINATION 

PAPERS  IN  THUCYDIDES.  Cr.  8vo.  zs. 
Nimrod.     Se«  I.  P.  L. 
Norsrate   (G.    Le    G.).      SIR    V/ALTER 

SCOTT.  Illustrated.  DimyZvo.  ^. 
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Norregaard  (B.  W.).  THE  GREAT 
SIEGE  :  The  Investment  and  Fall  of  Port 
Arthur.  Illustrated.  Denty  too.  ior.  6d.  net. 

Northcote  (James),  R.A.  THE  CONVER- 
SATIONS OF  JAMES  NORTHCOTE, 
R.A.,  AND  JAMES  WARD.  Edited  by 
ERNEST  FLETCHER.  With  many  Portraits. 
Demy  too.  IDS.  (>d. 

Norway  (A.  H.).  NAPLES.  With  25  Col- 
oured Illustrations  by  MAURICE  GREIFFEN- 
HAGEN.  A  New  Edition.  Cr.  too.,  6s. 

Novalis.  THE  DISCIPLES  AT  SAIS  AND 
OTHER  FRAGMENTS.  Edited  by  Miss 
UNA  BIRCH.  Fcap.  too.  3$.  6d. 

Oldfield  (W.  J.),  Canon  of  Lincoln.  A 
PRIMER  OF  RELIGION.  Fcap  too. 
ss.  6d. 

Oliphant  (Mrs. ).     See  Leaders  of  Religion. 

Oman(C.  W.C.),  M.A.,  Fellow  of  All  Souls', 
Oxford.  A  HISTORY  OF  THE  ART  OF 
WAR.  Vol.  ii.:  The  Middle  Ages,  from 
the  Fourth  to  the  Fourteenth  Century.  Illus- 
trated. Demy  too.  IOT.  6d.  net. 

Ottley  (R.  L.),  D.D.  See  Handbooks  of 
Theology  and  Leaders  of  Religion. 

Overton  (J.  H.).     See  Leaders  of  Religion. 

Owen  (Douglas).     See  Books  on  Business. 

Oxford  (M.  N. ),  of  Guy's  Hospital.  A  HAND- 
BOOK OF  NURSING.  Third  Edition. 
Cr.  too.  3$.  6d. 

Pakes  (W.  C.  C.).  THE  SCIENCE  OF 
HYGIENE.  Illustrated.  Demy  too.  155. 

Palmer  (Frederick).  WITH  KUROKI  IN 
MANCHURIA.     Illustrated.      Third 
Edition.    Demy  too.     "js.  (>d.  net. 
A  Colonial  Edition  is  also  published. 

Parker  (Gilbert).  A  LOVER'S  DIARY. 
Fcap.  too.  ss. 

Parkes  (A.  K.).  SMALL  LESSONS  ON 
GREAT  TRUTHS.  Fcap.  too.  is.  6d. 

Parkinson  (John).  PARADISI  IN  SOLE 
PARADISUS  TERRESTRIS,  OR  A 
GARDEN  OF  ALL  SORTS  OF  PLEA- 
SANT FLOWERS.  Folio.  £3,  y.  tut. 

Parmenter  (John).  HELIO-TROPES,  OR 
NEW  POSIES  FOR  SUNDIALS,  1625. 
Edited  by  PERCIVAL  LANDON.  Quarto. 
3,r.  6d.  net. 

Parmentier  (Prof.  Leon).  See  Byzantine 
Texts. 

Pascal.     See  Library  of  Devotion. 

Paston  (George).  SOCIAL  CARICA- 
TURES IN  THE  EIGHTEENTH 
CENTURY.  Imperial  Quarto.  £2,  izs.  6d. 
net.  See  also  Little  Books  on  Art  and  I.P.L. 

Paterson(W.  R.)(Benjamin  Swift).  LIFE'S 
QUESTIONINGS.  Cr.  too.  3*.  6d.  net. 

Patterson  (A.  H.).  NOTES  OF  AN  EAST 
COAST  NATURALIST.  Illustrated  in 
Colour  by  F.  SOUTHGATE.  Second  Edition. 
Cr.too.  6s. 


NATURE  IN  EASTERN  NORFOLK. 
A  series  of  observations  on  the  Birds, 
Fishes,  Mammals,  Reptiles,  and  stalk- 
eyed  Crustaceans  found  in  that  neigh- 
bourhood, with  a  list  of  the  species.  With 
12  Illustrations  in  colour,  by  FRANK 
SOUTHGATE.  Second  Edition.  Cr.  too.  6s. 

Peacock  (N.).     See  Little  Books  on  Art. 

Pearce  (E.  H.),  M.A.  ANNALS  OF 
CHRIST'S  HOSPITAL.  Illustrated. 
Demy  too.  -js.  6d. 

Peel  (Robert),  and  Mlnchin  (H.  C.),  M.A. 
OXFORD.  With  100  Illustrations  in 
Colour.  Cr.  toff.  6s. 

Peel  (Sidney),  late  Fellow  of  Trinity  College, 
Oxford,  and  Secretary  to  the  Royal  Com- 
mission on  the  Licensing  Laws.  PRACTI- 
CAL LICENSING  REFORM.  Second 
Edition.  Cr.  too.  is.  6d. 

Peters  (J.  P.),  D.D.  See  Churchman's 
Library. 

Petrie  ( W.  M.  Flinders),  D.  C.  L. ,  LL.  D. ,  Pro- 
fessor  of  Egyptology  at  University  College. 
A  HISTORY  OF  EGYPT,  FROM  THE 
EARLIEST  TIMES  TO  THE  PRESENT  DAY. 
Fully  Illustrated.  In  six  volumes.  Cr. 
too.  6s.  each. 

VOL.  i.  PREHISTORIC  TIMES  TO  XVlTH 
DYNASTY.  Fifth  Edition. 

VOL.  n.  THE  XVIlTH  AND  XVIIlTH 
DYNASTIES.  Fourth  Editicn. 

VOL.  in.    XIXTH  TO  XXXTH  DYNASTIES. 

VOL.  iv.  THE  EGYPT  OF  THE  PTOLEMIES. 
J.  P.  MAHAFFY,  Litt.D. 

VOL.  v.     ROMAN  EGYPT.  J.  G.  MILNE,  M.A. 

VOL.  vi.  EGYPT  IN  THE  MIDDLE  AGES. 
STANLEY  LANE-POOLE,  M.A. 

RELIGION  AND  CONSCIENCE  IN 
ANCIENT  EGYPT.  Illustrated.  Cr. 
too.  ss.  6d. 

SYRIA  AND  EGYPT,  FROM  THE  TELL 
EL  AMARNA  TABLETS.  Cr.  too.  is.  6d. 

EGYPTIAN  TALES.  Illustrated  by  TRIS- 
TRAM ELLIS.  In  Two  Volumes.  Cr.  too. 
js.  6d.  each. 

EGYPTIAN  DECORATIVE  ART.  With 
120  Illustrations.  Cr.  too.  3*.  6d. 

Phillips  (W.  A.).     See  Oxford  Biographies. 

Phillpotts  (Eden).  MY  DEVON  YEAR. 
With  38  Illustrations  by  J.  LEY  PETHY- 
BRIDGE.  Second  and  Cheaper  Edition. 
Large  Cr.  too.  6s. 

UP     ALONG     AND     DOWN     ALONG. 
Illustrated     by      CLAUDE      SHEPPERSON. 
Cr.  4to.     $s.  net. 
A  volume  of  poems. 

Pienaar  (Philip).  WITH  STEYN  AND 
DE  WET.  Second  Edition.  Cr.  too. 

A  Colonial  Edition  is  also  published. 

Plarr  (Victor  G.)  and  Walton  (F.  W.).  A 
SCHOOL  HISTORY  OF  MIDDLE- 
SEX.  Illustrated.  Cr.  too.  is.  6d. 

Plato.     See  Standard  Library. 
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Plautus.  THE  CAPTIVI.  Edited,  with 
an  Introduction,  Textual  Notes,  and  a  Com- 
mentary, by  W.  M.  LINDSAY,  Fellow  of 
Jesus  College,  Oxford.  Demy  too.  ior.  6d. 
net. 

Plowden-Wardlaw  (J.  T.),  B.A.,  King's 
College,  Cambridge.  See  School  Examina- 
tion Series. 

Podmore    (Frank).      MODERN    SPIRI- 
TUALISM.     Two  Volumes.      Demy  too. 
2is.  net. 
A  History  and  a  Criticism. 

Poer    (J.     Patrick    Le).      A    MODERN 
LEGIONARY.    Cr.  too.    6s. 
A  Colonial  Edition  is  also  published. 

Pollard  (Alice).     See  Little  Books  on  Art. 

Pollard ( A.  W.).  OLD  PICTURE  BOOKS. 
Illustrated.  Demy  too.  js.  6d.  net. 

Pollard  (Eliza  F.).     See  Little  Books  on  Art. 

Pollock  (David),  M.I.N.A.  See  Books  on 
Business. 

Pond  (C.  F.).  A  DAY  BOOK  OF  MON- 
TAIGNE. Edited  by.  Fcap.  too.  3*.  6d. 
net. 

Potter  (M.  C.),  M.A.,  F.L.S.  A  TEXT- 
BOOK OF  AGRICULTURAL  BOTANY. 
Illustrated.  Second  Edition.  Cr.  too. 
4*.  6d. 

Power  (J.  O'Connor).  THE  MAKING 
OF  AN  ORATOR.  Cr.  too.  6s. 

Pradeau  (G.).  A  KEY  TO  THE  TIME 
ALLUSIONS  IN  THE  DIVINE 
COMEDY.  With  a  Dial.  Small  quarto. 
3*.  f>d. 

Prance  (G.).     See  Half-Crown  Library. 

Prescott(0.  L.).  ABOUT  MUSIC,  AND 
WHAT  IT  IS  MADE  OF.  Cr.  too. 
35.  6d.  net. 

Price  (L.  L.),  M.A.,  Fellow  of  Oriel  College, 
Oxon.  A  HISTORY  OF  ENGLISH 
POLITICAL  ECONOMY.  Fourth  Edi- 
tion. Cr.  too.  2s.  6d. 

Primrose  (Deborah).  A  MODERN 
BCEOTIA.  Cr.  too.  6s. 

Pugin  and  Rowlandson.  THE  MICRO- 
COSM OF  LONDON,  OR  LONDON  IN 
MINIATURE.  With  104  Illustrations  in 
colour.  In  Three  Volumes.  Small  t,to. 

1 Q '  (A.  T.  Quiller  Couch).  See  Half-Crown 
Library. 

Quevedo  Villegas.     See  Miniature  Library. 

G.R.  andE.S.  THE  WOODHOUSE  COR- 
RESPONDENCE.    Cr.too.    6s. 
A  Colonial  Edition  is  also  published. 

Rack  ham  (R.  B.),  M.A.  See  Westminster 
Commentaries. 

Randolph  (B.  W.),  D.D.  See  Library  of 
Devotion. 

Rannie  (D.  W.),  M.A.  A  STUDENT'S 
HISTORY  OF  SCOTLAND.  Cr.  too. 


Rashdall  (Hastings),  M.A.,  Fellow  and 
Tutor  of  New  College,  Oxford.  DOC- 
TRINE AND  DEVELOPMENT.  Cr. 
too.  6s. ' 

Rawstorne  (Lawrence,  Esq.).    See  I. P. L. 

Raymond  (Walter).  A  SCHOOL 
HISTORY  OF  SOMERSETSHIRE. 
Illustrated.  Cr.  too.  is.  6d. 

A  Real  Paddy.     See  I.  PL. 

Reason  (W.),  M.A.     See  S.Q.S. 

Redfern  (W.  B.),  Author  of '  Ancient  Wood 
and  Iron  Work  in  Cambridge,'  etc. 
ROYAL  AND  HISTORIC  GLOVES 
AND  ANCIENT  SHOES.  Profusely 
Illustrated  in  colour  and  half-tone.  Quarto, 
£2,  2s.  net. 

Reynolds.     See  Little  Galleries. 

<  Rhodes  (W.  E.).  A  SCHOOL  HISTORY 
OF  LANCASHIRE.  Illustrated.  Cr.  too. 
is.  6d. 

Roberts  (M.  E.).     See  C.  C.  Cbanner. 

Robertson  (A.),  D.D.,  L«rd  Bishop  of 
Exeter.  REGNUM  DEI.  The  Bampton 
Lectures  of  1901.  Demy  too.  i2s.  6d.  net. 

Robertson  (C.  Grant).  M.A.,  Fellow  of  All 
Souls'  College,  Oxford,  Examiner  in  the 
Honours  School  of  Modern  History,  Oxford, 
1901-1904.  SELECT  STATUTES,  CASES, 
AND  CONSTITUTIONAL  DOCU- 
MENTS, 1660-1832.  Demy  too.  los.  6d. 
net. 

Robertson  (C.  Grant)  and  Bartholomew 
(J.  G.),  F.R.S.E.,  F.R.G.S.  A  HIS- 
TORICAL  AND  MODERN  ATLAS  OF 
THE  BRITISH  EMPIRE.  Demy  Quarto. 
4s.  6d.  net. 

Robertson  (Sir  G.  S.),  K.C.S.I.  See 
Half-Crown  Library. 

Robinson  (A.  W.),  M.A.  See  Churchman;s 
Bible. 

Robinson  (Cecilia).  THE  MINISTRY 
OF  DEACONESSES.  With  an  Introduc- 
tion by  the  late  Archbishop  of  Canterbury. 
Cr.  too.  3-r.  6d. 

Robinson  (F.  S.).  See  Connoisseur's  Library. 

Rochefoucauld  (La).     See  Little  Library. 

Rodwell  (G.),  B.A.  NEW  TESTAMENT 
GREEK.  A  Course  for  Beginners.  With 
a  Preface  by  WALTER  LOCK,  D.D.,  Warden 
of  Keble  College.  Fcap.  too.  3*.  6d. 

Roe  (Fred).  ANCIENT  COFFERS  AND 
CUPBOARDS:  Their  History  and  De- 
scription. Illustrated.  Quarto.  £3,  31.  net. 

OLD  OAK  FURNITURE.  With  many 
Illustrations  by  the  Author,  including  a 
frontispiece  in  colour.  Demy  too.  ios.6d. 
net. 

Rogers  (A.  G.  L.),  M.A.  See  Books  on 
Business. 

Roscoe  (E.  S.).  ROBERT  HARLEY, 
EARL  OF  OXFORD.  Illustrated.  Demy 
too.  js.  6d. 

This  is  the  only  life  of  Harley  in  existence. 
See  also  Little  Guides. 


GENERAL  LITERATURE 


Rose  (Edward).     THE  ROSE  READER. 

Illustrated.     Cr.    %vo.     zs.  6d.     Also  in  4 

Parts.     Parts  I.  and  II.  6d.  each. ;  Part 

III.  8d. ;  Part  IV.  lod. 
Rouse  (W.  H.  D.).       WORDS   OF  THE 

ANCIENT  WISE :  Thoughts  from  Epic- 

tetus  and   Marcus  Aurelius.      Edited    by. 

Fcap.  8vo.     y.  6d.  net. 
Rowntree  (Joshua).      THE  IMPERIAL 

DRUG     TRADE.      Second  and  Cheaper 

Edition.     Cr.  8vo.     zs.  net. 
Ruble  (A.   E.),    D.D.      See   Junior    School 

Books. 
Russell    (W.    Clark).      THE   LIFE    OF 

ADMIRAL    LORD    COLLINGWOOD. 

With     Illustrations     by     F.     BRANGWYN. 

Fourth  Edition.     Cr.  8vo.     6s. 

A  Colonial  Edition  is  also  published. 
St.  Anslem.    See  Library  of  Devotion. 
St.  Augustine.     See  Library  of  Devotion. 
St.  Cyres  (Viscount).       See    Oxford    Bio- 
graphies. 
St.    Francis    of    Assisi.        See    Standard 

Library. 
'Saki'  (H.  Munro).  REGINALD.    Second 

Edition.     Fcap.  &vo.     zs.  6d.  net. 
Sales  (St.   Francis    de).     See  Library  of 

Devotion. 
Salmon  (A.  L.).      A  POPULAR   GUIDE 

TO  DEVON.    Medium  8vo.    6d.  net.    See 

also  Little  Guides. 
Sargeant     (J.),      M.A.       ANNALS      OF 

WESTMINSTER  SCHOOL.    Illustrated. 

Demy  %vo.    js.  6d. 
Sathas  (C. ).     See  Byzantine  Texts. 
Schmitt  (John).     See  Byzantine  Texts. 
Scott   (A.   M.).      WINSTON   SPENCER 

CHURCHILL.      With  Portraits  and  lllus- 

trations.     Cr.  8vo.     3$.  6d. 

A  Colonial  Edition  is  also  published. 
Seeley(H.G.),  F.R.S.  DRAGONS  OF  THE 

AIR.     Illustrated.     Cr.  8vo.    6s. 
Sells  (V.  P.),  M.A.    THE  MECHANICS 

OF  DAILY  LIFE.     Illustrated.    Cr.  8vo. 

ZS.  6d. 

Selous  (Edmund).  TOMMY  SMITH'S 
ANIMALS.  Illustrated  by  G.  W.  ORD. 
Sixth  Edition.  Fcap.  8vo.  zs.  6d. 

Settle     (J.     H.).        ANECDOTES      OF 
SOLDIERS.     Cr.  Zvo.     3*.  6d.  net. 
A  Colonial  Edition  is  also  published. 

Shakespeare  (William). 

THE   FOUR  FOLIOS,  1623  ;   1632  ;   1664  ; 
1685.     Each  Four  Guineas  net,  or  a  com- 
plete set,  Twelve  Guineas  net. 
Folios  3  and  4  are  ready. 
Folio  2  is  nearly  ready. 

The  Arden  Shakespeare. 

Demy  8vo.  zs.  6d.  net  each  -volume. 
General  Editor,  W.  J.  CRAIG.  An  Edition 
of  Shakespeare  in  single  Plays.  Edited 
with  a  full  Introduction,  Textual  Notes, 
and  a  Commentary  at  the  foot  of  the  page. 


HAMLET.      Edited  by  EDWARD  DOWDEN, 

Litt.D. 
ROMEO  AND  JULIET.  Edited  by  EDWARD 

DOWDEN,  Litt.D. 

KING  LEAR.     Edited  by  W.  J.  CRAIG. 
JULIUS    CAESAR.      Edited  by  M.   MAC- 

MILLAN, M.A. 

THE    TEMPEST.      Edited    by    MORETON 

LUCE. 

OTHELLO.    Edited  by  H.  C.  HART. 
TITUS  ANDRONICUS.     Edited  by  H.  B. 

BAILDON. 

CYMBELINE.  Edited  by  EDWARD  DOWDEN. 
THE    MERRY    WIVES   OF   WINDSOR. 

Edited  by  H.  C.  HART. 
A     MIDSUMMER     NIGHT'S    DREAM. 

Edited  by  H.  CUNINGHAM. 
KING  HENRY  V.    Baited  by  H.  A.  EVANS. 
ALL'S    WELL     THAT     ENDS     WELL. 

Edited  by  W.  O.  BRIGSTOCKE. 
THE     TAMING     OF     THE     SHREW. 

Edited  by  R.  WARWICK  BOND. 
TIMON    OF    ATHENS.      Edited    by    K. 

DEIGHTON. 
MEASURE  FOR  MEASURE.      Edited  by 

H.  C.  HART. 
TWELFTH  NIGHT.     Edited  by  MORETON 

LUCE. 
THE  MERCHANT  OF  VENICE.     Edited 

by  C.  KNOX  POOLER. 
TROILUS  AND  CRESSIDA.       Edited  by 

K.  DEIGHTON. 
The  Little  Quarto  Shakespeare.    Edited 

by  W.  J.  CRAIG.    With  Introductions  and 

Notes.       Pott    i6mo.       In    40    Volumes. 

Leather^    price     is.     net    each    volume. 

Mahogany  Revolving  Book  Case.    IOT.  net. 

See  also  Standard  Library. 
Sharp   (A.).     VICTORIAN    POETS.     Cr. 

8v0.     us.  6d. 

Sharp  (Cecil).     See  S.  Baring-Gould. 
Sharp  (Mrs.  E.  A.).     See  Little  Books  on 

Art. 
Shedlock  (J.   S.)      THE  PIANOFORTE 

SONATA.    Cr.  8vt>.    55. 
Shelley  (Percy  B.).    ADONAIS ;  an  Elegy 

on  the  death  of  John    Keats,   Author   of 

1  Endymion/etc.    Pisa.     From  the  types  of 

Didot,  1821.     2S.  net. 

Sheppard  (H.  F.),    M.A.     See  S.   Baring- 
Gould. 

Sherwell  (Arthur),  M.A.     See  S.Q.S. 
Shipley    (Mary    E.).      AN     ENGLISH 

CHURCH    HISTORY     FOR    CHILD- 
REN.    With  a  Preface  by  the  Bishop  of 

Gibraltar.      With  Maps  and   Illustrations. 

Part  I.     Cr.  8vo.     zs.  6d.  net. 
Sichel  (Walter).     DISRAELI :   A    Study 

in  Personality  and  Ideas.    With  3  Portraits. 

Demy  8z>o.    i  zs.  6d.  net. 
A  Colonial  Edition  is  also  published. 
See  also  Oxford  Biographies. 
Sime  (J.).     See  Little  Books  on  Art. 
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Simonson  (d.  A.).  FRANCESCO 
G  U  A  R  D  I.  With  41  Plates.  Imperial 
itff.  £2,  -is.  net. 

Sketchley  (R.  E.  D.).     See  Little  Books  on 

Skipton  (H.  P.   K.).      See  Little  Books  on 

Sladen  (Douglas).  SICILY:  The  New 
Winter  Resort.  With  over  200  Illustrations. 
Second  Edition.  Cr.  8v0.  $s.  net. 

Small  (Evan),  M.A.  THE  EARTH.  An 
Introduction  to  Physiography.  Illustrated. 

SmaJlwood  (M.  G.).     See  Little  Books  on 

Smedley(F.  E.).     See  I. P. L. 

Smith    (Adam).       THE    WEALTH     OF 

NATIONS.     Edited  with  an  Introduction 

and  numerous  Notes  by  EDWIN  CANNAN, 

M.A.      Two  volumes.      Demy  8v0.      zis. 

net. 

See  also  English  Library. 
Smith  (Horace  and  James).      See  Little 

Library. 
Smith   (H.    Bompas),     M.A.      A    NEW 

JUNIOR  ARITHMETIC.      Crown  8vo. 

ss.  6d. 
Smith  (R.  Mudie).      THOUGHTS  FOR 

THE     DAY.       Edited    by.      Fcap.    8v0. 

35.  6d.  net. 

Smith  (No well  C.).     See  W.  Wordsworth. 
Smith  (John  Thomas).    A  BOOK  FOR 

A    RAINY    DAY:  Or  Recollections  of  the 

Events  of  the  Years  1766-1833.     Edited  by  ! 

WILFRED    WHITTEN.     Illustrated.     Demy 

8v0.    12  s.  6d.  net. 
Snell  (F.  J.).     A  BOOK  OF   EXMOOR. 

Illustrated.     Cr.  8v0.     6s. 
Snowden(C.  E.).  A  HANDY  DIGEST  OF 

BRITISH  HISTORY.  DemyZvo.  4*.  6d. 
Sophocles.     See  Classical  Translations. 
Sornet  (L.  A.).     See  Junior  School  Books. 
South  (Wilton  E.),  M.A.     See  Junior  School 

Books. 
Southey    (R.).      ENGLISH     SEAMEN. 

Edited  by  DAVID  HANNAY. 
Vol.    i.     (Howard,    Clifford,    Hawkins,  , 

Drake,  Cavendish).     Second  Edition.     Cr.  ! 

8v0.    6s. 
Vol.   n.     (Richard    Hawkins,    Grenville, 

Essex,  and  Raleigh).    Cr.  8vo.     6s. 

See  also  Standard  Library. 
Spence  (C.  H.),  M.A.     See  School  Examina- 
tion Series. 
Spooner  (W.  A.),    M.A.     See    Leaders    of 

Religion. 
Staley  (Edgcumbe).      THE  GUILDS  OF 

FLORENCE.  Illustrated.  Second  Edition. 

Roval  8fo.     i6s.  net. 
Stanbridge  (J.  W.),  B.D.     See  Library  of 

Devotion. 
•Stancliffe.'     GOLF  DO'S  ANDDONT'S. 

Second  Edition.     Fcap.  8?>o.     is. 
Stead  (D.  W.).     See  D.  Gallaher. 


Stedman(A.  M.  M.),  M.A. 
INITIA  LATIN  A  :  Kasy  Lessons  on  Elemen- 
tary Accidence.      Ninth    Edition.     Fcap. 

FIRST  LATIN  LESSONS.  Ninth  Edi- 
tion. Cr.  &vff.  2*. 

FIRST  LATIN  READER.  With  Notes 
adapted  to  the  Shorter  Latin  Primer  and 
Vocabulary.  Sixth  Edition  revised.  i8mo. 
is.  6d. 

EASY  SELECTIONS  FROM  CAESAR. 
The  Helvetian  War.  Second  Edition 
iKtno.  is. 

EASY  SELECTIONS  FROM  LIVY.  The 
Kings  of  Rome.  \8mo.  Second  Edition, 
is.  6d. 

EASY  LATIN  PASSAGES  FOR  UNSEEN 
TRANSLATION.  Tenth  Edition  Fcap. 
8z>0.  is.  6d. 

EXEMPLA  LATINA.  First  Exercises 
in  Latin  Accidence.  With  Vocabulary. 
Third  Edition.  Cr.  8?'0.  is. 

EASY  LATIN  EXERCISES  ON  THE 
SYNTAX  OF  THE  SHORTER  AND 
REVISED  LATIN  PRIMER.  With 
Vocabulary.  Tenth  and  Cheaper  Edition, 
re-ivritten.  Cr.  %vo.  is.  6d.  Original 
Edition,  zs.  6d.  KEY,  3*.  net. 

THE  LATIN  COMPOUND  SENTENCE  : 
Rules  and  Exercises.  Second  Edition. 
Cr.  8vo.  is.  6d.  With  Vocabulary.  2J. 

NOTANDA  QUAEDAM  :  Miscellaneous 
Latin  Exercises  on  Common  Rules  and 
Idioms.  Fourth  Edition.  Fcap.  8v0. 
is.  6d.  With  Vocabulary.  2*.  Key,  2*. 
net. 

LATIN  VOCABULARIES  FOR  REPE- 
TITION :  Arranged  according  to  Subjects. 
Thirteenth  Edition.  Fcap.  Zvo.  is.  6d. 

A  VOCABULARY  OF  LATIN  IDIOMS. 
i8;«0.  Second  Edition,  is. 

STEPS  TO  GREEK.  Second  Edition,  re- 
vised. i8m0.  is. 

A  SHORTER  GREEK  PRIMER.  Cr. 
Zvo.  is.  6d. 

EASY  GREEK  PASSAGES  FOR  UNSEEN 
TRANSLATION.  Third  Edition,  re- 
vised. Fcap.  8v0.  is.  6d. 

GREEK  VOCABULARIES  FOR  RE- 
PETITION. Arranged  according  to  Sub- 
jects. Fourth  Edition.  Fcap.  8vo.  is.  6d. 

GREEK  TESTAMENT  SELECTIONS. 
For  the  use  of  Schools.  With  Introduc- 
tion, Notes,  and  Vocabulary.  Fourth 
Edition.  Fcap.  8ro.  zs.  6d. 

STEPS  TO  FRENCH.  Seventh  Edition. 
1 8mo.  8d. 

FIRST  FRENCH  LESSONS.  Seventh  Edi- 
tion, revised.  Cr.  8t>0.  is. 

EASY  FRENCH  PASSAGES  FOR  UN- 
SEEN TRANSLATION.  Fifth  Edi~ 
tion,  revised.  Fcap.  8vo.  is.  6d. 
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EASY  FRENCH  EXERCISES  ON  ELE- 
MENTARY SYNTAX.  With  Vocabu- 
lary. Fourth  Edition.  Cr.  Bvo.  zs.  6d. 
KEY.  3$.  net. 

FRENCH    VOCABULARIES    FOR    RE- 
PETITION :  Arranged  according  to  Sub- 
jects.    Twelfth  Edition.    Fcap.  Bvo.     is. 
See  also  School  Examination  Series. 

Steel  (R.    Elliott),    M.A.,    F.C.S.      THE 
WORLD    OF  SCIENCE.     With  147 
Illustrations.  Second  Edition.  Cr.  Bvo.  zs.  6d. 
See  also  School  Examination  Series. 

Stephenson  (C.),  of  the  Technical  College, 
Bradford,  and  Suddards  (F.)  of  the 
Yorkshire  College,  Leeds.  ORNAMEN- 
TAL DESIGN  FOR  WOVEN  FABRICS. 
Illustrated.  Demy  Bvo.  Third  Edition. 
7s.  f>d. 

Stephenson  (J.).  M-A.  THE  CHIEF 
TRUTHS  OF  THE  CHRISTIAN 
FAITH.  Cr.  Bvo.  3*.  6rf. 

Sterne  (  Laurence).     See  Little  Library. 

Sterry  (W.).  M.A.  ANNALS  OF  ETON 
COLLEGE.  Illustrated.  Demy  Bvo.  ^s.6d. 

Steuart  (Katherine).  BY  ALLAN 
WATER.  Second  Edition.  Cr.Bvo.  6s. 

Stevenson  (R.  L.)  THE  LETTERS  OF 
ROBERT  LOUIS  STEVENSON  TO 
HIS  FAMILY  AND  FRIENDS. 
Selected  and  Edited  by  SIDNEY  COLVIN. 
Sixth  Edition.  Cr.  Bvo.  12s. 

LIBRARY  EDITION.  Demy  Bvo.  zvols.  z^s.net. 
A  Colonial  Edition  is  also  published. 

VAILIMA    LETTERS.      With    an    Etched 
Portrait    by    WILLIAM    STRANG.       Fifth 
Edition.     Cr.  Bvo.     Buckram.    6s. 
A  Colonial  Edition  is  also  published. 

THE  LIFE  OF  R.  L.  STEVENSON.  See 
G.  Balfour. 

Stevenson  (M.  I.).  FROM  SARANAC 
TO  THE  MARQUESAS.  Being  Letters 
written  by  Mrs.  M.  I.  STEVENSON  during 
1887-8.  Cr.  Bvo.  6s.  net. 

A  Colonial  Edition  is  also  published. 

LETTERS  FROM  SAMOA.  Edited  and 
arranged  by  M.  C.  BALFOUR.  With  many 
Illustrations.  Second  Ed.  Cr.  Bvo.  6s.  net. 

Stoddart  (Anna  M.).  See  Oxford  Bio- 
graphies. 

Stokes  (F.  G.),  B.A.  HOURS  WITH 
RABELAIS.  From  the  translation  of  SIR 
T.  URQUHART  and  P.  A.  MOTTEUX.  With 
a  Portrait  in  Photogravure.  Cr.  Sv0.  $s.  6d. 
net.  • 

Stone  (S.  J.).  POEMS  AND  HYMNS. 
With  a  Memoir  by  F.  G.  ELLERTON, 
M.A.  With  Portrait,  Cr.  Bvo.  6s. 

Storr  (Vernon  F.),  M.A.,  Lecturer  in 
the  Philosophy  of  Religion  in  Cambridge 
University ;  Examining  Chaplain  to  the 
Archbishop  of  Canterbury;  formerly  Fellow 
of  University  College,  Oxford.  DEVELOP- 
MENT AND  DIVINE  PURPOSE  Cr. 
Bvo.  $s.  net. 

Straker  (F.)«    See  Books  on  Business. 


Streane  (A.  W.),  D.D.     See  Churchman's 

Bible. 
Stroud  (H.),  D.Sc.,  M.A.     See  Textbooks  of 

StrutlMJoseph).  THE  SPORTS  AND 
PASTIMES  OF  THE  PEOPLE  OF 
ENGLAND.  Illustrated  by  many  engrav- 
ings. Revised  by  J.  CHARLES  Cox,  LL.D., 
F.S.A.  Quarto.  2 u.  net. 

Stuart  (Capt.  Donald).  THE  STRUGGLE 
FOR  PERSIA.  With  a  Map.  Cr.Bvo.  6s. 

Sturch(F.).,  Staff  Instructor  to  the  Surrey 
County  Council.  MANUAL  TRAINING, 
DRAWING  (WOODWORK).  Its  Prin- 
ciples and  Application,  with  Solutions  to 
Examination  Questions,  1892-1905,  Ortho- 
graphic, Isometric  and  Oblique  Projection. 
With  50  Plates  and  140  Figures.  Foolscap. 

Suckling  (Sir  John).  FRAGMENTA 
AUREA  :  a  Collection  of  all  the  Incom- 
parable  Peeces,  written  by.  And  published 
by  a  friend  to  perpetuate  his  memory. 
Printed  by  his  own  copies. 

Printed  for  HUMPHREY  MOSELEY,  and 
are  to  be  sold  at  his  shop,  at  the  sign  of  the 
Princes  Arms  in  St.  Paul's  Churchyard,  1646. 

Suddards  (F.).     See  C.  Stephenson. 

Surtees  (R.  S.).     See  I.P.L. 

Swift  (Jonathan).  THE  JOURNAL  TO 
STELLA.  Edited  by  G.  A.  AITKEN.  Cr. 

Symes  (J.  E.),  M.A.  THE  FRENCH 
REVOLUTION.  Second  Edition.  Cr.  Bvo. 
2S.  6d. 

Sympson(E.  M.),  M.A.,  M.D.  See  Ancient 
Cities. 

Syrett  (Netta).     See  Little  Blue  Books. 

Tacitus.  AGRICOLA.  With  Introduction 
Notes,  Map,  etc.  By  R.  F.  DAVIS,  M.A., 
Fcaj>.  Bvo.  zs. 

GERMANIA.  By  the  same  Editor.  Fcap. 
Bvo.  zs.  See  also  Classical  Translations. 

Tallack(W.).  HOWARD  LETTERS  AND 
MEMORIES.  Demy  Bvo.  tos.  6d.  net. 

Tauler  (J.).     See  Library  of  Devotion. 

Taunton  (E.  L.).  A  HISTORY  OF  THE 
JESUITS  IN  ENGLAND.  Illustrated. 
Demy  8v0.  zis.net. 

Taylor  (A.  E.).  THE  ELEMENTS  OF 
METAPHYSICS.  Demy  Bvo.  ios.6d.net. 

Taylor(F.G.),  M.A.    See  Commercial  Series. 

Taylor  (I.  A.).     See  Oxford  Biographies. 

Taylor  (T.  M.),  M.A.,  Fellow  of  Gonville 
and  Caius  College,  Cambridge.  A  CON- 
STITUTIONAL AND  POLITICAL 
HISTORY  OF  ROME.  Cr.  Bvo.  7s.  6d. 

Tennyson  (Alfred,  Lord).  THE  EARLY 
POEMS  OF.  Edited,  with  Notes  and 
an  Introduction,  by  J.  CHURTON  COLLINS. 
M.A.  Cr.  Bvo.  6s. 

IN  MEMORIAM,  MAUD,  AND  THE 
PRINCESS.  Edited  by  J.  CHURTON 
COLLINS,  M.A.  Cr.  Bvo.  6s.  See  also 
Little  Library. 
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Terry  (C.  S.).     See  Oxford  Biographies. 
Terton  (Alice).  LIGHTS  AND  SHADOWS 

IN  A  HOSPITAL.     Cr.  Bvo.    3*.  6d. 
Thackeray  (W.  M.).     See  Little  Library. 
Theobald  (P.  V.),   M.A.     INSECT    LIFE. 

Illustrated.    Second  Ed.  Revised.    Cr.  Bvo. 

ys.  6d. 

Thompson  (A.  H.).     See  Little  Guides. 
Tileston(MaryW.).  DAILY  STRENGTH 

FOR  DAI  LY  NEEDS.     Twelfth  Edition. 

Medium  i6»to.    zs.  6d.  net.     Also  an  edition 

in  superior  binding,  6s. 
Tompkins  (H.  W.),   F.R.H.S.     See  Little 

Towndrow  (R.   F.).     A  DAY   BOOK  OF 

MILTON.    Edited  by.    Fcap.  Bvo.    y.6d. 

net. 
Townley  (Lady  Susan).     MY  CHINESE 

NOTE-BOOK      With  16  Illustrations  and 

2  Maps.     Third  Edition.     Demy  Bvo.    los. 

6d.  net. 

A  Colonial  Edition  is  also  published. 
•Toynbee  (Paget),  M.A.,  D.Litt.    DANTE 

IN   ENGLISH  LITERATURE.     Demy 

Bvo.     i2s.  6d.  net. 

See  also  Oxford  Biographies. 
Trench  (Herbert).   DEIRDRE  WED    and 

Other  Poems.     Cr.  Bvo.     5*. 
Trevelyan(Q.  M.),  Fellow  of  Trinity  College, 

Cambridge.     ENGLAND  UNDER  THE 

STUARTS.   With  Maps  and  Plans.  Second 

Edition.     Deiny  8vo.     icu.  6d.  net. 
Troutbeck  (G.  E.).     See  Little  Guides. 
Tyler  (E.  A.),    B.A.,   F.C.S.      See  Junior 

School  Books. 
Tyrell-Qill  (Frances).     See  Little  Books  on 

Art. 
Vardon  (Harry).     THE  COMPLETE 

GOLFER.     Illustrated.    Seventh  Edition. 

Demy  Bvo.     los.  6d.  net. 

A  Colonial  Edition  is  also  published. 
Vatlghan  (Henry).     See  Little  Library. 
Voegelin  (A.),  M.A.     See  Junior  Examina- 
tion Series. 
Waddell(CoI.  L.  A.),  LL.D..C.B.   LHASA 

AND  ITS  MYSTERIES.    With  a  Record 

of  the  Expedition  of  1903-1904.     With  2000 

Illustrations  and  Maps.     Demy  Bvo.     2is. 

net. 

Also  Third  and  Cheaper  Edition.     With 
155   Illustrations    anJ    Maps.       Demy 
Bvo.     7$.  6d.  net. 
Wade  (G.  W.),  D.  D.    OLD  TESTAMENT 

HISTORY.    With  Maps.     Third  Edition. 

Cr.  Bvo.     6s. 

Wagner  (Richard).    See  A.  L.  Cleather. 
Wall  (J.  C.).     DEVILS.    Illustrated  by  the 

Author  and  from  photographs.     Demy  8vo. 

4s.  6d,  net.     See  also  Antiquary's  Books. 
Walters  (H.  B.).    See  Little  Books  on  Art. 
Walton  (F.  W.).    See  Victor  G.  Plarr. 
Walton  (Izaac)    and    Cotton    (Charles). 

See  I.P.L.,  Standard   Library,  and  Little 

Library. 


Warmelo(D.  S.  Van).    OX  COMMANDO. 
With  Portrait.     Cr.  Bvo.     31.  (>d. 
A  Colonial  Edition  is  also  published. 

Warren-Vernon  (Hon.  William),  M.A. 
READINGS  ON  THE  INFERNO  OF 
DANTE,  chiefly  based  on  the  Commentary 
of  BENVENUTO  UA  IMOLA.  With  an  Intro- 
duction by  the  Rev.  Dr.  MOOKK.  In  Two 
Volumes.  Second  Edition.  Cr.  8vo.  i$s. 
net. 

Waterhouse  (Mrs.  Alfred).  WITH  THE 
SIMPLE-HEARTED  :  Little  Homilies  to 
Women  in  Country  Places.  Second  Edition. 
Small  Pott  8vo.  zs.  net.  See  also  Little 
Library. 

Weatherhead  (T.  C.),  M.A.  EXAMINA- 
TION  PAPERS  IN  HORACE.  Cr.  Bvo. 
2s.  See  also  Junior  Examination  Series. 

Webb  (W.  T.).     See  Little  Blue  Books. 

Webber  (F.  C.).  See  Textbooks  of  Techno- 
logy. 

Wells  (Sidney  H.).  See  Textbooks  of 
Science. 

Wells(J.),M.A.,FellowandTutorofWadham 
College.  OXFORD  AND  OXFORD 
LIFE.  Third  Edition.  Cr.  8vo.  3*.  6d. 

A  SHORT  HISTORY  OF  ROME.    Sixth 
Edition.    With  3  Maps.     Cr.  Bvo.     3*.  6d. 
See  also  Little  Guides. 

'Westminster  Gazette*  Office  Boy 
(Francis  Brown).  THE  DOINGS  OF 
ARTHUR.  Cr.  tto.  2s.  6d.  net. 

Wetmore  (Helen  C.).     THE  LAST  OF 
THE  GREAT  SCOUTS  ('Buffalo  Bill'). 
Illustrated.  Second  Edition.  Demy  Bvo.  6s. 
A  Colonial  Edition  is  also  published. 

Whibley  (C).    See  Half-crown  Library. 

Whibley  (L.)f  M.A.,  Fellow  of  Pembroke 
College,  Cambridge.  GREEK  OLIGAR- 
CHIES :  THEIR  ORGANISATION 
AND  CHARACTER.  Cr.  Bvo.  6s. 

Whitaker(G.  H.),  M.A.  See  Churchman's 
Bible. 

White  (Gilbert).  THE  NATURAL 
HISTORY  OF  SELBORNE.  Edited  by 
L.  C.  MIALL,  F. R.S.,  assisted  by  W.  WARDE 
FOWLER,  M.A.  Cr.  Bvo.  6s.  See  also 
Standard  Library. 

Whitfield  (E.  E.).     See  Commercial  Series. 

Whitehead  (A.  W.).  GASPARDDE 
C  O  L  I  G  N  Y.  Illustrated.  Demy  Bvo. 
i2S.  6d.  net. 

Whiteley  (R.  Lloyd),  F.I.C.,  Principal  of 
the  Municipal  Science  School,  West  Brom- 
wich.  AN  ELEMENTARY  TEXT- 
BOOK OF  INORGANIC  CHEMISTRY. 
Cr.  Bvo.  zs.  6d. 

Whitley  (Miss).    See  S.Q.S. 

Whitten  (W.).     See  John  Thomas  Smith. 

Whyte(A.  G.),  B.Sc.  See  Books  on  Business. 

Wilberforce  (Wilfrid).     See  Little  Books 

Wilde  (Oscar).   DE  PROFUNDIS.   Sixth 
Edition.    Cr.  Brio.    5.1.  net. 
A  Colonial  Edition  is  also  published. 
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Wilkins(W.  H.),  B.A.  See  S.O.S. 
Wilkinson  (J.  Frome).  See  S.Q.S. 
Williams  (A.).  PETROL  PETER:  or 

Mirth  for  Motorists.  Illustrated  in  Colour 
by  A.  W.  MILLS.  Demy  t,to.  3^.  6d.  net. 

Williamson  (M.  G.).    See  Ancient  Cities. 

Williamson  (W.).  THE  BRITISH 
GARDENER.  Illustrated.  Demy  Bvo. 

Williamson  (W.),  B.A.  See  Junior  Ex- 
amination Series,  Junior  School  Books,  and 
Beginner's  Books. 

Willson  (Deckles).    LORD  STRATH- 
CONA  :  the  Story  of  his  Life.     Illustrated. 
Demy  Bvo.    -js.  6d. 
A  Colonial  Edition  is  also  published. 

Wilmot-Buxton  (E.  M.).  MAKERS  OF 
EUROPE.  Cr.  Bvo.  Sixth  Ed.  3*.  6d. 

A  Text-book  of   European   History  for 
Middle  Forms. 

THE  ANCI ENT  WORLD.    With  Maps  and 
Illustrations.     Cr.Bvo.     $s.  6d. 
See  also  Beginner's  Books. 

Wilson  (Bis  hop.).    See  Library  of  Devotion. 

Wilson  (A.  J.).     See  Books  on  Business. 

Wilson  (H.  A.).     See  Books  on  Business. 

Wilton  (Richard),  M. A.  LYRA  PAS- 
TORALIS  :  Songs  of  Nature,  Church,  and 
Home.  Pott  Bvo.  2S.  6d. 

Winbolt  (S.  E.),  M.A.  EXERCISES  IN 
LATIN  ACCIDENCE.  Cr.  Bvo.  is.  6d. 

LATIN  HEXAMETER  VERSE  :  An  Aid 
to  Composition.  Cr.  Bvo.  35.  6d.  KEY, 
5J.  net. 

Windle  (B.  C.  A.),  D.Sc.,  F.R.S.  See  Anti- 
quary's Books,  Little  Guides  and  Ancient 
Cities. 

Winterbotham  (Canon),  M.A.,  B.Sc., 
LL.B.  See  Churchman's  Library. 

Wood  (J.  A.  E.).  See  Textbooks  of 
Technology. 

Wood  (J.  Hickory).    DAN  LENO.     Illus- 
trated.    Third  Edition.     Cr.  Bvo.    6s. 
A  Colonial  Edition  is  also  published. 

Wood  (W.  Birkbeck),  M.A.,  late  Scholar  of 
Worcester  College,  Oxford,  and  Edmonds 
(Major  J.  E.),  R.E.,  D.A.Q.-M.G.  A 
HISTORY  OF  THE  CIVIL  WAR  IN 
THE  UNITED  STATES.  With  an 
Introduction  by  H.  SPENSER  WILKINSON. 
With  24  Maps  and  Plans.  Demy  Bvo. 
izs.  6d.  net. 


Wordsworth    (Christopher).       See  Anti- 

quary's  Books. 
Wordsworth  (W.).     THE  POEMS  OF. 

With  Introduction  and  Notes  by  NOWELL 

C.  SMITH,  Fellow  of  New  College,  Oxford. 

In  Four  Volumes.     Demy  Bvo.      $s.   net 

each.     See  also  Little  Library. 
Wordsworth  (W.)  and  Coleridge  (S.  T.). 

See  Little  Library. 
Wright  (Arthur),  M.A. ,  Fellow  of  Queen's 

College,     Cambridge.       See    Churchman's 

Library. 

Wright  (C.  Gordon).     See  Dante. 
Wright  (J.  C.).     TO-DAY.      Fcap.  i6mo. 

is.  net. 

Wright  (Sophie).     GERMAN  VOCABU- 
LARIES FOR  REPETITION.  Fcap.  Bvo. 

is.  6d. 
Wrong  (George  M.),   Professor  of  History 

in     the     University     of    Toronto.     THE 

EARL  OF  ELGIN.     Illustrated.     Demy 

Bvo.     js.  6d.  net. 

A  Colonial  Edition  is  also  published. 
Wyatt(Kate)  and  Gloag  (M.).     A  BOOK 

OF    ENGLISH    GARDENS.     With    24 

Illustrations  in  Colour.    Demy  Bvo.    los.  6s. 

net. 
Wylde(A.  B.).     MODERN  ABYSSINIA. 

With  a  Map  and  a  Portrait.      Demy  Bvo. 

i$s.  net. 

A  Colonial  Edition  s  also  published 
Wyndham  (George).    THE  POEMS  OF 

WILLIAM   SHAKESPEARE.     With  an 

Introduction  and  Notes.  Demy  Bvo.  Buck' 

ram,  gilt  top.     los.  6d. 
Wyon  (  R. ).     See  Half-crown  Library. 
Yeats  (W.  B.).     AN   ANTHOLOGY   OF 

IRISH  VERSE.     Revised  and  Enlarged 

Edition.     Cr.  Bvo.     35.  6d. 
Young  (Filson).    THE   COMPLETE 

MOTORIST.       With  138  Illustrations. 

Sixth  Edition.     Demy  Bvo.     I2S.  6d.  net. 

A  Colonial  Edition  is  also  published. 
Young  (T.  M.).     THE    AMERICAN 

COTTON     INDUSTRY:    A     Study    of 

Work  and  Workers.  Cr.  Bvo.  Clotht  2J.  6d.  ; 

paper  boards,  is.  6d. 
Zimmern  (Antonia).      WHAT   DO   WE 

KNOW     CONCERNING     ELECTRI- 

CITY?    Fcap.  Bvo.    is.  6d.  net. 


Ancient  Cities 

General  Editor,  B.  C.  A.  WINDLE,  D.Sc.,  F.R.S. 
Cr.  8vo.     4.y.  6d.  net. 


CHESTER.    By  B.  C.  A.  Windle,  D.Sc.  F.R.S. 

Illustrated  by  E.  H.  New. 
SHREWSBURY.      By  T.  Auden,  M.A.,  F.S.A. 

Illustrated. 
CANTERBURY.     By  J.  C.  Cox,  LL.D.,  F.S.A. 

Illustrated. 


EDINBURGH.  By  M.  G.  Williamson.  Illus- 
trated by  Herbert  Railton. 

LINCOLN.  By  E.  Mansel  Sympson,  M.A., 
M.D.  Illustrated  by  E.  H.  New. 

BRISTOL.  By  Alfred  Harvey.  Illustrated 
by  E.  H.  New. 
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Antiquary's  Books,  The 

General  Editor,  J.  CHARLES  COX,  LL.D.,  F.S.A. 

A  series  of  volumes  dealing  with  various  branches  of  English  Antiquities ; 
comprehensive  and  popular,  as  well  as  accurate  and  scholarly. 

Demy  Svo.     Js.  6d.  net. 


ENGLISH  MONASTIC  LIFE.  By  the  Right 
Rev.  Abbot  Gasquet,  O.S  B.  Illustrated. 
Third  Edition. 

REMAINS  OF  THE  PREHISTORIC  AGE  IN 
ENGLAND.  By  B.  C.  A.  Windle,  D.Sc., 
F.R.  S.  With  numerous  Illustrations  and 
Plans. 

OLD  SERVICE  BOOKS  OF  THE  ENGLISH 
CHURCH.  By  Christopher  Wordsworth, 
M.A.,  and  Henry  Littlehales.  With 
Coloured  and  other  Illustrations. 

CELTIC  ART.  By  J.  Romilly  Allen,  F.S.A. 
With  numerous  Illustrations  and  Plans. 


ARCHAEOLOGY     AND     FALSE     ANTIQUITIES. 
By  R.  Munro,  LL.D.     Illustrated. 

SHRINES  OF  BRITISH  SAINTS.   ByJ.  C.  Wall. 
With  numerous  Illustrations  and  Plans. 

THE  ROYAL  FORESTS  OF  ENGLAND.    By  J. 
C.  Cox,  LL.D.,  F.S.A.     Illustrated. 

THE     MANOR    AND     MANORIAL    RECORDS. 
By  Nathaniel  J.  Hone.     Illustrated. 

SEALS.    ByJ.  Harvey  Bloom.    Illustrated. 


Beginner's  Books,  The 

Edited  by  W.  WILLIAMSON,  B.A. 


EASY  FRENCH  RHYMES.  By  Henri  Blouet. 
Illustrated.  Fcap.  &V0.  is. 

EASY  STORIES  FROM  ENGLISH  HISTORY.  By 
E.  M.  Wilmot-Buxton,  Author  of '  Makers 
of  Europe.'  Cr.  Svo.  is. 


EASY  EXERCISES  IN  ARITHMETIC.     Arranged 

byW.  S.  Beard.  Second  Edition.  Fcap.%vo. 

Without  Answers,  is.  With  Answers,  is.  -$d. 
EASY  DICTATION    AND    SPELLING.      By  W. 

Williamson,   B.A.     Fifth  Edition.     Fcap. 

Svo.     is. 


Business,  Books  on 

Cr.  Svo.     2s.  6d.  net. 

A  series  of  volumes  dealing  with  all  the  most  important  aspects  of  commercial  and 
financial  activity.  The  volumes  are  intended  to  treat  separately  all  the  considerable 
industries  and  forms  of  business,  and  to  explain  accurately  and  clearly  what  they  do 
and  how  they  do  it.  Some  are  Illustrated.  The  first  volumes  are — 

PORTS  AND  DOCKS.    By  Douglas  Owen. 

RAILWAYS.    By  E.  R.  McDermott. 

THE  STOCK  EXCHANGE.     By  Chas.   Duguid. 

Second  Edition. 
THB    BUSINESS   OF    INSURANCE.     By  A.  J. 

Wilson. 
THE    ELECTRICAL    INDUSTRY  :     LIGHTING, 

TRACTION,  AND  POWER.    By  A.  G.  Whyte, 

B.Sc. 
THE  SHIPBUILDING  INDUSTRY  :  Its  History, 

Science,  Practice,  and  Finance.     By  David 

Pollock,  M.I.N.A. 

THE  MONEY  MARKET.     By  F.  Straker. 
THE  BUSINESS   SIDE  OF  AGRICULTURE.     By 

A.  G.  L.  Rogers,  M.A. 
LAW  IN  BUSINESS.     By  H.  A.  Wilson. 
THE    BREWING    INDUSTRY.      By   Julian    L. 

Baker,  F. I.C.,  F.C.S. 


THE  AUTOMOBILE  INDUSTRY.  By  G.  de  H. 
Stone. 

MINING  AND  MINING  INVESTMENTS.  By 
'A.  Moil.' 

THE  BUSINESS  OF  ADVERTISING.  By  Clarence 
G.  Moran,  Barrister-at-Law.  Illustrated. 

TRADE  UNIONS.     By  G.  Drage. 

CIVIL  ENGINEERING.  By  T.  Claxton  Fidler, 
M.Inst.  C.E.  Illustrated. 

THE  IRON  TRADE.  ByJ.  Stephen  Jeans.  Illus- 
trated. 

MONOPOLIES,  TRUSTS.  AND  KARTELLS.  By 
F.  W.  Hirst. 

THK  COTTON  INDUSTRY  AND  TRADE.  By 
Prof.  S.  J.  Chapman,  Dean  of  the  Faculty 
of  Commerce  in  the  University  of  Man* 
Chester.  Illustrated. 
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Byzantine  Texts 

Edited  by  J.  B.  BURY,  M.A.,  Litt.D. 
A  series  of  texts  of  Byzantine  Historians,  edited  by  English  and  foreign  scholars. 


ZACHARIAH  OF  MITYLENE.  Translated  by  F. 
J.  Hamilton,  D.D.,  and  E.  W.  Brooks. 
Demy  8vo.  12$.  6d.  net. 

EVAGRIUS.  Edited  by  Leon  Parmentier  and 
M.  Bidez.  Demy  8vo.  los.  6d.  net. 


THE  HISTORY  OF  PSELLUS.     Edited  by  C. 

Sathas.    Demy  Zvo.     15.?.  net. 
ECTHESIS  CHRONICA.      Edited  by  Professor 

Lambros.     Demy  Zvo.     js.  6d.  net. 
THE  CHRONICLE  OF  MOREA.    Edited  by  John 

Schmitt.    Dem*>%vo.     iss.net. 


Churchman's  Bible,  The 

General  Editor,  J.  H.  BURN,  B.D.,  F.R.S.E. 

A  series  of  Expositions  on  the  Books  of  the  Bible,  which  will  be  of  service  to  the 
general  reader  in  the  practical  and  devotional  study  of  the  Sacred  Text. 

Each  Book  is  provided  with  a  full  and  clear  Introductory  Section,  in  which  is 
stated  what  is  known  or  conjectured  respecting  the  date  and  occasion  of  the  com- 
position of  the  Book,  and  any  other  particulars  that  may  help  to  elucidate  its  meaning 
as  a  whole.  The  Exposition  is  divided  into  sections  of  a  convenient  length,  corre- 
sponding as  far  as  possible  with  the  divisions  of  the  Church  Lectionary.  The 
Translation  of  the  Authorised  Version  is  printed  in  full,  such  corrections  as  are 
deemed  necessary  being  placed  in  footnotes. 


THE  EPISTLE  OF  ST.  PAUL  THE  APOSTLE  TO 

THE  GALATIANS.    Edited  by  A.  W.  Robin- 

son, M.A.     Second  Edition.      Fcap.  8vo. 

is.  6d.  net. 
ECCLESIASTES.     Edited  by  A.   W.    Streane, 

D.D.     Fcap.  8vo.    is.  6d.  net. 
THE  EPISTLE  OF  ST.  PAUL  THE  APOSTLE  TO 

THE  PHILIPPIANS.      Edited  by  C.   R.   D. 

Biggs,  D.D.    Second  Edition.    Fcap  %vo. 

is.  6d.  net. 

Churchman'  s 

General  Editor,  J.  H. 

THE  BEGINNINGS  OF  ENGLISH  CHRISTIANITY. 

By  W.E.Collins,  M.A.  With  Map.  Cr.lvo. 

3s.6d. 
SOME    NEW   TESTAMENT    PROBLEMS.       By 

Arthur  Wright,  M.A.    Cr.  8v0.     6s. 
THE  KINGDOM  OF  HEAVEN  HERE  AND  HERE- 

AFTER.    By  Canon  Winterbotham,   M.A.  , 

B.Sc.,LL.B.    Cr.  8vo.    3s.6d. 
THE  WORKMANSHIP  OF  THE  PRAYER  BOOK  : 

Its  Literary  and  Liturgical  Aspects.     By  J. 

Dowden,  D.D.    Second  Edition.     Cr.  8v0. 

y.  6d. 


THE  EPISTLE  OF  ST.  JAMES.  Edited  by 
H.  W.  Fulford,  M.A.  Fcap.  8vo.  is.  6d. 
net. 

ISAIAH.  Edited  by  W.  E.  Barnes,  D.D.  Two 
Volumes.  Fcap.  8vo.  zs.  net  each.  With 
Map. 

THE  EPISTLE  OF  ST.  PAUL  THE  APOSTLE  TO 
THE  EPHESI  ANS.  Edited  by  G.  H.  Whitaker, 
M.A.  Fcap.  8vo.  is.  6d.  net. 

Library,  The 

BURN,  B.D.,  F.R.S.E. 

EVOLUTION.    By  F.  B.  Jevons,  M.A.,  Litt.D 

Cr.  8v0.     3*.  6d. 
THE  OLD  TESTAMENT  AND  THE  NEWSCHOLAR- 

SHIP.    ByJ.  W.  Peters,  D.D.    Cr.  8v0.    6s. 
THE  CHURCHMAN'S  INTRODUCTION  TO  THE 

OLD  TESTAMENT.     By  A.  M.  Mackay,  B.A. 

Cr.  8v0.    3*.  6d. 
THE  CHURCH  OF  CHRIST.     By  E.  T.  Green, 

M.A.    Cr.  %vo.    6s. 
COMPARATIVE   THEOLOGY.    By  J.  A.   Mac- 

Culloch.    Cr.  8v0.    6s. 


Classical  Translations 

Edited  by  H.  F.  Fox,  M.A.,  Fellow  and  Tutor  of  Brasenose  College,  Oxford. 

Crown  Sv0. 

A  series  of  Translations  from  the  Greek  and  Latin  Classics,  distinguished  by  literary 
excellence  as  well  as  by  scholarly  accuracy. 


^ESCHYLUS  —  Agamemnon,  Choephoroe,  Eu- 
menides.  Translated  by  Lewis  Campbell, 
LL.D.  5*. 

CICERO— De  Oratore  I.  Translated  by  E.  N. 
P.  Moor,  M.A.  3*.  6d. 


CICERO— Seleet  Orations  (Pro  Milone,  Pro 
Mureno,  Philippic  n.,  in  Catilinam).  Trans- 
lated by  H.  E.  D.  Blakiston,  M.A.  $s. 

CICERO — De  Natura  Deorum.  Translated  by 
F.  Brooks,  M.A.  3*.  6d. 
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CLASSICAL  TRANSLATIONS — continued. 

CICERO-— De  Officiis.     Translated  by  G.    B. 

Gardiner,  M.A.     zs.  6d. 
HORACE— The  Odes  and  Epodes.    Translated 

by  A.  D.  Godley,  M.A.     zs. 
LUCIAN — Six  Dialogues  (Nigrinus,  Icaro-Me- 

nippus,  The  Cock,  The  Ship,  The  Parasite, 

The  Lover  of  Falsehood)     Translated  by  S. 


T.  Irwin,  M.A.    3*.  6d. 

SOPHOCLES— Electra  and  Ajax.  Translated  by 
E.  D.  A.  Morshead,  M.A.  zs.  6d. 

TACITUS— Agricola  and  Germania.  Trans- 
lated by  R.  B.  Townshend.  zs.  bd. 

THE  SATIRES  OF  JUVENAL.  Translated  by 
S.  G.  Owen.  zs.  6d. 


Commercial  Series 

Edited  by  H.  DE  B.  GIBBINS,  Litt.D.,  M.A. 
Cro-wn  &vo. 

A  series  intended  to  assist  students  and  young  men  preparing  for  a  commercial 
career,  by  supplying  useful  handbooks  of  a  clear  and  practical  character,  dealing 
with  those  subjects  which  are  absolutely  essential  in  the  business  life. 

COMMERCIAL    EDUCATION  IN    THEORY    AND 

PRACTICE.     By  E.  E.  Whitfield,  M.A.     S.T. 
An  introduction  to  Methuen's  Commercial 

Series  treating  the  question  of  Commercial 

Education  fully  from  both  the  point  of  view 

of  the  teacher  and  of  the  parent. 
BRITISH    COMMERCE    AND    COLONIES    FROM 

ELIZABETH  TO  VICTORIA.      By  H.    de  B. 

Gibbins,  Litt.D.,  M.A.    Third  Edition,  is. 
COMMERCIAL  EXAMINATION  PAPERS.     By  H. 

de  B.  Gibbins,  Litt.D.,  M.A.     is.  6d. 
THE  ECONOMICS  OF  COMMERCE,     By  H.  de 

B.  Gibbins,  LittD.,  M.A.    Second  Edition. 

is.  6d. 
A  GERMAN  COMMERCIAL  READER.    By  S.  E. 

Bally.     With  Vocabulary.     zs. 
A  COMMERCIAL  GEOGRAPHY  OF  THE  BRITISH 

EMPIRE.      By  L.  W.  Lyde,  M.A.    Fourth 

Edition,     zs. 
A    COMMERCIAL    GEOGRAPHY    OF    FOREIGN 

NATIONS.    By  F.  C.  Boon,  B.A.    2s. 


A    PRIMER    OF    BUSINESS.     By  S.  Jackson, 

M.A.     Third  Edition,     is.  6d. 
COMMERCIAL  ARITHMETIC.     By  F.  G.  Taylor, 

M.A.     Fourth  Edition,     is.  6d. 
FRENCH  COMMERCIAL  CORRESPONDENCE.    By 

S.   E.   Bally.      With   Vocabulary.      Third 

Edition.     zs. 
GERMAN  COMMERCIAL  CORRESPONDENCE.  By 

S.   E.   Bally.      With   Vocabulary.     Second 

Edition,    vs.  6d. 
A  FRENCH  COMMERCIAL  READER.    By  S.  E. 

Bally.  With  Vocabulary.  Second  Edition,  zs. 
PRECIS  WRITING  AND  OFFICE  CORRESPOND- 
ENCE.    By  E.  E.  Whitfield,  M.A.     Second 

Edition,     zs. 
A  GUIDE  TO  PROFESSIONS  AND   BUSINESS. 

By  H.  Jones,     is.  6d. 
THE  PRINCIPLES  OF  BOOK-KEEPING  BY  DOUBLE 

ENTRY.     By  J.  E.  B.  M 'Allen,  M.A.     zs. 
COMMERCIAL  LAW.  By  W.  Douglas  Edwards. 

Second  Edition,     zs. 


Connoisseur's  Library,  The 

Wide  Royal  Svo.     25^.  net, 

A  sumptuous  series  of  20  books  on  art,  written  by  experts  for  collectors,  superbly 
illustrated  in  photogravure,  collotype,  and  colour.  The  technical  side  of  the  art  is 
duly  treated.  The  first  volumes  are — 

IVORIES.  By  A.  Maskell.  With  Bo  Plates  in 
Collotype  and  Photogravure. 

ENGLISH  FURNITURE.  By  F.  S.  Robinson. 
With  160  Plates  in  Collotype  and  one  in 
Photogravure.  Second  Edition. 

EUROPEAN  ENAMELS.  By  H.  CUNYNGHAME, 
C.B.  With  many  Plates  in  Collotype  and  a 
Frontispiece  in  Photogravure. 


uuijr    UVMWU*          J-  m-  »ii  ji    rwMuu««  e^i*- 

MEZZOTINTS.     By  Cyril  Davenport.     With  40 

Plates  in  Photogravure. 
PORCELAIN.      By  Edward  Dillon.      With    19 

Plates  in  Colour,  20  in  Collotype,  and  5  in 

Photogravure. 
MINIATURES.      By  Dudley  Heath.      With  9 

Plates  in  Colour,  15  in  Collotype,  and  15  in 

Photogravure, 
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Devotion,  The  Library  of 

With  Introductions  and  (where  necessary)  Notes. 
Small  Pott  Svo,  doth,  zs.  ;  leather,  2s.  6d.  net. 

These  masterpieces  of  devotional  literature  are  furnished  with  such  Introductions 
and  Notes  as  may  be  necessary  to  explain  the  standpoint  of  the  author  and  the 
obvious  difficulties  of  the  text,  without  unnecessary  intrusion  between  the  author  and 
the  devout  mind. 


THE  CONFESSIONS  OF  ST.  AUGUSTINE.  Edited 

by  C.  Bigg,  D.D.     Fifth  Edition. 
THE   CHRISTIAN   YEAR.      Edited  by  Walter 

Lock,  D.  D.     Third  Edition. 
THE   IMITATION   OF  CHRIST.     Edited  by  C. 

Bigg,  D.D.     Fourth  Edition. 
A   BOOK  OF  DEVOTIONS.     Edited  by  J.   W. 

Stanbridge.  B.D.     Second  Edition. 
LYRA    INNOCENTIUM.        Edited    by    Walter 

Lock,  D.D. 
A  SERIOUS  CALL  TO  A  DEVOUT  AND  HOLY 

LIFE.     Edited  by  C.  Bigg,  D.D.    Second 

Edition. 
THE  TEMPLE.     Edited  by  E.  C.  S.  Gibson, 

D.D.     Second  Edition. 
A  GUIDE  TO  ETERNITY.    Edited  by  J.  W. 

Stanbridge,  B.D. 
THE  PSALMS  OF  DAVID.    Edited  by  B.  W. 

Randolph,  D.D. 
LYRA  APOSTOLICA.      By  Cardinal    Newman 

and  others.    Edited  by  Canon  Scott  Holland 

and  Canon  H.  C.  Beeching.  M.A. 
THE  INNER  WAY.    By  J.  Tauler.    Edited  by 

A.W.  Hutton,  M.A. 
THE  THOUGHTS  OF  PASCAL.     Edited  by  C. 

S.  Jerram,  M.A. 


ON  THE  LOVE  OF  GOD.     By  St.  Francis  de 

Sales.     Edited  by  W.  J.  Knox-Little,  M.A. 
A    MANUAL    OF    CONSOLATION    FROM    THE 

SAINTS  AND  FATHERS.    Edited  by  J.  H. 

Burn,  B.D. 
THE  SONG  OF  SONGS.   Edited  by  B.  Blaxland. 

M.A. 
THE  DEVOTIONS  OF  ST.  ANSKLM.   Edited  by 

C.  C.  J.  Webb,  M.A. 
GRACE  ABOUNDING.  By  John  Bunyan.  Edited 

by  S.  C.  Freer,  M.A. 
BISHOP  WILSON'S  SACRA  PRIVATA.     Edited 

by  A.  E.  Burn,  B.D. 
LYRA    SACRA  :    A    Book    of   Sacred    Verse. 

Edited  by  H.  C.  Beaching,  M.A.,  Canon  of 

Westminster. 
A  DAY  BOOK  FROM  THE  S  AINTS  AND  FATHERS. 

Edited  by  J.  H.  Burn,  B.D. 
HEAVENLY  WISDOM.     A  Selection  from  the 

English  Mystics.     Edited  by  E.  C.  Gregory. 
LIGHT,  LIFE,  and  LOVE.   A  Selection  from  the 

German  Mystics.     Edited  by  W.  R.  Inge, 

]M.  A. 
AN  INTRODUCTION  TO  THE  DEVOUT  LIFE. 

By  St.  Francis  de  Sales.    Translated  and 

Edited  by  T.  Barns,  M.A, 


Methuen's  Standard  Library 

In  Sixpenny  Volumes. 

THE  STANDARD  LIBRARY  is  a  new  series  of  volumes  containing  the  great  classics  of  the 
world,  and  particularly  the  finest  works  of  English  literature.  All  the  great  masters  will  be 
represented,  either  in  complete  works  or  in  selections.  It  is  the  ambition  of  the  publishers  to 
place  the  best  books  of  the  Anglo-Saxon  race  within  the  reach  of  every  reader,  so  that  the 
series  may  represent  something  of  the  diversity  and  splendour  of  our  English  tongue.  The 
characteristics  of  THE  STANDARD  LIBRARY  are  four  :— i.  SOUNDNESS  OF  TEXT.  2.  CHEAPNESS. 
3.  CLEARNESS  OF  TYPE.  4.  SIMPLICITY.  The  books  are  well  printed  on  good  paper  at  a 
price  which  on  the  whole  is  without  parallel  in  the  history  of  publishing.  Each  volume  con- 
tains from  loo  to  250  pages,  and  is  issued  in  paper  covers,  Crown  8vo,  at  Sixpence  net,  or  in 
cloth  gilt  at  One  Shilling  net.  In  a  few  cases  long  books  are  issued  as  Double  Volumes 
or  as  Treble  Volumes. 

The  following  books  are  ready  with  the  exception  of  those  marked  with  a  t,  which  denotes 
that  the  book  is  nearly  ready : — 


THE   MEDITATIONS   OF  MARCUS  AURELIUS. 

The  translation  is  by  R.  Graves. 
THE  NOVELS  OF  JANE  AUSTEN.    In  5  volumes. 
VOL,  I. — Sense  and  Sensibility. 

ESSAYS  AND  COUNSELS  and  THB  NEW 
ATLANTIS.  By  Francis  Bacon,  Lord 
Verulam. 


RELIGIO    MEDICI   and    URN    BURIAL.     By 

Sir  Thomas  Browne.    The  text  has  been 

collated  by  A.  R.  Waller. 
THE  PILGRIM'S  PROGRESS.     By  John  Bunyan. 
REFLECTIONS  ON  THE  FRENCH  REVOLUTION. 

By  Edmund  Burke. 
THE  ANALOGY  OF  RELIGION,  NATURAL  AND 

REVEALED.    By  Joseph  Butler,  D.D. 
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THE  STANDARD  LIBRARY— continued. 
THE  POEMS  OF  THOMAS  CHATTERTON. 

volumes. 

Vol.  i. — Miscellaneous  Poems. 
tVol.  n.— The  Rowley  Poems. 
fViTA   NUOVA.     By  Dante.     Translated  into 

English  by  D.  G.  Rossetti. 
TOM  JONES,    fey  Henry  Fielding.    Treble  Vol. 
CRANFORD.     By  Mrs.  Gaskell. 
THE  HISTORY  OF  THB  DECLINE  AND  FALL  OF 
THE  ROMAN  EMPIRE.     By  Edward  Gibbon. 
In  7  double  volumes. 
Vol.  v.  is  nearly  ready. 
The  Text  and  Notes  have  been  revised  by 


J.  B.  Bury,  Litt.D.,  but  the  Appendices  of 
the  more  expensive  edition  are  not  given. 
tTHE   VICAR  OF  WAKEFIELD.      By    Oliver 

Goldsmith. 

THE  POEMS  ANDPLAYS  OF  OLIVER  GOLDSMITH. 
THE  WORKS  OF  BEN  JONSON. 

fVoL.  I.— The  Case  is  Altered.  Every  Man 
in  His  Humour.  Every  Man  out  of  His 
Humour. 

The  text  has  been  collated  by  H.  C.  Hart. 
THE  POEMS  OF  JOHN  KEATS.    Double  volume. 
The  Text  has  been  collated    by  E.    de 
Selincourt. 

ON  THE  IMITATION  OF  CHRIST.     By  Thomas 
a  Kempis. 

The  translation  is  by  C.  Bigg,  DD.,  Canon 
of  Christ  Church. 
A  SERIOUS  CALL  TO  A  DEVOUT  AND  HOLY 

LIFE.     By  William  Law. 
THE  PLAYS  OF  CHRISTOPHER  MARLOWE. 
tVol.  i.— Tamburlane  the  Great.     The  Tra- 
gical History  of  Dr.  Faustus. 
THE  PLAYS  OF  PHILIP  MASSINGER. 
tVoL  i.— The  Duke  of  Milan. 


In  2    THE  POEMS  OF  JOHN  MILTON.     In  2  volumes. 

Vol.  i.— Paradise  Lost. 
THE  PROSE  WORKS  OF  JOHN  MILTON. 

VOL.  i.— Eikonoklastes  and  The  Tenure  of 

Kings  and  Magistrates. 
SELECT  WORKS  OF  SIR  THOMAS  MORE. 

Vol.  i. — Utopia  and  Poems. 
THE   REPUBLIC   OF    PLATO.     Translated  by 
Sydenham  and  Taylor.    Double  Volume. 
The     translation    has    been    revised    by 
W.  H.  D.  Rouse. 
THE    LITTLE    FLOWERS    OF    ST.    FRANCIS. 

Translated  by  W.  Heywood. 
THE  WORKS  OF  WILLIAM  SHAKESPEARE.     In 


10  volumes. 
VOL.  i.— The  Tempest ;  The  Two  Gentlemen 

of  Verona ;  The  Merry  Wives  of  Windsor  ; 

Measure  for  Measure ;  The  Comedy  of 

Errors. 
VOL.  1 1. — Much  Ado  About  Nothing ;  Love's 

Labour's   Lost;    A   Midsummer  Night's 

Dream  ;  The  Merchant  of  Venice ;  As  You 

Like  It. 
VOL.  in.— The  Taming  of  the  Shrew  ;  All 's 

Well  that  Ends  Well:  Twelfth  Night ;  The 

Winter's  Tale. 
Vol.  iv.— The  Life  and  Death  of  King  John; 

The  Tragedy  of  King  Richard  the  Second  ; 

The  First  Part  of  King  Henry  iv.  ;  The 

Second  Part  of  King  Henry  iv. 
Vol.  v.— The  Life  of  King  Henry  v.  ;  The 

First  Part  of  King  Henry  vi. ;  The  Second 

Part  of  King  Henry  vi. 

THE  LIFE  OF  NELSON.     By  Robert  Southey. 
THE  NATURAL  HISTORY  AND  ANTIQUITIES  OF 
SELBORNE.    By  Gilbert  White. 


Half-Crown  Library 


Crown  8v0. 
THE  LIFE  OF  JOHN    RUSKIN.      By  W.   G. 

Colling  wood ,  M.  A.  With  Portraits.     Sixth 

Edition. 
ENGLISH  LYRICS.    By  W.  E.  Henley.   Second 

Edition. 
THE  GOLDEN  POMP.    A  Procession  of  English 

Lyrics.     Arranged  by  A.  T.  Quiller  Couch. 

Second  Edition. 

CHITRAL  :  The  Story  of  a  Minor  Siege.  By 
Sir  G.  S.  Robertson,  K. C.S.I.  Third 
Edition.  Illustrated. 


By 


2S.  6d.  net. 

STRANGE  SURVIVALS  AND  SUPERSTITIONS. 
S.  Baring-Gould.     Third  Edition. 

YORKSHIRE  ODDITIES  AND  STRANGE  EVENTS. 
By  S.  Baring-Gould.  Fourth  Edition. 

ENGLISH  VILLAGES.  By  P.  H.  Ditchfield, 
M.A.,  F.S.A.  Illustrated.  Second  Edition. 

A  BOOK  OF  ENGLISH  PROSE.  By  W.  E. 
Henley  and  C.  Whibley. 

THE  LAND  OF  THE  BLACK  MOUNTAIN. 
Being  a  Description  of  Montenegro.  By 
R.  Wyon  and  G.  Prance.  With  40  Illustra- 
tions. 


Illustrated  Pocket  Library  of  Plain  and  Coloured  Books,  The 

Fcap  Sve.     3*.  6d.  net  each  "volume. 

A  series,  in  small  form,  of  some  of  the  famous  illustrated  books  of  fiction  and 
general  literature.      These  are  faithfully  reprinted  from  the  first  or  best  editions 
without  introduction  or  notes.     The  Illustrations  are  chiefly  in  colour. 
COLOURED    BOOKS 


OLD  COLOURED  BOOKS.    By  George  Paston. 

With  16  Coloured  Plates.  Fcap.  8vo.  zs.  net. 

THE  LIFE  AND  DEATH  OF  JOHN  MYTTON,  ESQ. 


By  Nimrod.     With  x8  Coloured  Plates  by 
Henry  Alken  and  T.  J.  Rawlins.  Fourth 

Edition-  [Continued. 


GENERAL  LITERATURE 


ILLUSTRATED  POCKET  LIBRARY  OK  PLAIN  AND  COLOURED  BOOKS— -continued. 


THE  LIFE  OF  A  SPORTSMAN.  By  Nimrod, 
With  35  Coloured  Plates  by  Henry  Alken. 

HANDLEY  CROSS.  By  R.  S.  Surtees.  With 
17  Coloured  Plates  and  100  Woodcuts  in  the 
Text  by  John  Leech.  Second  Edition. 

MR.  SPONGE'S  SPORTING  TOUR.  By  R.  S. 
Surtees.  With  13  Coloured  Plates  and  90 
Woodcuts  in  the  Text  by  John  Leech. 

JORROCKS*  JAUNTS  AND  JOLLITIES.  By  R.  S. 
Surtees.  With  15  Coloured  Plates  by  H. 
Alken.  Second  Edition. 

This  volume  is  reprinted  from  the  ex- 
tremely rare  and  costly  edition  of  1843,  which 
contains  Alken's  very  fine  illustrations 
instead  of  the  usual  ones  by  Phiz. 

ASK  MAMMA.  By  R.  S.  Surtees.  With  13 
Coloured  Plates  and  70  Woodcuts  in  the 
Text  by  John  Leech. 

THE  ANALYSIS  OF  THE  HUNTING  FIELD.  By 
R.  S.  Surtees.  With  7  Coloured  Plates  by 
Henry  Alken,  and  43  Illustrations  en  Wood. 

THE  TOUR  OF  DR.  SYNTAX  IN  SEARCH  OF 
THE  PICTURESQUE.  By  William  Combe. 
With  30  Coloured  Plates  by  T.  Rowlandson, 

THE  TOUR  OF  DOCTOR  SYNTAX  IN  SEARCH 
OF  CONSOLATION.  By  William  Combe. 
With  24  Coloured  Plates  by  T.  Rowlandson. 

THE  THIRD  TOUR  OF  DOCTOR  SYNTAX  IN 
SEARCH  OF  A  WIFE.  By  William  Combe. 
With  24  Coloured  Plates  by  T.  Rowlandson. 

THB  HISTORY  OF  JOHNNY  QUAE  GENUS  :  the 
Liltle  Foundling  of  the  late  Dr.  Syntax. 
By  the  Author  of '  The  Three  Tours. '  With 
24  Coloured  Plates  by  Rowlandson. 

THE  ENGLISH  DANCE  OF  DEATH,  from  the 
Designs  of  T.  Rowlandson,  with  Metrical 
Illustrations    by   the  Author   of    'Doctor 
Syntax.'    Two  Volumes. 
This  book  contains  76  Coloured  Plates. 

THE  D  A  NCE  OF  Li  FE  :  A  Poem.  By  the  Author 
of  'Doctor  Syntax.'  Illustrated  with  26 
Coloured  Engravings  by  T.  Rowlandson. 

LIFE  IN  LONDON  :  or,  the  Day  and  Night 
Scenes  of  Jerry  Hawthorn,  Esq.,  and  his 
Elegant  Friend,  Corinthian  Tom.  By 
Pierce  Egan.  With  36  Coloured  Plates  by 
I.  R.  and  G.  Cruikshank.  With  numerous 
Designs  on  Wood. 

REAL  LIFE  IN  LONDON:  or,  the  Rambles 
and  Adventures  of  Bob  Tallyho,  Esq.,  and 
his  Cousin,  The  Hon.  Tom  Dashall.  By  an 


Amateur  (Pierce  Egan).  With  31  Coloured 
Plates  by  Alken  and  Rowlandson,  etc. 
Two  Volumes. 

THE  LIFE  OF  AN  ACTOR.  By  Pierce  Egan. 
With  27  Coloured  Plates  by  Theodore  Lane, 
and  several  Designs  on  Wood. 

THE  VICAR  OF  WAKEFIELD.  By  Oliver  Gold- 
smith. With  24  Coloured  Plates  by  T.  Row- 
landson. 

THE  MILITARY  ADVENTURES  OF  JOHNNY 
NEWCOME.  By  an  Officer.  With  15  Coloured 
Plates  by  T.  Rowlandson. 

THE  NATIONAL  SPORTS  OF  GREAT  BRITAIN. 
With  Descriptions  and  51  Coloured  Plates 
by  Henry  Alken. 

This  book  is  completely  different  from  the 
large  folio  edition  of  'National  Sports  "by 
the  same  artist,  and  none  of  the  plates  are 
similar. 

THE  ADVENTURES  OF  A  POST  CAPTAIN.  By 
A  Naval  Officer.  With  24  Coloured  Plates 
by  Mr.  Williams. 

GAMONIA  :  or,  the  Art  of  Preserving  Game  ; 
and  an  Improved  Method  of  making  Planta- 
tions and  Covers,  explained  and  illustrated 
by  Lawrence  Rawstorne,  Esq.  With  15 
Coloured  Plates  by  T.  Rawlins. 

AN  ACADEMY  FOR  GROWN  HORSEMEN  :  Con- 
taining the  completes!  Instructions  for 
Walking,  Trotting,  Cantering,  Galloping, 
Stumbling,  and  Tumbling.  Illustrated  with 
27  Coloured  Plates,  and  adorned  with  a 
Portrait  of  the  Author.  By  Geoffrey 
Gambado,  Esq. 

REAL  LIFE  IN  IRELAND,  or,  the  Day  and 
Night  Scenes  of  Brian  Boru,  Esq.,  and  his 
Elegant  Friend,  Sir  Shawn  O'Dogherty. 
By  a  Real  Paddy.  With  19  Coloured  Plates 
by  Heath,  Marks,  etc. 

THE  ADVENTURES  OF  JOHNNY  NEWCOME  IN 
THE  NAVY.  By  Alfred  Burton.  With  16 
Coloured  Plates  by  T.  Rowlandson. 

THE  OLD  ENGLISH  SQUIRE:  A  Poem.  By 
John  Careless,  Esq.  With  20  Coloured 
Plates  after  the  style  of  T.  Rowlandson. 

*THE  ENGLISH  SPY.  By  Bernard  Black- 
mantle.  With  72  Coloured  Plates  by  R. 
Cruikshank,  and  many  Illustrations  on 
wood.  Two  Volumes. 


PLAIN    BOOKS 


THE  GRAVE  :  A  Poem.  By  Robert  Blair. 
Illustrated  by  12  Etchings  executed  by  Louis 
Schiavonetti  from  the  original  Inventions  of 
William  Blake.  With  an  Engraved  Title  Page 
and  a  Portrait  of  Blake  by  T.  Phillips,  R.A. 
The  illustrations  are  reproduced  in  photo- 
gravure. 


ILLUSTRATIONS  OF  THE  BOOK  OF  JOB.     In- 
vented and  engraved  by  William  Blake. 
These  famous  Illustrations—  21  in  number 


—  are  reproduced  in  photogravure. 

With    380    Woodcuts 


FABLES. 
Thomas  Bewick. 


by 


{Continued. 
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ILLUSTRATED  POCKET  LIBRARY  OP  PLAIN  AND  COLOURED  BOOKS— continued. 


WINDSOR  CASTLE.  ByW.  Harrison  Ainsworth. 

With  22  Plates  and  87  Woodcuts  in  the  Text 

by  George  Cruik  shank. 
THE  TOWER  OF  LONDON.      By  W.  Harrison 

Ainsworth.  With  40  Plates  and  58  Woodcuts 

in  the  Text  by  George  Cruikshank. 
FRANK  FAIRLEGH.    By  F.  E.  Smedley.  With 

30  Plates  by  George  Cruikshank. 
HANDY  ANDY.     By  Samuel  Lover.     With  24 

Illustrations  by  the  Author. 


THE  COMPLEAT  ANGLER.  By  Izaak  Walton 
and  Charles  Cotton.  With  14  Plates  and  77 
Woodcuts  in  the  Text. 

This  volume  is  reproduced  from  the  beauti- 
ful edition  of  John  Major  of  1824. 

THE  PICKWICK  PAPERS.  By  Charles  Dickens. 
With  the  43  Illustrations  by  Seymour  and 
Phiz,  the  two  Buss  Plates,  and  the  32  Con- 
temporary  Onwhyn  Plates. 


Junior  Examination  Series 

Edited  by  A.  M.  M.  STEDMAN,  M.A.     Fcap.  8vo.     u. 

This  series  is  intended  to  lead  up  to  the  School  Examination  Series,  and  is  intended 
for  the  use  of  teachers  and  students,  to  supply  material  for  the  former  and  practice 
for  the  latter.  The  papers  are  carefully  graduated,  cover  the  whole  of  the  subject 
usually  taught,  and  are  intended  to  form  part  of  the  ordinary  class  work.  They 
may  be  used  vivd  voce  or  as  a  written  examination. 


JUNIOR  FRENCH  EXAMINATION  PAPERS.     By 

F.  Jacob,  M.A.     Second  Edition. 
JUNIOR  LATIN  EXAMINATION  PAPERS.     By  C. 

G.  Botting,  B.A.     Fourth  Edition. 
JUNIOR  ENGLISH  EXAMINATION  PAPERS.     By 

W.  Williamson,  B.A. 
JUNIOR  ARITHMETIC  EXAMINATION  PAPERS. 

By  W.  S.  Beard.     Second  Edition. 
JVNIOR  ALGEBRA  EXAMINATION  PAPERS.    By 

S.  W.  Finn,  M.A. 


JUNIOR  GREEK  EXAMINATION  PAPERS.  By  T. 
C.  Weatherhead,  M.A. 

JUNIOR  GENERAL  INFORMATION  EXAMINA- 
TION PAPERS.  By  W.  S.  Beard. 

A  KEY  TO  THE  ABOVE.  Crown  Ivo.  y.  6d. 
net. 

JUNIOR  GEOGRAPHY  EXAMINATION  PAPERS. 
By  W.  G.  Baker,  M.A. 

JUNIOR  GERMAN  EXAMINATION  PAPERS.  By 
A.  Voegelin,  M.A. 


Junior  School-Books 

Edited  by  O.  D.  INSKIP,  LL.D.,  and  W.  WILLIAMSON,  B.A. 

A  series  of  elementary  books  for  pupils  in  lower  forms,  simply  written 
by  teachers  of  experience. 


A  CLASS-BOOK  OF  DICTATION  PASSAGES.  By 
W.  Williamson,  B.A.  Eleventh  Edition. 
Cr.  Bvt>.  is.  6d. 

THE  GOSPEL  ACCORDING  TO  ST.  MATTHEW. 
Edited  by  E.  Wilton  South,  M.A.  With 
Three  Maps.  Cr.  8zv.  is.  €>d. 

THK  GOSPEL  ACCORDINGTO  ST.  MARK.  Edited 
by  A.  E.  Rubie,  D.D.  With  Three  Maps. 
Cr.  &vo.  is.  6d. 

A  JUNIOR  ENGLISH  GRAMMAR.  By  W.William- 
son, B.A.  With  numerous  passages  for  parsing 
and  analysis,  and  a  chapter  on  Essay  Writing. 
Third  Edition.  Cr.  &vo.  zs. 

A  JUNIOR  CHEMISTRY.  ByE.  A.  Tyler,  B. A.,  I 
F.C.S.  With  78  Illustrations.  Second  Edi- 
tion. Cr.  &ve>.  zs.  6d. 

THE  ACTS  OP  THE  APOSTLES.  Edited  by  A. 
R  Rubie,  D.D.  Cr.  Bvo.  zs. 

A  JUNIOR  FRENCH  GRAMMAR.  By  L.  A. 
Sornet  and  M.  J.  Acatos.  Cr.  &vo.  zs. 


ELEMENTARY  EXPERIMENTAL  SCIENCE.  PHY- 
SICS by  W.  T.  Clough,  A.R.C.S.  CHEMISTRY 
by  A.  E.  Dunstan,  B.Sc.  With  2  Plates  and 
154  Diagrams.  Third  Edition.  Cr.  %vo. 
2s.  6d. 

A  JUNIOR  GEOMETRY.  By  Noel  S.  Lydon. 
With  276  Diagrams.  Second  Edition.  Cr. 

&VJ.    ZS. 

A  JUNIOR  MAGNETISM  AND  ELECTRICITY.  By 
W.  T.  Clough.  Illustrated.  Cr.  &ve. 

ZS.6d. 

ELEMENTARY  EXPERIMENTAL  CHEMISTRY. 
By  A.  E.  Dunstan,  B.Sc.  With  4  Plates 
and  109  Diagrams.  Cr.  &ro.  zs. 

A  JUNIOR  FRENCH  PROSE  COMPOSITION. 
ByR.  R.  N.  Baron,  M.A.  Cr.  too.  2s. 

THE  GOSPEL  ACCORDING  TO  ST.  LUKE.  With 
an  Introduction  and  Notes  by  William 
Williamson,  B.A.  With  Three  Maps.  Cr. 
Bvff.  zs. 


GENERAL  LITERATURE 


Leaders  of  Religion 

Edited  by  H.  C.  BEECHING,  M.A.,  Canon  of  Westminster. 
Cr.  8v0.     2J.  net. 


With  Portraits. 


A  series  of  short  biographies  of  the 
and  thought  of  all  ages  and  countries. 

CARDINAL  NEWMAN.  By  R.  H.  Hutton. 
JOHN  WESLEY.  By  J.  H.  Overton,  M.A. 
BISHOP  WILBERFORCE.  By  G.  W.  Daniell, 

M.A. 

CARDINAL  MANNING.  By  A.  W.  Hutton,  M.A. 
CHARLES  SIMEON.     By  H.  C.  G.  Moule,  D.D. 
JOHN  KEBLE.     By  Walter  Lock,  D.D. 
THOMAS  CHALMERS.     By  Mrs.  Oliphant. 
LANCELOT   ANDREWES.      By  R.   L.  Ottley, 

D.D.     Second  Edition. 
AUGUSTINE   OF   CANTERBURY.      By   E.    L. 

Cutts,  D.D. 


most  prominent  leaders  of  religious  life 


WILLIAM  LAUD.     By  W.  H.  Hutton,  M.A. 

Third  Edition. 

JOHNKNOX.  ByF.  MacC«»n.  Second  Edition. 
JOHN  HOWE.    By  R.  F.  Horton,  D.D. 
BISHOP  KEN.     By  F.  A.  Clarke,  M.A. 
GEORGE  Fox,  THE  QUAKER.    By  T.  Hodgkin, 

D.  C.  L.     Third  Edition. 
JOHN  DONNE.     By  Augustus  Jessopp,  D.D. 
THOMAS  CRANMER.     By  A.  J.  Mason,  D.D. 
BISHOP  LATIMER.      By  R.  M.  Carlyle  and  A. 

J.  Carlyle,  M.A. 
BISHOP  BUTLER.     By  W.  A.  Spooner,  M.A. 


Little  Blue  Books,  The 

General  Editor,  E.  V.  LUCAS. 
Illustrated.     Demy  i6mo.     2s.  6d. 

A  series  of  books  for  children.  The  aim  of  the  editor  is  to  get  entertaining  or 
exciting  stories  about  normal  children,  the  moral  of  which  is  implied  rather  than 
expressed. 

By 


1.  THK  CASTAWAYS  OP  MEADOWBANK. 

Thomas  Cobb. 

2.  THE  BEECHNUT  BOOK.     By  Jacob  Abbott. 

Edited  by  E.  V.  Lucas. 

3.  THE  AIR  GUN.     By  T.  Hiibert. 

4.  A  SCHOOL  YEAR.     By  Netta  Syrett. 

5.  THE  PEELES  AT  THE  CAPITAL.    By  Roger 

Ashton. 


6.  THE  TREASURE  OF  PRINCEGATE  PRIORY. 

By  T.  Cobb. 

7.  Mrs,    BARBERRY'S    GENERAL    SHOP.      By 

Roger  Ashton. 

8.  A  BOOK  OF  BAD  CHILDREN.      By  W.  T. 

Webb. 

9.  THE  LOST  BALL.     By  Thomas  Cobb. 


Little  Books  on  Art 

With  many  Illustrations.     Demy  i6mo.     2s.  6d.  net. 

A  series  of  monographs  in  miniature,  containing  the  complete  outline  of  the 
subject  under  treatment  and  rejecting  minute  details.  These  books  are  produced 
with  the  greatest  care.  Each  volume  consists  of  about  200  pages,  and  contains  from 
30  to  40  illustrations,  including  a  frontispiece  in  photogravure. 

HOLBEIN.    Mrs.  G.  Fortescue. 
BuRNE-JoNES.     Fortunee  de  Lisle.     Steond 

Edition. 

REMBRANDT.     Mrs.  E.  A.  Sharp 
COROT.    Alice  Pollard  and  Ethel  Birnstingl. 
RAPHAEL.    A.  R.  Dryhurst. 
MILLET.     Netta  Peacock. 
ILLUMINATED  MSS.    J.  W.  Bradley. 


GREEK  ART.  H.B.Walters.  Second  Edition. 

BOOKPLATES.    E.  Almack. 

REYNOLDS.     J.  Sime.    Second  Edition. 

ROMNEY.     George  Paston. 

WATTS.     R.  E.  D.  Sketchley. 

LEIGHTON.    Alice  Corkran. 

VELASQUEZ.      Wilfrid  Wilberforce  and  A.  R. 

Gilbert. 

GREUZE  AND  BOUCHER.    Eliza  F.  Pollard. 
VAMJ>YCK.     M.  G.  Smallwood. 
TURNER.     Frances  Tyrell-Gill. 
DURER.     Jessie  Alien. 
HOPPNER.    H.  P.  K.  Skipton. 


:  CHRIST  IN  ART.    Mrs.  Henry  Jenner. 
:  JEWELLERY.    Cyril  Davenport. 
I  CLAUDE.     Edward  Dfllon. 
THE  ARTS  OF  JAPAN.    Edward  Dillon. 
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Little  Galleries,  The 

Demy  i6mo.     2s.  6d.  net. 

A  series  oflittle  books  containing  examples  of  the  best  work  of  the  great  painters. 
Each  volume  contains  20  plates  in  photogravure,  together  with  a  short  outline  of  the 
life  and  work  of  the  master  to  whom  the  book  is  devoted. 


A  LITTLE  GALLERY  OF  REYNOLDS. 
A  LITTLE  GALLERY  OF  ROMNEY. 
A  LITTLE  GALLERY  OF  HOI-PNER. 


A  LITTLE  GALLERY  or  MII.LAIS. 

A  LITTLE  GALLERY  OK  ENGLISH  POSTS. 


Little  Guides,  The 

Small  Pott  Svo,  cloth,  2s.  6d.  net.;  leather,  3*.  6d.  net. 


OXFORD  AND  ITS  COLLEGES.     By  J.  Wells, 

M.A.     Illustrated  by  E.  H.  New.    Seventh 

Edition. 
CAMBRIDGE    AND    ITS    COLLEGES.      By    A. 

Hamilton  Thompson.     Illustrated  by  E.  H. 

New.    Second  Edition. 
THE    MALVERN    COUNTRY.      By    B.    C.   A. 

Windle,  D.Sc..  F.R.S.      Illustrated  by  E. 

H.  New. 
SHAKESPEARE'S    COUNTRY.       By    B.    C.    A. 

Windle,  D.Sc.,  F.R.S.  ^  Illustrated  by  E. 

H.  New.      Second  Edition. 
SUSSEX.    By  F.  G.  Brabant,  M.A.    Illustrated 

by  E.  H.  New.    Second  Edition. 
WESTMINSTER  ABBEY.     By  G.  E.  Troutbeck. 

Illustrated  by  F.  D.  Bedford. 
NORFOLK.     By  W.  A.   Dutt.     Illustrated  by 

B.  C.  Boulter. 
CORNWALL.     By  A.  L.  Salmon.      Illustrated 

by  B.  C.  Boulter. 
P.RITTANY.     By  S.  Baring-Gould.     Illustrated 

by  J.  Wylie. 
HERTFORDSHIRE.      By    H.     W.    Tompkins, 

F.R.H.S.     Illustrated  by  E.  H.  New. 
THE  ENGLISH   LAKES.      By  F.  G.  Brabant. 

M.A.     Illustrated  by  E.  H.  New. 
KENT.     By  G.  Clinch.     Illustrated  by  F.  D. 

Bedford. 


ROME  By  C.  G.  Ellaby.  Illustrated  by  B. 
C.  Boulter. 

THE  ISLE  OF  WIGHT.  By  G.  Clinch.  Illus- 
trated by  F.  D.  Bedford. 

SURREY.  By  F.  A.  H.  Lambert.  Illustrated 
by  E.  H.  New. 

BUCKINGHAMSHIRE.  By  E.  S.  Roscoe.  Illus- 
trated by  F.  U.  Bedford. 

SUFFOLK.  By  W.  A.  Dutt.  Illustrated  by  J. 
Wylie. 

DERBYSHIRE.  By  J.  C.  Cox,  LL.D.,  F.S.A. 
Illustrated  by  J.  C.  Wall. 

THE  NORTH  RIDING  OF  YORKSHIRE.  By  J.  E. 
Morris.  Illustrated  by  R.  J.  S.  Bertram. 

HAMPSHIRE.  By  J.  C.  Cox.  Illustrated  by 
M.  E.  Purser. 

SICILY.  By  F.  H.  Jackson.  With  many 
Illustrations  by  the  Author. 

DORSET.     By  Frank  R.  Heath.     Illustrated. 

CHESHIRE.  By  W.  M.  Gallichan.  Illustrated 
by  Elizabeth  Hartley. 

NORTHAMPTONSHIRE.  By  Wakeling  Dry. 
Illustrated. 

THE  EAST  RIDING  OF  YORKSHIRE.  By  J.  E. 
Morris.  Illustrated. 

OXFORDSHIRE.  By  F.  G.  Brabant.  Illus- 
trated by  E.  H.  New. 

ST.  PAUL'S  CATHEDRAL.  By  George  Clinch. 
Illustrated  by  Beatrice  Alcock. 


Little  Library,  The 

With  Introductions,  Notes,  and  Photogravure  Frontispieces. 
Small  Pott  Svo.     Each  Volume,  cloth,  is.  6d.  net ;  leather,  2s.  6d.  net. 

A  series  of  small  books  under  the  above  title,  containing  some  of  the  famous  works 
in  English  and  other  literatures,  in  the  domains  of  fiction,  poetry,  and  belles  lettres. 
The  series  also  contains  volumes  of  selections  in  prose  and  verse.  The  books  are 
edited  with  the  most  scholarly  care.  Each  one  contains  an  introduction  which 
gives  (i )  a  short  biography  of  the  author  ;  (2)  a  critical  estimate  of  the  book.  Where 
they  are  necessary,  short  notes  are  added  at  the  foot  of  the  page. 

Each  volume  has  a  photogravure  frontispiece,  and  the  books  are  produced  with 
great  care. 


Anon.  ENGLISH  LYRICS,  A  LITTLE 
BOOK  OF. 

Austen  (Jane).  PRIDE  AND  PREJU- 
DICE. Edited  by  E.  V.  LUCAS.  Two 
Volumes. 


NORTHANGER  ABBEY.    Edited  by  E.  V. 

LUCAS. 
Bacon    (Francis).       THE    ESSAYS    OF 

LORD    BACON.       Edited    by    EDWARD 

WRIGHT. 
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Barbara  (R.    H.).       THE    INGOLDSBY 

LEGENDS.     Edited    by   J.    B.    ATLAY. 

Two  Volumes. 
Barnett(Mrs.  P.  A.).    A  LITTLE  BOOK 

OF  ENGLISH  PROSE. 
Beckford    (William).      THE    HISTORY 

OF  THE  CALIPH  VATHEK.     Edited 

by  E.  DENISON  Ross. 
Blake  (William).    SELECTIONS  FROM 

WILLIAM    BLAKE.     Edited  by  M. 

PERUGINI. 
Borrow  (George).    LAVENGRO.    Edited 

by  F.  HINDES  GROOME.     Two  Volumes. 
THE    ROMANY    RYE.      Edited  by  JOHN- 
SAM  I-SON. 
Browning  (Robert).     SELECTIONS 

FROM     THE    EARLY     POEMS     OF 

ROBERT  BROWNING.      Edited  by  W. 

HALL  GRIFFIN,  M.A. 
Canning  (George).   SELECTIONS  FROM 

THE    ANTI-JACOBIN:    with    GEORGE 

CANNING'S  additional  Poems.     Edited  by 

LLOYD  SANDERS. 
Cowley  (Abraham).     THE  ESSAYS  OF 

ABRAHAM  COWLEY.    Edited  by  H.  C. 

MlNCHIN. 

Crabbe  (George).    SELECTIONS  FROM 

GEORGE    CRABBE.      Edited  by  A.  C. 

DEANE, 
Craik  (Mrs.).      JOHN    HALIFAX, 

GENTLEMAN.      Edited  by  ANNE 

MATHESON.     Two  Volumes. 
Crashaw   (Richard).      THE    ENGLISH 

POEMS    OF    RICHARD    CRASHAW. 

Edited  by  EDWARD  HUTTON. 
Dante  (Alighieri).     THE  INFERNO  OF 

DANTE.       Translated  by  H.    F.   GARY. 

Edited  by  PAGET  TOYNBEE,  M.A.,  D.Litt. 
THE  PURGATORIO  OF  DANTE.    Trans- 
lated by  H.  F.  CARY.    Edited  by  PAGET 

TOYNBEE,  M.A.,  D.Litt. 
THE    PARAD1SO    OF    DANTE.     Trans- 

lated  by  H.  F.  CARY.     Edited  by  PAGET 

TOYNBEE,  M.A.,  D.Litt. 
Darley  (George).    SELECTIONS  FROM 

THE  POEMS  OF  GEORGE  DARLEY. 

Edited  by  R.  A.  STREATKEILD. 
Deane  (A.  C.).      A  LITTLE   BOOK  OF 

LIGHT  VERSE. 
Dickens  (Charles).  CHRISTMAS  BOOKS. 

Two  Volumes. 
Ferrier  (Susan).      MARRIAGE.     Edited 

by    A.     GOODRICH  -  FREER     and     LORD 

IDDESLEIGH.     Tivo  Volumes. 
THE  INHERITANCE.     Two  Volumes. 
Gaskell(Mrs.).    CRANFORD.    Edited  by 

E.  V.  LUCAS.    Second  Edition. 
Hawthorne  (Nathaniel).  THE  SCARLET 

LETTER.    Edited  by  PERCY  DEARMER. 
Henderson  (T.  F.).     A  LITTLE  BOOK 

OF  SCOTTISH  VERSE. 


Keats  (John).      POEMS.     With  an  Intro- 
duction by  L.   BINYON,  and  Notes  by  J. 

MASEFIELD. 
Kinglake  (A.  W.).     EOTHEN.    With  an 

Introduction  and  Notes.     Second  Edition. 
Lamb    (Charles).      ELIA,     AND     THE 

LAST  ESSAYS  OF   ELIA.     Edited   by 

E.  V.  LUCAS. 
Locker  (P.).    LONDON  LYRICS.    Edited 

by  A.  D.  GODLEY,  M.A.     A  reprint  of  the 

First  Edition. 
Longfellow  (H.  W.).     SELECTIONS 

FROM     LONGFELLOW.       Edited    by 

L.  M.  FAITHFULL. 
Marvell  (Andrew).      THE    POEMS    OF 

ANDREW    MARVELL.     Edited  by  E. 

WRIGHT. 
Milton  (John).      THE  MINOR  POEMS 

OF  JOHN  MILTON.     Edited  by  H.  C. 

BEECHING,  M.A.,  Canon  of  Westminster. 
Moir(D.  M.).   MANSIEWAUCH.    Edited 

by  T.  F.  HENDERSON. 
Nichols  (J.  B.  B.).    A  LITTLE  BOOK  OF 

ENGLISH  SONNETS. 
Rochefoucauld  (La).    THE  MAXIMS  OF 

LA    ROCHEFOUCAULD.       Translated 

by  Dean  STANHOPE.      Edited  by  G.    H. 

POWELL. 
Smith  (Horace  and  James).     REJECTED 

ADDRESSES.     Edited  by  A.  D.  GODLEY, 

M.A. 
Sterne  (Laurence).     A  SENTIMENTAL 

JOURNEY.     Edited  by  H.  W.  PAUL. 
Tennyson  (Alfred,  Lord).    THE  EARLY 

POEMS  OF  ALFRED,  LORD  TENNY- 

SON.    Edited  by  J.  CHURTON  COLLINS, 

M.A. 
IN    MEMORIAM.       Edited  by  H.   C. 

BEECHING,  M.A. 
THE  PRINCESS.      Edited  by  ELIZABETH 

WORDSWORTH. 

MAUD.  Edited  by  ELIZABETH  WORDSWORTH. 
I  Thackeray  (W.  M.).    VANITY  FAIR. 

Edited  by  S.  GWYNN.     Three  Volumes. 
PENDENNIS.    Edited  by  S.  GWYNN. 

Three  Volumes. 

ESMOND.    Edited  by  S,  GWYNN. 
CHRISTMAS  BOOKS.  Edited  by  S.  GWYNN. 
Vaughan    (Henry).      THE    POEMS    OF 

HENRY  VAUGHAN.  Edited  by  EDWARD 

HUTTON. 
Walton    (Izaak).       THE     COMPLEAT 

ANGLER.     Edited  by  J.  BUCHAN. 
Waterhouse  (Mrs.   Alfred).     A  LITTLE 

BOOK  OF  LIFE  AND  DEATH.  Edited 

by.    Eighth  Edition. 
Words  worth  (W.).  SELECTIONS  FROM 

WORDSWORTH.      Edited    by  NOWELL 

C.  SMITH. 
Wordsworth  (W.)  and  Coleridge  (S.  T.). 

LYRICAL  BALLADS.  Edited  by  GEORGE 

SAMPSON. 


MESSRS.  METHUEN'S  CATALOGUE 


Miniature  Library 

Reprints  in  miniature  of  a  few  interesting  books  which  have  qualities  of 
humanity,  devotion,  or  literary  g«nius. 


EUPHKANOR  :  A  Dialogue  on  Youth.  By 
Edward  FitzGerald.  From  the  edition  pub- 
lished by  W.  Pickering  in  1851.  Demy 
32fM0.  Leather,  zs.  net. 

POLONIUS:  or  Wise  Saws  and  Modern  In- 
stances. By  Edward  FitzGerald.  From 
the  edition  published  by  W.  Pickering  in 
1852.  Demy  ^mo.  Leather,  zs.  net. 

THE  RuBAivAr  OF  OMAR  KHAYYAM.  By 
Edward  FitzGerald.  From  the  ist  edition 
of  1859,  Third  Edition.  Leather,  is.net. 


THE  LIFE  OF  EDWARD,  LORD  HERBERT  OF 
CHERBURY.  Written  by  himself.  From 
the  edition  printed  at  Strawberry  Hill  in 
the  year  1764.  Medium  ^mo.  Leather ; 
2j.  net. 

THE  VISIONS  OF  DOM  FRANCISCO  QUEVEDO 
VILLEGAS,  Knight  of  the  Order  of  St. 
James.  Made  English  by  R.  L.  From  the 
edition  printed  for  H.  Herringman,  1668. 
Leather,  is.  net. 

POEMS.  By  Dora  Greenwell.  From  the  edi- 
tion of  1848.  Leather,  zs.  net. 


Oxford  Biographies 

Feap.  8vo.     Each  volume. ,  cloth ,  2s.  6d.  net ;  leather,  $s.  6d.  net. 

These  books  are  written  by  scholars  of  repute,  who  combine  knowledge  and 
literary  skill  with  the  power  of  popular  presentation.  They  are  illustrated  from 
authentic  material. 


DANTE  ALIGHIERI.   By  Paget  Toynbee,  M.A.,  j 

D.Litt.      With    12    Illustrations.      Second 

Edition. 
SAVONAROLA.     By  E.  L.  S.  Horsburgh,  M.A. 

With  12  Illustrations.     Second  Edition. 
JOHN  HOWARD.     By  E.  C.  S.  Gibson,  D.D.,  i 

Bishop  of  Gloucester.  With  12  Illustrations.  ; 
TENNYSON.    By  A.  C.  BENSON,  M.A.    With 

9  Illustrations. 
WALTER  RALEIGH.     By  I.  A.  Taylor.     With 

12  Illustrations. 
ERASMUS.     By  E.   F.   H.   Capey.      With    12 

Illustrations. 
THE  YOUNG  PRETENDER.     By  C.    S.   Terry,  i 

With  12  Illustrations. 


ROBERT    BURNS.       By    T.     F.     Henderson. 

With  12  Illustrations. 
CHATHAM.     By  A.   S.    M'Dowall.     With   ia 

Illustrations. 
ST.  FRANCIS  OF  ASSISI.     By  Anna  M.  Stod- 

dart.    With  16  Illustrations. 
CANNING.     By  W.  Alison  Phillips.     With  12 

Illustrations. 
BEACONSFIELD.     By  Walter  Sichel.     With  1-2 

Illustrations. 

GOETHE.     By  H.  G.  Atkins.     With  12  Illus- 
trations. 
FENELON.      By  Viscount  St.    Cyres.      With 

12  Illustrations. 


School  Examination  Series 

Edited  by  A.  M.  M.  STEDMAN,  M.A.     Cr.  Svo.     2*.  6d. 


FRENCH  EXAMINATION  PAPERS.     By  A.  M. 
M.  Stedman,  M.A.    Fourteenth  Edition. 
A    KEY,  issued   to   Tutors   and  Private 
Students  only  to  be  had  on  application 
K>    th«    Publishers.       Fifth    Edition. 
Crown  &vo.    6s.  net. 

LATIN  EXAMINATION  PAPERS.     By  A.  M.  M. 
Stedman,  M.A.     Thirteenth  Edition. 
KEY  (Fourth  Edition)  issued  as  above. 

6s.  net. 

GREEK  EXAMINATION  PAPERS.    By  A.  M.  M. 
Stedman,  M.A.     Eighth  Edition. 

KEY  {Third  Edition)  issued    as  above. 

6s.  net. 

GERMAN  Ex  \MINATION  PAPERS.      By  R.  J. 
Morich.    Sixth  Edition. 


KEY  (Third  Edition)  issued  as  above. 
6s.  net. 

HISTORY  AND  GEOGRAPHY  EXAMINATION- 
PAPERS.  By  C.  H.  Spence,  M.A.  Seconn 
Edition. 

,  PHYSICS  EXAMINATION  PAPERS.      I'y  R.  E 
Ste«l,  M.A.,  F.C.S. 

GENERAL  KNOWLEDGE  EXAMINATION 
PAPEXS.  By  A.  M.  M.  Stedman,  M.A. 
Fifth  Edition. 

KEY  (Third  Edition)  issued   as  above. 
7J.  net. 

EXAMINATION  PAPERS  IN  ENGLISH  HISTORY. 
By  J.  Tait  PlSwd^n-Wardlaw,  B.A. 


GENERAL  LITERATURE 


Science,  Textbooks  of 

Edited  by  G.  F.  GOODCHILD,  B.A.,  B.Sc.,  and  G.  R.  MILLS,  M.A. 


PRACTICAL  MECHANICS.  By  Sidney  H.  Wells. 

rhird  Edition.     Cr.  Zvo.     3*.  6d. 
PRACTICAL  PHYSICS.     By  H.  Stroud,  D.Sc., 

M.A.     Cr.  8v*.     35.  6d. 
PRACTICAL    CHEMISTRY.      Part    i.      By    W. 

French,  M.A.     Cr.  Sv0.     Fourth  Edition. 

is.  6d.     Part  n.     By  W.  French,  M.A.,  and 

T.  H.  Boardman,  M.A.     Cr.  8v0.     is.  6d. 


I  TECHNICAL    ARITHMETIC    AND    GEOMETRY. 
By   C.    T.    Millis,    M.I.M.E.      Cr.    Bvo. 
3j.  6d. 
EXAMPLES  IN  PHYSICS.     By  C.   E.  Jackson, 

B.A.    Cr.  8v0.     sj.  6d. 

*ELEMENTARY  ORGANIC  CHEMISTRY.  By 
A.  E.  Dunstan,  B.Sc.  Illustrated.  Cr. 
8v0. 


Social  Questions  of  To-day 

Edited  by  H.  DE  B.  GIBBINS,  Litt.D.,  M.A.     Crown  8vo.  25.  6d. 

A  series  of  volumes  upon  those  topics  of  social,  economic,  and  industrial  interest 
that  are  foremost  in  the  public  mind. 
TRADE  UNIONISM — NEW  AND  OLD.     By  G. 

Howell.      Third  Edition. 
THE  COMMERCE  OF    NATIONS.      By    C.    F. 

Bastable,  M.A.    Fourth Editio, 


By  R.  W.  Cooke 


THE  ALIEN  INVASION.  By  W.  H.  Wilkins.B.A. 
THE    RURAL    EXODUS.      By    P.    Anderson 

Graham. 
LAND  NATIONALIZATION. 

B.A.     Second  Edition. 
A  SHORTER  WORKING  DAY,     By  H.  de  B. 

Gibbins  and  R.  A.  Hadfield. 


THE  FACTORY  SYSTEM. 

Taylor. 
WOMEN'S   WORK.      By    Lady    Dilke,    Miss 

Bulley,  and  Miss  Whitley. 


SOCIALISM  AND  MODERN  THOUGHT.     By  M. 


By  Harold  Cox      THE  PROBLEM  OF  THE  UNEMPLOYED.     By  J. 

A.  Hobson,  M.A. 

LIFE  IN  WEST  LONDON      By  Arthur  Sh«rwell, 
M.A.     Third  Edition. 


BACK  TO  THE  LAND.    An  Inquiry  into  Rural    RAILWAY   NATIONALIZATION.      By    Clement 


Depopulation.     By  H.  E.  Moore. 


Edwards. 


TRUSTS,  POOLS,  AND  CORNERS.  By  J.  Stephen    UNIVERSITY  AND  SOCIAL  SETTLEMENTS.     By 
Jeans.  i      W.  Reason,  M.A. 

Technology,  Textbooks  of 

Edited  by  G.  F.  GOODCHILD,  B.  A.,  B.Sc.,  and  G.  R.  MILLS,  M.A. 
Fully  Illustrated. 

AN  INTRODUCTION  TO  THE  STUDY  OF  TEX- 
TILE DESIGN.  By  Aldred  F.  Barker.  Demy 
8vo.    js.  6d. 
BUILDERS'  QUANTITIES.     By   H.  C.  Grubb. 

Cr.  8v0.    4S.  6d. 

REPOUSSE  METAL  WORK.     By  A.  C.  Horth. 
Cr.  8v0.     ts.  6d. 


How  TO  MAKE  A  DRESS.     By  J.  A.  E.  Wood. 

Third  Edition.     Cr.  8v0.     is.  6d. 
CARPENTRY  AND  JOINERY.    By  F.  C.  Webber. 

Fourth  Edition.     Cr.  8vo.     3*.  f>d. 
MILLINERY,  THEORETICAL  AND  PRACTICAL. 

By  Clare  Hill.     Third  Edition.      Cr.  too. 

•21. 


Theology,  Handbooks  of 

Edited  by  R.  L.  OTTLEY,  D.D.,  Professor  of  Pastoral  Theology  at  Oxford, 
and  Canon  of  Christ  Church,  Oxford. 

The  series  is  intended,  in  part,  to  furnish  the  clergy  and  teachers  or  students  of 
Theology  with  trustworthy  Textbooks,  adequately  representing  the  present  position 
of  the  questions  dealt  with ;  in  part,  to  make  accessible  to  the  reading  public  an 
accurate  and  concise  statement  of  facts  and  principles  in  all  questions  bearing  on 
Theology  and  Religion. 
THE  XXXIX.  ARTICLES  OF  THE  CHURCH  OF 

ENGLAND.      Edited  by  E.   C.   S.   Gibson, 

D.D.     Fifth  and  Cheaper  Edition  in  one 

Volume.    Demy  8v0.    izs.  6d. 
AN    INTRODUCTION    TO    THE    HISTORY   OF 

RELIGION.       By    F.    B.    Jevons.    M.A., 


Litt.D.  Third £dition.    DemySvo.  ios.6d. 
THE  DOCTRINE  OF  THE  INCARNATION.    By  R. 
L.    Ottley,    D.D.      Second    and   Cheaper 
Edition,     Denry  %vo.     izs.  6d. 


AN  INTRODUCTION  TO  THE  HISTORY  OF  THE 
CREEDS.  By  A.  E.  Burn,  .D.D  Demy 
8vo.  i  or.  6d. 


THE  PHILOSOPHY  OF  RELIGION  IN  ENGLAND 
AND  AMERICA.  By  Alfred  Caldecott,  D.D. 
Demy  8vo.  los.  6d. 

A  HISTORY  OF  EARLY  CHRISTIAN  DOCTRINE. 
ByJ.  F.  Bethune  Baker,  M.A.  Demy  8v0. 
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Westminster  Commentaries,  The 

General  Editor,  WALTER  LOCK,  D.D.,  Warden  of  Keblo  College, 
Dean  Ireland's  Professor  of  Exegesis  in  the  University  of  Oxford. 

The  object  of  each  commentary  is  primarily  exegetical,  to  interpret  the  author's 
meaning  to  the  present  generation.  The  editors  will  not  deal,  except  very  subor- 
dinately,  with  questions  of  textual  criticism  or  philology ;  but,  taking  the  English 
text  in  the  Revised  Version  as  their  basis,  they  will  try  to  combine  a  hearty  accept- 
ance of  critical  principles  with  loyalty  to  the  Catholic  Faith. 


THE  BOOK  OF  GENESIS.  Edited  with  Intro- 
duction and  Notes  by  S.  R.  Driver,  D.D. 
Fifth  Edition  Demy  8vo.  ioj.  6d. 

THE  BOOK  OF  JOB.  Edited  by  E.  C.  S.  Gibson, 
D.D.  Second  Edition.  DcmyKvo.  6s. 

THE  ACTS  OF  THE  APOSTLES.  Edited  by  R. 
B.  Rackham,  M.A.  DemyZvo.  Second  and 
Cheaper  Edition.  IDS.  (id. 


THE  FIRST  EPISTLE  OF  PAUL  THE  APOSTLE 
TO  THE  CORINTHIANS.  Edited  by  H.  L. 
Goudge,  M.A.  Demy  Zvo.  6s. 

THE  EPISTLE  OF  ST.  JAMES.  Edited  with  In- 
troduction and  Notes  by  R.  J.  Knowling, 
M.A.  Demy  8ve>.  6s. 


PART   II. — FICTION 


Albanesi  (E.  Maria).    SUSANNAH  AND 
ONE    OTHER.      Fourth  Edition.       Cr. 

THE"' BLUNDER  OF   AN  INNOCENT. 

Second  Edition.     Cr.  Zvo.     6s. 
CAPRICIOUS  CAROLINE.      Second  Edi- 
tion.    Cr.  8v0.     6s. 
LOVE    AND    LOUISA.      Second   Edition. 

Cr.  8vo.    6s. 

PETER,  A  PARASITE.     Cr.  8vo.     6s. 
THE  BROWN  EYES  OF  MARY.      Third 

Edition.     Cr.  8v0.     6s. 
Anstey  (F.).    Author  of  'Vice    Versa.'     A 

BAYARD  FROM  BENGAL.    Illustrated 

by  BERNARD  PARTRIDGE.     Third  Edition. 

Cr.  8v0.     3*.  6d. 
Bacheller  (Irving),  Author  of 'EbenHolden.' 

DARREL  OF  THE  BLESSED  ISLES. 

Third  Edition.    Cr.  8^0.     6s. 
Bagot  (Richard).  A  ROMAN  MYSTERY. 

Third  Edition.     Cr.  8vo.    6s. 
THE  PASSPORT.     Fourth  Ed.  Cr.  8vo.  6s. 
Baring-Gould  (S.).     ARMINELL.     Fifth 

Edition.     Cr.  8vo.     6s. 
TTRITH.     Fifth  Edition.     Cr.  8r»».     6*. 
IN  THE  ROAR  OF  THE  SKA.     Seventh 

Edition.     Cr.  8vo.     6s. 
CHEAP   JACK    Z1TA.      Fourth    Edition. 

Cr.  8v0.     6s. 
MARGERY     OF     QUETHER.         Third 

Edition.     Cr.  8v0.     6s. 
THE  QUEEN  OF  LOVE.    Fifth  Edition. 

Cr.  8vo.     6s. 

JACQUETTA.  Third  Edition.  Cr.Bva.  6s. 
KITTY  ALONE.  Fifth  Edition.  Cr.  8vo.  6s. 
NOEM1.  Illustrated.  Fourth  Edition.  Cr. 

8ve.     6s. 
THE    BROOM-SQUIRE.       Illustrated. 

Fifth  Edition.    Cr.  Zvo.    dr. 


DARTMOOR  IDYLLS.    Cr.  8v0.    6>. 
THE      PENNYCOMEQUICKS.        Third 

Edition.     Cr.  8v0.     6s. 
GUAVAS   THE    TINNER.         Illustrated. 

Second  Edition.    Cr.  8vo.     6s. 
BLADYS.       Illustrated.      Second     Edition. 

Cr.  8v0.     6s. 

PABO  THE  PRIEST.     Cr.  8vo.    6s. 
WINE  FRED.     Illustrated.    Second  Edition. 

Cr.  8vo.     6s. 

ROYAL  GEORGIE.  Illustrated.  Cr.  8vo.  6s. 
MISS  QUILLET.    Illustrated.    Cr.  8vo.   6s. 
CHRIS  OF  ALL  SORTS.     Cr.  8vo.    6s. 
IN   DEWISLAND.     Second  Edition.     Cr. 

8va.     6s. 

LITTLE  TUTENNY.   A  New  Edition.   6d. 
See  also  Strand   Novels  and  Books  for 

Boys  and  Girls. 
Barlow  (Jane).     THE  LAND  OF  THE 

SHAMROCK.      Cr.    8vo.      6s.      See  also 

Strand  Novels. 
Barr  (Robert).       IN    THE    MIDST   OF 

ALARMS.     Third  Edition.     Cr.  8r>a.     6s. 
THE  MUTABLE  MANY.     Third  Edition. 

THE  COUNTESS  TEKLA.   Third  Edition. 

THE  LADY'ELECTRA.   second  Edition. 

Cr.  8vo.     6s. 
THE      TEMPESTUOUS      PETTICOAT. 

Illustrated.     Third  Edition.     Cr.  8vo.    6s. 

See  also  Strand  Novels  and  S.  Crane. 
Begbie  (Harold).    THE  ADVENTURES 

OF  SIR  JOHN  SPARROW.   Cr.  8w.  6*. 
Belloc(Hilaire).  EMMANUEL  BURDEN, 

MERCHANT.      With  36  Illustrations  by 

G.    K.    CHESTERTON.       Second  Edition. 

Cr.  8vo.     6s. 


FICTION 


33 


Benson  (E.  F.)    DODO.    Fourth  Edition. 

Cr.  Bro.    6s.    See  also  Strand  Novels. 
Benson    (Margaret).        SUBJECT     TO 

VANITY.     Cr.  Bvo.     3s.  6d. 
Bourne  (Harold  C.).     See  V.  Langbridge. 
Burton   (J.   Bloundelle).       THE    YEAR 

ONE :  A  Page  of  the  French  Revolution. 

Illustrated.     Cr.  Bvo.     6s. 
THE  FATE  OF  VALSEC.    Cr.  Bvo.    6s. 
A  BRANDED  NAME.     Cr.  Bvo.     6s. 

See  also  Strand  Novels. 
Capes  (Bernard),  Author  of  'The  Lake  of 

Wine.'  THE  EXTRAORDINARY  CON- 

FESSIONSOFDIANAPLEASE.    Third 

Edition.     Cr.  Bvo.     6s. 

A  JAY  OF  ITALY.   Fourth  Ed.   Cr.  Bvo.  6s. 
LOAVES  AND  FISHES.     Second  Edition. 

Chesney' (Weatherby).  THE  TRAGEDY 
OF  THE  GREAT  EMERALD.  Cr, 

THE*  MYSTERY    OF    A    BUNGALOW. 

Second  Edition.     Cr.  Bvo.     6s. 

See  also  Strand  Novels. 
Clifford  (Hugh).      A  FREE  LANCE  OF 

TO-DAY.     Cr.  Bvo.    6s. 
Clifford  (Mrs.  W.  K.).     See  Strand  Novels 

and  Books  for  Boys  and  Girls. 
Cobb  (Thomas).     A  CHANGE  OF  FACE. 

Cr.  Bvo.     6s. 
Corelli  (Marie).    A  ROMANCE  OF  TWO 

WORLDS.     Twenty-Sixth  Edition.     Cr. 

VENDETTA.    Twenty-Third  Edition.    Cr. 

8va.     6s. 
THELMA.       Thirty-Fourth    Edition.     Cr. 

ARDATH  :  THE  STORY  OF  A  DEAD 
SELF.  Sixteenth  Edition.  Cr.  Bvo.  6s.  \ 

THE  SOUL  OF  LILITH.     Thirteenth  Edi-  \ 
tion.     Cr.  Bvo.     6s. 

WORMWOOD.   Fourteenth  Ed.  Cr.Bvo.  6s. 

BARABBAS:  A  DREAM  OF  THE 
WORLD'S  TRAGEDY.  Forty-first  Edi- 
tion. Cr.  Bvo.  6s. 

THE  SORROWS  OF  SATAN.  Fifty-first 
Edition.  Cr.  Bvo.  6s. 

THE  MASTER  CHRISTIAN.  167^ 
Thousand.  Cr.  Bvo.  6s. 

TEMPORAL  POWER:  A  STUDY  IN 
SUPREMACY,  isotk  TJiousand.  Cr. 
Bvo.  6s. 

GOD'S  GOOD  MAX  :  A  SIMPLE  LOVE 
STORY.  137^  Thousand.  Cr.  Bvo.  6s. 

THE  MIGHTY  ATOM.  A  New  Edition. 
Cr.  Bvo.  6s. 

BOY.    A  New  Edition.     Cr.  Bvo.    6s. 

JANE.     A  New  Edition.     Cr.  Bvo.    6s. 

Crockett  (S.  R.),  Author  of 'The  Raiders,' 
etc.  LOCHINVAR.  Illustrated.  Third 
Edition.  Cr.  Bvo.  6s. 

THE  STANDARD  BEARER.   Cr.  Bvo.   6s. 

Croker  (B.  M.).  THE  OLD  CANTON- 
MENT. Cr.  Bvo.  6s. 

JOHANNA.  Second  Edition.    Cr.Bvo.    6s. 


THE  HAPPY  VALLEY.      Third  Edition. 

Cr.  Bvo.     6s. 
A     NINE     DAYS'     WONDER.         Third 

Edition.    Cr.Bvo.    6s. 
PEGGY     OF    THE    BARTONS.      Sixth 

Edition.     Cr.  Bvo.    6s. 
ANGEL.     Fourth  Edition.     Cr.  Bvo.     6s. 
A  STATE  SECRET.     Third  Edition.     Cr. 

Bvo.     35.  6d. 
Dawson    (Francis    W.).       THE    SCAR. 

Second  Edition.    Cr.  Bvo.    6s. 
Dawson    (A.    J).       DANIEL    WHYTE. 

Cr.  Bvo.    35.  6d. 
Doyle    (A.    Conan),    Author   of    'Sherlock 

Holmes,'      'The    White    Company,'    etc. 

ROUND    THE    RED    LAMP.      Ninth 

Edition.     Cr.  Bvo.     6s. 
Duncan  (Sara  Jeannette)  (Mrs.    Everard 

Cotes).      THOSE    DELIGHTFUL 

AMERICANS.  Illustrated.  ThirdEdition. 

Cr.  Bvo.     6s.     See  also  Strand  Novels. 
Findlater(J.  H.).  THE  GREEN  GRAVES 

OF     BALGOWRIE.         Fifth     Edition. 

Cr.  Bvo.    6s. 

See  also  Strand  Novels. 
Findlater  (Mary).     A    NARROW   WAY. 

ThirdEdition.     Cr.  Bvo..     6s. 
THE    ROSE    OF  JOY.       Third   Edition. 

Cr.  Bvo.    6s. 

See  also  Strand  Novels. 
Fitzpatrick    (K.)      THE     WEANS     AT 

ROWALLAN.     Illustrated.     Second  Edi- 

tion.     Cr.  Bvo.    6s. 
Fitzstephen     (Gerald).        MORE      KIN 

THAN  KIND.     Cr.  Bvo.    6s. 
Fletcher     (J.     S.).     LUCIAN      THE 

DREAMER.     Cr.  %vo.    6s. 
Fraser(Mrs.  Hugh),  Author  of  The  Stolen 

Emperor.'     THE   SLAKING   OF    THE 

SWORD.    Cr.Bvo.     6s. 
IN    THE    SHADOW    OF    THE    LORD. 

Second  Edition.     Crown  Bvo.     6s. 
Fuller-Maitland  (Mrs.),  Author  of  '  The 

DayBookofBethiaHardacre.'  BLANCHE 

ESMEAD.    Second  Edition.    Cr.  Bvo.    6s. 
Gerard  (Dorothea),  Author  of  '  Lady  Baby. 

THE      CONQUEST      OF     LONDON. 

Second  Edition.    Cr.  Bvo.    6s. 
HOLY    MATRIMONY.      Second   Edition. 

Cr.  Bvo.    6s. 

MADE  OF  MONEY.    Cr.  Bvo.    6s. 
THE  BRIDGE  OF  LIFE.    Cr.  Bvo.    6s. 
THE      IMPROBABLE     IDYL.          Third 

Edition.     Cr.  Bvo.     6s. 

See  also  Strand  Novels. 
Gerard    (Emily).       THE      HERONS- 
TOWER.    Cr.  Bvo.    dr. 
Gissing  (George),  Author  of  'Demos,'  'In 

the  Year  of  Jubilee,1  etc.      THE  TOWN 

TRAVELLER.  Second  Ed.    Cr.  Bvo.    6s. 
THE  CROWN  OF  LIFE.    Cr.  Bvo.    6s. 
Gleig  (Charles).      BUNTER'S  CRUISE. 

Illustrated.     Cr.  %vo.     yi.  6d. 
Harraden  (Beatrice).      IN  VARYING 

MOODS.  Fourteenth  Edition.  Cr.  Bvo.  6*. 
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THE  SCHOLAR'S  DAUGHTER.     Fourth 

Edition.     Cr.  too.     6s. 
HILDA  STRAFFORD.     Cr.  too.    6s. 
Harrod  (F.)  (Frances  Forbes  Robertson). 

THE  TAMING  OF   THE    BRUTE.     Cr. 

too.    6s. 
Herbertson    (Agnes    Q.).       PATIENCE 

DEAN.    Cr.  too.    6s. 
Hichens  (Robert).     THE  PROPHET  OF 

BERKELE  V  SQUARE.    Second  Edition. 

Cr.  too.    6s. 
TONGUES    OF    CONSCIENCE.    Second 

Edition.     Cr.  too.     6s. 
FELIX.     Fifth  Edition.     Cr.  8vo.     6s. 
THE  WOMAN  WITH  THE  FAN.    Sixth 

Edition.     Cr.  too.     6s. 
BYEWAYS.     Cr.  too.     6s. 
THE  GARDEN  OF  ALLAH.     Thirteenth 

Edition.     Cr.  too.     6s. 
THE  BLACK  SPANIEL.      Cr.  too.    6s. 
Hobbes  (John  Oliver),  Author  of  '  Robert 

Orange.'      THE    SERIOUS    WOOING. 

Cr.  too.    6s. 
Hope  (Anthony).      THE  GOD   IN  THE 

CAR.     Tenth  Edition.     Cr.  too.     6s. 
\    CHANGE    OF    AIR.       Sixth    Edition. 

Cr.  too.    6s. 
A   MAN   OF   MARK.     Fifth  Edition.     Cr. 

too.     6s. 

THE   CHRONICLES   OF    COUNT  AN- 
TONIO.    Sixth  Edition.     Cr.  too.    6s. 
PHROSO.      Illustrated  by  H.   R.   MILLAR. 

Sixth  Edition.     Cr.  too.     6s. 
SIMON  DALE.  Illustrated.  Seventh  Edition. 

Cr.  too.    6s. 
THE  KING'S  MIRROR.    Fourth  Edition. 

Cr.  too.    6s. 

QU  IS  ANTE.     Fourth  Edition.     Cr.  too.    6s. 
THE  DOLLY  DIALOGUES.     Cr.  too.     6s. 
A  SERVANT   OF   THE   PUBLIC.     Illus- 
trated.    Fourth  Edition.     Cr.  too.     6s. 
Hope  (Graham),  Author  of  '  A  Cardinal  and 

his  Conscience,'  etc.,  etc.     THE    LADY 

OFLYTE.     Second  Ed.     Cr.too.     6s. 
Hough  (Emerson).    THE    MISSISSIPPI 

BUBBLE.     Illustrated.    Cr.  too.    6s. 
Housman  (Clemence).     THE  LIFE  OF 

SIR  AGLO VALE  DEGALIS.  Cr.too.  6s. 
Hyne  (C.  J.  Cutcliffe),  Author  of  'Captain 

Kettle.1     MR.   HORROCKS,  PURSER. 

Third  Edition.    Cr.  too.    6s. 
Jacobs  (W.  W.).        MANY    CARGOES. 

Twenty- Eighth  Edition.     Cr.  too.    35.  6<i. 
SEA  URCHINS.     Twelfth  Edition..     Cr. 

too.     js.  6d. 
A    MASTER    OF    CRAFT.       Illustrated. 

Seventh  Edition.     Cr.  too.     y.  6d. 
LIGHT    FREIGHTS.      Illustrated.      Fifth 

Edition.     Cr.  too.    35.  6d. 
James  (Henry).  THE  SOFT  SIDE.  Second 

Edition.     Cr.  too.     6s. 
THE  BETTER  SORT.    Cr.  too.    6s. 
THE    AMBASSADORS.     Second  Edition. 

Cr.  too.    6s. 


THE  GOLDEN   BOWL.      Third  Edition. 

Cr.  too.    6s. 

Janson  (Qustaf).     ABRAHAM'S  SACRI- 
FICE.    Cr.  too.    6s. 
Keays   (H.    A.    Mitchell).       HE    THAT 

EATETH    BREAD    WITH    ME.      Cr. 

too.    6s. 
Langbridge      (V.)      and      Bourne      (C. 

Harold.).       THE    VALLEY     OF     IN- 

HERITANCE.     Cr.  too.    6s. 
Lawless  (Hon.   Emily).    WITH    ESSEX 

IN  IRELAND.     Cr.  too.    6s. 

See  also  Strand  Novels. 
Lawson    (Harry),    Author    of    'When    the 

Billy    Boils.'      CHILDREN     OF     THE 

BUSH.    Cr.  too.    6s. 
Le  Queux  (W.).    THE  HUNCHBACK  OF 

WESTMINSTER.     Third  Edition.     Cr. 

THE5'  CLOSED    BOOK.      Third    Edition. 

Cr.  too.    6s. 
THE     VALLEY     OF     THE     SHADOW. 

Illustrated.      Third  Edition.     Cr.  too.     (s. 
BEHIND  THE  THRONE.    Third  Edition. 

Cr.  too.    6s. 
Levett-Yeats    (S.).      ORRAIN.      Second 

Edition.     Cr.  too.     6s. 
Long  (J.    Luther),     Co- Author    of    'The 

Darling    of     the     Gods.'       MA  DA  Ml, 

BUTTERFLY.     Cr.  too.     35.  6d. 
SIXTY  JANE.     Cr.  too.    6s. 
Lewis  (Cecil).      THE  MACHINA'i 

OF  THE  MYO-OK.     Cr.  too.    6s. 
Lyall  (Edna).      DERRICK    VAUGHAN. 

NOVELIST.     42nd  Thousand.     Cr.  too. 

3*.  6d. 
M'Carthy  (Justin  H.),  Author  of '  If  I  were 

King.'      THE     LADY    OF     LOYALTY 

HOUSE.   Illustrated.    Third  Edition.   Cr. 

8vo.    6s. 

:  THE  DRYAD.   Second  Edition.   Cr.  too.  6s. 
Macdonald  (Ronald).    THE  SEA  MAID. 

Second  Edition.     Cr.  too.     6s. 
Macnaughtan  (S.).    THE  FORTUNE  OF 

CHRISTINA  MACNAB.    Third  Edition. 

Cr.  too.    6s. 
1  Malet( Lucas).    COLONEL  ENDERBY'S 

WIFE.     Fourth  Edition.     Cr.  too.     6s. 
j  A  COUNSEL  OF  PERFECTION.      New 

Edition.     Cr.  too.     6s. 
I  THE  WAGES  OF  SIN.     Fifteenth  Edition. 

Cr.  too.     6s. 
THE  CARISSIMA.     Fourth  Edition.    Cr. 

too.     6s. 

THE  GATELESS  BARRIER.   Fourth  Edi- 
tion.    Cr.  too.     6s. 
THE    HISTORY     OF    SIR     RICHARD 

CALMADY.  Seventh  Edition.  Cr.too.  6s. 

See  also  Books  for  Boys  and  Girls. 
Mann  (Mrs.  M.  E.).  OLIVIA'S  SUMMER. 

Second  Edition.     Cr.  too.     6s. 
A     LOST     ESTATE.        A    Neiu    Edition. 

Cr.  Bvo.    6s. 
THE  PARISH  OF  HILBY.   A  New  Edition. 

Cr.  too.    6s. 
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THE  PARISH  NURSE.     Fourth  Edition. 

Cr,  too.    6s. 

GRAN'MA'S  JANE.     Cr.  too.     6s. 
MRS.  PETER  HOWARD.    Cr.too.    6s. 
A    WINTER'S    TALE.      A   New  Edition. 

Cr.  too.     6s. 
ONE  ANOTHER'S  BURDENS.     A  Neiv 

Edition.     Cr.  too.     6s. 
ROSE  AT  HONEYPOT.     Third  Ed.    Cr. 

too.  6s.  See  also  Books  for  Boys  and  Girls. 
Marriott     (Charles),      Author      of     'The 

Column.'     GENEVRA.     Second  Edition. 

Cr.  too.   6s. 
Marsh  (Richard).    THE  TWICKENHAM 

PEERAGE.  Second  Edition.    Cr.too.    6s. 
A  DUEL.     Cr.  too.     t>s. 
THE   MARQUIS  OF    PUTNEY.    Second 

Edition.    Cr.  too.     6s. 

See  also  Strand  Novels. 
Mason  (A.    E.  W.)»  Author  of  'The  Four 

Feathers,'  etc.      CLEMENTINA.      Illus- 
trated.    Second  Edition.     Cr.  too.     6s. 
Mathers  (Helen),  Author  of  '  Comin'  thro' 

the    Rye.1      HONEY.      Fourth    Edition. 

Cr.  too.     6s. 
GRIFF  OF  GRIFFITHSCOURT.     Cr.  too. 

6s. 
THE  FERRYMAN.     Second  Edition.     Cr. 

MaxwelHW.  B.),  Author  of  'The  Ragged 

Messenger.'     VIVIEN.     Eighth  Edition. 

Cr.  too.     6s. 
THE    RAGGED    MESSENGER.      Third 

Edition.     Cr.  too.     6s. 
FABULOUS  FANCIES.     Cr.  too.    6s. 
Meade  (L.  T.).     DRIFT.    Second  Edition. 

Cr.  too.    6s. 

RESURGAM.    Cr.  too.    6s. 
VICTORY.     Cr.  too.    6s. 

See  also  Books  for  Girls  and  Boys. 
Meredith     (Ellis).        HEART     OF     MY 

HEART.     Cr.  too.    6s. 
'Miss    Molly'     (The  Author   of).       THE 

GREAT  RECONCILER.     Cr.  too.     6s. 
Mitford  (Bertram).    THE  SIGN  OF  THE 

SPIDER.      Illustrated.       Sixth    Edition. 

Cr.  too.     3*.  6d. 
IN    THE    WHIRL    OF    THE    RISING. 

Third  Edition.     Cr.  8vo.    6s. 
THE  RED  DERELICT.     Second  Edition. 

Cr.  too.    6s. 
Montresor   (F.    P.),    Author   of    'Into  the 

Highways  and    Hedges.'     THE  ALIEN. 

Third  Edition.     Cr.  too.    6s. 
Morrison  (Arthur).      TALES  OF  MEAN 
STREETS.  Seventh  Edition.   Cr.too.    6s. 
A  CHILD  OF  THE  JAGO.    Fifth  Edition. 

Cr.  too.    6s. 
TO    LONDON    TOWN.      Second  Edition. 

CUNNING  MURRELL.    Cr.  too.    6s. 
THE  HOLE  IN  THE  WALL.    Fourth  Edi- 
tion.    Cr.  too.     6s. 
DIVERS  VANITIES.    Cr.  too.    6*. 


Nesbit  (E.).    (Mrs,  E.  Bland).    THE  RED 

HOUSE.      Illustrated.      Fourth  Edition. 

Cr.  too.    6s. 

See  also  Strand  Novels. 
Norris  (W.  E.).    THE  CREDIT  OF  THE 

COUNTY.      Illustrated.    Second  Edition. 

Cr.  too.     6s. 
THE   EMBARRASSING   ORPHAN.     Cr. 

too.    6s. 

NIGEL'S  VOCATION.    Cr.  too.     6s. 
BARHAM  OF  BELTANA.   Second  Edition. 

Cr.  too.    6s. 

See  also  Strand  Novels. 
OHivant    (Alfred).       OWD    BOB,    THE 

GREY  DOG   OF   KENMUIR.     Eighth 

Edition.      Cr.  too.     6s. 
Oppenheim  (E.  Phillips).     MASTER  OF 

MEN.     Third  Edition.    Cr.  too.    6s. 
Oxenham    (John),    Author   of    'Barbe    of 

Grand  Bayou. '     A  WEAVER  OF  WEBS. 

Second  Edition.     Cr.  too.     6s. 
THE  GATE  OF  THE  DESERT.     Fourth 

Edition.    Cr.  too.     6s. 
Pain    (Barry).      THREE     FANTASIES. 

Cr.  too.     is. 
LINDLEY   KAYS.      Third  Edition.      Cr. 

too.    6s. 
Parker  (Gilbert).      PIERRE   AND    HIS 

PEOPLE.    Sixth  Edition. 
MRS.  FALCHION.  Fifth  Edition.    Cr.too. 

6s. 
THE   TRANSLATION    OF    A   SAVAGE. 

Second  Edition.     Cr.  too.     6s. 
THE    TRAIL    OF  THE    SWORD.     Illus- 
trated.    Ninth  Edition.     Cr.  too.     6s. 
WHEN  VALMOND  CAME  TO  PONTIAC  : 

The    Story  of  a  Lost    Napoleon.       Fifth 

Edition.    Cr.  too.     6s. 
AN  ADVENTURER  OF  THE  NORTH: 

The    Last  Adventures    of   '  Pretty  Pierre.' 

Third  Edition.     Cr.  too.     6s. 
THE  SEATS  OF  THE  MIGHTY.     Illus- 
trated.   Fourteenth  Edition.    Cr.  too.    6s. 
THE    BATTLE    OF    THE    STRONG:    a 

Romance  of  Two  Kingdoms.     Illustrated. 

Fifth  Edition.     Cr.  too.     6s. 
THE    POMP    OF    THE    LAVILETTES. 

Second  Edition.     Cr.  too.     y.  6d. 
Pemberton   (Max).      THE    FOOTSTEPS 

OF    A    THRONE.      Illustrated.      Third 

Edition.     Cr.  too.    6s. 

I    CROWN  THEE  KING.     With   Illustra- 
tions  by  Frank  Dadd   and   A.    Forrestier. 

Cr.  too.     6s. 
Phillpotts  (Eden).    LYING  PROPHETS. 

CHILDREN  OF  THE  MIST.     Fifth  Edi- 

tion.    Cr.  too.    6s. 
THE  HUMAN  BOY.    With  a  Frontispiece. 

Fourth  Edition.    Cr.  too.     6s. 
SONS     OF     THE     MORNING.      Second 

Edition.    Cr.  too.    6s. 
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THE  RIVER.     Third  Edition.    Cr.  Svo.   6s. 
THE    AMERICAN    PRISONER.       Third 

Edition.    Cr.  Svo.     6s. 
THE  SECRET  WOMAN.    Fourth  Edition. 

KNOCKAT  A  VENTURE.  With  a  Frontis- 
piece. Third  Edition.  Cr.  Svo.  6s. 

THE  PORTREEVE.    Fourth  Edition.    Cr. 
Svo.     6s. 
See  also  Strand  Novels. 

Pickthall  (Marmaduke).  SAID  THE 
FISHERMAN.  Fifth  Edition.  Cr.  too. 
6s. 

BRENDLE.    Second  Edition.     Cr.  Svo.     6s. 

•Q,'  Author  of  'Dead  Man's  Rock.'  THE 
WHITE  WOLF.  Second  Edition.  Cr. 

TH^'MAYOR  OF  TROY.  Fourth  Edition. 

Cr.  Svo.    6s. 
Rhys    (Grace).        THE    WOOING     OF 

SHEILA.     Second  Edition.     Cr.  too.    6s. 
THE  PRINCE  OF  LISNOVER.     Cr.  Svo. 

6s. 

Rhys  (Grace)  and  Another.  THE  DI- 
VERTED VILLAGE.  Illustrated  by 

DOROTHY  GWYN  JEFFREYS.     Cr.  Svo.    6s. 
Ridge  (W.  Pett).      LOST   PROPERTY. 

Second  Edition.    Cr.  Svo.    6s. 
ERB.     Second  Edition.     Cr.  too.    6s. 
A  SON  OF  THE  STATE.     Second  Edition. 

Cr.  Svo.     3-J.  6d. 
A  BREAKER  OF  LAWS.     A  New  Edition. 

Cr.  too.     3*.  6d. 
MRS.   GALER'S   BUSINESS.     Illustrated. 

Second  Edition.     Cr.  Bvo.     6s. 
SECRETARY  TO  BAYNE,  M.P.    Cr.  Svo. 

y.  6d. 

Ritchie  (Mrs.  David  G.).    THE  TRUTH- 
FUL LIAR.     Cr.  Svo.     6s. 
Roberts  (C.  G.  D.).    THE   HEART   OF 

THE      ANCIENT    WOOD.       Cr.     Svo. 

3s.6d. 
Russell     (W.     Clark).       MY     DANISH 

SWEETHEART.     Illustrated.    Fifth 

Edition.    Cr.  too.     6s. 
HIS    ISLAND    PRINCESS.       Illustrated. 

Second  Edition.    Cr.  6vo.     6s. 
ABANDONED.    Cr.  Svo.    6s. 

See  also  Books  for  Boys  and  Girls. 
Sergeant  (Adeline).     ANTHEA'S  WAY. 

Cr.  Svo.     6s. 
THE    PROGRESS  OF  RACHAEL.      Cr. 

Svo.    6s. 
THE  MYSTERY  OF  THE  MOAT.    Second 

Edition.    Cr.  Svo.     6s. 

MRS.  LYGON'S  HUSBAND.    Cr.  Svo.    6s. 
THE  COMING  OF  THE  RANDOLPHS. 

Cr.  Svo.     6s. 

See  also  Strand  Novels. 
Shannon.  (W.F.)      THE    MESS    DECK 
Cr.  Svo.    3*.  6d. 

See  also  Strand  Novels. 


Sonnischsen (Albert).  DEEP-SEA  VAGA« 

BONDS.     Cr.  Svo.    6s. 
Thompson    (Vance).       SPINNERS     OF 

LIFE.    Cr.  Svo.    6s. 
Urquhart  (M.),     A  TRAGEDY  IN  COM- 

M  ON  PLACE.     Second  Ed.     Cr.  too.    6s. 
Waineman    (Paul).      BY    A    FINNISH 

LAKE.     Cr.  Svo.    6s. 
THE    SONG    OF    THE    FOREST.      Cr. 

Svo.    6s.     See  also  Strand  Novels. 
Waltz  (E.  C.).     THE  ANCIENT  LAND- 
MARK :  A  Kentucky  Romance.     Cr.  too. 

6s. 
Watson  (H.   B.   Marriott).     ALARUMS 

AND  EXCURSIONS.    Cr.  too.    6s. 
CAPTAIN    FORTUNE.       Third  Edition. 

Cr.  too.     6s. 
TWISTED    EGLANTINE.      With  8  Illus- 

trations  by  FRANK  CRAIG.    Third  Edition. 

Cr.  Svo.    6s. 
THE  HIGH  TOBY.     With  a  Frontispiece. 

Third  Edition.     Cr.  Svo.     6s. 

See  also  Strand  Novels. 
Wells  (H.   G.).    THE  SEA    LADY.    c>. 

Svo.    6s. 
Wey  man  (Stanley),  Author  of '  A  Gentleman 

of  France.'    UNDER  THE  RED  ROBE. 

With   Illustrations  by  R.  C.  WOODVILLE. 

Twentieth  Edition.     Cr.  Svo.     6s. 
White  (Stewart  E.),  Author  of  '  The  Blazed 

Trail.'      CONJUROR'S      HOUS> 

Romance  of  the  Free  Trail.   Second  Edition. 

Cr.  Svo.     6s. 
White  (Percy).    THE  SYSTEM.     Third 

Edition.     Cr.  Svo.     6s. 
,  THE  PATIENT   MAN.      Second  Edition. 

Cr.  Svo.     6s. 
Williamson  (Mrs.  C.  N.),  Author  of  '  The 

Barnstormers.'          THE    ADVENTURE 

OF  PRINCESS  SYLVIA.      Second  Edi- 
tion.    Cr.  Svo.     3*.  6d. 

THE  WOMAN  WHO  DARED.  Cr.  too.  6s. 
THE  SEA  COULD  TELL.   Second  Edition. 

Cr.  too.     6s. 
THE    CASTLE    OF    THE     SHADOWS. 

Third  Edition.     Cr.  too.     6s. 
PAPA.     Cr.  Svo.    6s. 
LADY  BETTY   ACROSS  THE   WATER. 

Sixth  Edition.     Cr.  Zvo.     6s. 
Williamson  (C.   N.   and   A.    M.).      THE 

I.KVH  I  MNGCOMU  L  TOR:  Being  the 

Romance    of   a    Motor   Car.       Illustrated. 

Fifteenth  Edition.        Cr.  too.     6s. 
THE    PRINCESS    PASSES.      Illustrated. 

Seventh  Edition.     Cr.  too.     6s. 
MY  FRIEND  THE  CHAUFFEUR.     With 

16   Illustrations.       Seventh  Edition.      Cr. 

Svo.     6s. 
Wyllarde    (Dolf),    Author    of    '  Uriah    the 

Hittite.'      THE    PATHWAY    OF    THE 

PIONEER.  Fourth  Edition.  Cr.too.  6s. 


FICTION 


Methuen's  Shilling  Novels 

Cr.  Svo.      Cloth,   is.  net. 

ENCOURAGED  by  the  great  and  steady  sale  of  their  Sixpenny  Novels,  Messrs.  Methuen  hare 
determined  to  issue  a  new  series  of  fiction  at  a  low  price  under  the  title  of  '  THE  SHILLING 
NOVELS.'  These  books  are  well  printed  and  well  bound  in  cloth,  and  the  excellence  of  their 
quality  may  be  gauged  from  the  names  of  those  authors  who  contribute  the  early  volumes  of 
the  series. 

Messrs.  Methuen  would  point  out  that  the  books  are  as  good  and  as  long  as  a  six  shilling 
novel,  that  they  are  bound  in  cloth  and  not  in  paper,  and  that  their  price  is  One  Shilling  net, 
They  feel  sure  that  the  public  will  appreciate  such  good  and  cheap  literature,  and  the  books  can 
be  seen  at  all  good  booksellers. 
The  first  volumes  are— 

Balfour    (Andrew).      VENGEANCE    IS 

MINE. 
TO  ARMS. 
Baring-Gould (S.).    MRS.  CURGENVEN 

OF  CURGENVEN. 
DOMITIA. 
THE  FROBISHERS. 
Barlow    (Jane),     Author  of  '  Irish  Idylls. 

FROM      THE      EAST     UNTO     THE 

WEST. 

A  CREEL  OF  IRISH  STORIES. 
THE  FOUNDING  OF  FORTUNES. 
Barr  (Robert).    THE  VICTORS. 
Bartram  (George).    THIRTEEN  EVEN- 

INGS. 
Benson  (E.  F.),  Author  of  'Dodo.'    THE 

CAPSINA. 
Bowles  (G.  Stewart).    A  STRETCH  OFF 

THE  LAND. 

Brooke  (Emma).    THE  POET'S  CHILD. 
Bullock  (Shan  F.).    THE  BARRYS. 
THE  CHARMER. 
THE  SQUIREEN. 
THE  RED  LEAGUERS. 
Burton  (J.  Bloundelle).     ACROSS  THE 

SALT  SEAS. 
THE  CLASH  OF  ARMS. 
DENOUNCED. 
FORTUNE'S  MY  FOE. 
Capes    (Bernard).      AT    A    WINTER'S 

FIRE. 
Chesney  (Weatherby).     THE  BAPTIST 

RING. 

THE  BRANDED  PRINCE. 
THE  FOUNDERED  GALLEON. 
JOHN  TOPP. 
Clifford  (Mrs.   W.    K.).      A    FLASH    OF 

SUMMER. 
Collingwood   (Harry).      THE    DOCTOR 

OF  THE  'JULIET.' 
Cornford  (L.  Cope).     SONS  OF  ADVER- 

SITY. 
Crane   (Stephen).      WOUNDS   IN  THE 

RAIN. 
Denny  (C.    E.).      THE    ROMANCE    OF 

UPFOLD  MANOR. 
Dlckson  (Harris).    THE  BLACK  WOLF'S 

BREED. 
Dickinson     (Evelyn).       THE    SIN    OF     Macgrath     (Harold).       THE     PUPPET 

ANGELS.  CROWN. 


Duncan  (Sara  J.).    *THE  POOL  IN  THE 

DESERT. 

A  VOYAGE  OF  CONSOLATION. 
Embree  (C.  F.).    A  HEART  OF  FLAME. 
Fenn   (G.    Manville).     AN    ELECTRIC 

SPARK. 
Findlater  (Jane  H.).    A  DAUGHTER  OF 

STRIFE. 

Findlater  (Mary).     OVER  THE  HILLS. 
Forrest    (R.     E.).      THE    SWORD    OF 

AZRAEL. 

Francis  (M.  E.).    MISS  ERIN. 
Gallon  (Tom).    RICKERBY'S  FOLLY. 
Gerard     (Dorothea).      THINGS    THAT 

HAVE  HAPPENED. 
Gilchrist(R.  Murray).  WILLOWBRAKE. 
Glanville   (Ernest).      THE  DESPATCH 

RIDER. 

THE  LOST  REGIMENT. 
THE  KLOOF  BRIDE. 
THE  INCA'S  TREASURE. 
Gordon  (Julien).    MRS.  CLYDE. 
WORLD'S  PEOPLE. 
Goss  (C.  P.).     THE  REDEMPTION  OF 

DAVID  CORSON. 
Gray  (E.  M 'Queen).      MY  STEWARD- 

SHIP. 

Hales  (A.  G.).    JAIR  THE  APOSTATE. 
Hamilton  (Lord  Ernest).  MARY  HAMIL. 

TON. 
Harrison  (Mrs.  Burton).    A  PRINCESS 

OF  THE  HILLS.     Illustrated. 
Hooper  (I.).    THE  SINGER  OF  MARLY. 
Hough  (Emerson).     THE  MISSISSIPPI 

BUBBLE. 


ANNE  MAULE- 


lota'  (Mrs.  Caffyn). 
I       VERER. 
;  Jepson  (Edgar).       KEEPERS  OF  THE 

PEOPLE, 
i  Kelly  (Florence  Finch).     WITH  HOOPS 

OF  STEEL. 

Lawless  (Hon.  Emily).     MAELCHO. 
Linden  (Annie).   A  WOMAN  OF  SENTI. 

MENT. 

Lorimer  (Norma).    JOSIAH'S  WIFE. 
Lush  (Charles  K.).    THE  AUTOCRATS. 
Macdonell    (Anne).      THE   STORY   OF 


MESSRS.  METHUEN'S  CATALOGUE 


Mackle  (Pauline  Bradford).  THE  VOICE 
IN  THE  DESERT. 

Marsh  (Richard).  THE  SEEN  AND 
THE  UNSEEN. 

GARNERED. 

A  METAMORPHOSIS. 

MARVELS  AND  MYSTERIES. 

1JOTH  SIDES  OF  THE  VEIL. 

Mayall  (J.  W.).  THE  CYNIC  AND  THE 
SYREN. 

Monkhouse  (Allan).     LOVE  IN  A  LIFE. 

Aloore  (Arthur).  THE  KNIGHT  PUNC- 
TILIOUS. 

Nesbit  (Mrs.  Bland).  THE  LITERARY 
SENSE. 

Norris(W.  E.).    AN  OCTAVE. 

OIiohant(Mrs.).    THE  LADY'S  WALK. 

SIR  ROBERT'S  FORTUNE. 

THE  TWO  MARY'S. 

Penny  (Mrs.  Frank).  A  MIXED  MAR- 
AGE. 

Phillpotts  (Eden).  THE  STRIKING 
HOURS. 

FANCY  FREE. 

Pryce  (Richard).  TIME  AND  THE 
WOMAN. 

Randall  (J.).  AUNT  BETHIA'S  BUTTON. 

Raymond  (Walter).  FORTUNE'S  DAR- 
LING. 

Rayner  (Olive  Pratt).     ROSALBA. 

Rhys  (Grace).  THE  DIVERTED  VILL- 
AGE. 


Rickert  (Edith).  OUT  OF  THE  CYPRESS 

SWAMP. 

Roberton(M.  H.).  A  GALLANT  QUAKER. 
Saunders  (Marshall).      ROSE  A  CHAR. 

LITTE. 
Sergeant  (Adeline).      ACCUSED    AND 

ACCUSER. 

BARBARA'S  MONEY. 
THE  ENTHUSIAST. 
A  GREAT  LADY. 
THE  LOVE  THAT  OVERCAME. 
THE  MASTER  OF  BEECHWOOD. 
UNDER  SUSPICION. 
THE  YELLOW  DIAMOND. 
Shannon  (W.  F.).    JIM  TWELVES. 
Strain  (E.  H.).  ELMSLIE'S  DRAG  NET. 
Stringer  ( Arthur).  T  H  E  S I LVER  POPPY. 
Stuart  (Esme).    CHRISTALLA. 
Sutherland  (Duchess  of).     ONE  HOUR 

AND  THE  NEXT. 

Swan  (Annie).    LOVE  GROWN  COLD. 
Swift  (Benjamin).     SORDON. 
Tanqueray  (Mrs.  B.  M.).     THE  ROYAL 

QUAKER. 
Trafford-Taunton  (Mrs.E.W.).  SILENT 

DOMINION. 

Upward  (Allen).    ATHELSTANE  FORD. 
Waineman(PauI).    A  HEROINE  FROM 

FINLAND. 
Watson  (H.  B.  Marriott).    THE  SKIRTS 

OF  HAPPY  CHANCE. 
'Zack.'  TALES  OF  DUNSTABLE  WEIR. 


Books  for  Boys  and  Girls 

Illustrated.     Crown  8vo.     %s.  6d. 


THE  GETTING  WELL  OP  DOROTHY.  By  Mrs. 
W.  K.  Clifford.  Second  Edition. 

THE  ICELANDER'S  SWORD.  By  S.  Baring- 
Gould. 

ONLY  A  GUARD-ROOM  Doc.  By  Edith  E. 
Cuthell. 

THB  DOCTOR  OF  THE  JULIET.  By  Harry 
Collingwood. 

LITTLE  PETER.      By  Lucas  Malet.      Second 

Edition. 
MASTER  ROCKAFELLAR'S  VOYAGE.     By  W. 

Clark  Russell.    Third  Edition. 


THE  SECRET  OF  MADAME  DE  MOMLUC.     By 

the  Author  of  "  Mdlle.  Mori." 
SYD  BELTON  :  Or,  the  Boy  who  would  not  go 

to  Sea.     By  G.  Manville  Fenn. 
THE  RED  GRANGE.     By  Mrs.  Molesworth. 
A  GIRL  OF  THE  PEOPLE.     By  L.  T.  Meade. 

Second  Edition. 

HEPSY  GIPSY.    By  L.  T.  Meade.     vs.  64. 
THE  HONOURABLE  Miss.     By  L.  T.  Meade. 

Second  Edition. 
THERE  WAS  ONCE  A  PRINCE.     By  Mrs.  M.  I 

Mann. 
WHEN  ARNOLD  COMES  HOME.    By  Mrs.  M.  E. 

Mann. 


The  Novels  of  Alexandre  Dumas 

Price  6d.    Double  Volumes,  is. 


THE  THREE  MUSKETEERS.  With  a  long 
Introduction  by  Andrew  Lang.  Double 
volume. 

THB  PRINCE  OF  THIEVES.    Second  Edition, 

ROBIN  HOOD.     A  Sequel  to  the  above. 

THB  CORSICAN  BROTHERS. 

GEORGES. 


CROP-EARED  J ACQUOT  ;  JANE  ;  Etc. 

TWENTY  YEARS  AFTER.     Double  voh 

AMAURY. 

THE  CASTLE  OF  EPPSTEIN. 

THE  SNOWBALL,  and  SULTANETTA. 

CECILE  ;  OR,  THE  WEDDING  GOWN. 

ACTE. 


FICTION 


39 


THE  BLACK  TOLIP. 

THE  VICOMTE  DE  BRAGEI.ONNE. 

Part   I.    Louise  de  la   Valliere.     Double 

Volume. 
Part  ii.    The   Man   in   the   Iron    Mask. 

Double  Volume. 
THE  CONVICT'S  SON. 
THE  WOLF-LEADER. 
NANON  ;  OR,  THE  WOMEN'     WAR.     Double 

volume. 

PAULINE  ;  MURAT  ;  AND  PASCAL  BRUNO. 
THE  ADVENTURES  OF  CAPTAIN  PAMPHILE. 
FERNANDK. 
GABRIEL  LAMBERT. 
CATHERINE  BLUM. 
THE    CHEVALIER   D'HARMENTAL.       Double 

volume. 
SYLVANDIRE. 
THB  FENCING  MASTER. 
THE  REMINISCENCES  OF  ANTONY. 
CONSCIENCE. 
PERE  LA  RUINE. 
HENRI  OF  NAVARRE.       The  second  part  of 

Queen  Margot. 
THE  GREAT   MASSACRE.     The  first  part  of 

Queen  Margot. 
THE  WILD  DUCK  SHOOTER. 

Illustrated  Edition. 
Demy  8vo.    Cloth. 

THE    THREE    MUSKETEERS.      Illustrated   in 
Colour  by  Frank  Adams,     zs.  6d. 


THE    PRINCE   OF   THIETBS.      Illustrated  in 

Colour  by  Frank  Adams,     vs. 
ROBIN  HOOD  THE  OOTLAW.     Illustrated  in 

Colour  by  Frank  Adams,     zs. 
THE    CORSICAN    BROTHERS.      Illustrated   in 

Colour  by  A.  M.  M'Lellan.     is.  6d. 
THE  WOLF-LEADER.      Illustrated  in  Colour 

by  Frank  Adams.     M.  f>d. 
GEORGES.  Illustrated  in  Colour  by  Munro  Orr. 

ZS. 

TWENTY  YEARS  AFTER.  Illustrated  in  Colour 
by  Frank  Adams.  3*. 

AMAURY.  Illustrated  in  Colour  by  Gordon 
Browne,  zs. 

THE  SNOWBALL,  and  SULTANETTA.  Illus- 
trated in  Colour  by  Frank  Adams,  zs. 

THE  VICOMTE  DEBRAGELONNE.  Illustrated  in 
Colour  by  Frank  Adams. 
Part  I.  Louise  de  la  ValHere.     3*. 
Part  n.  The  Man  in  the  Iron  Mask.     35. 

CROP-EARED  JACQUOT  ;  JANE  ;  Etc.  Illus- 
trated in  Colour  by  Gordon  Browne,  zs. 

THE  CASTLE  OF  EPPSTEIN.  Illustrated  in 
Colour  by  Stewart  Orr.  i s.  6d. 

ACTS.  Illustrated .  in  Colour  by  Gordon 
Browne,  is.  6d. 

CECILE  ;  OR,  THE  WEDDING  GOWN.  Illus- 
trated in  Colour  by  D.  Murray  Smith. 
is.  6d. 

THE  ADVENTURES  OF  CAPTAIN  PAMPHILE 
Illustrated  in  Colour  by  Frank  Adan 


Methuen's  Sixpenny  Books 


Austen  (Jane).  PRIDE  AND  PRE- 
JUDICE. 

Bagot  (Richard).   A  ROMAN  MYSTERY. 

Balfour  (Andrew).  BY  STROKE  OF 
SWORD. 

Baring-Gould  (S.).     FURZE  BLOOM. 

CHEAP  JACK  ZITA. 

KITTY  ALONE. 

URITH. 

THE  BROOM  SQUIRE. 

IN  THE  ROAR  OF  THE  SEA. 

NOEMI. 

A  BOOK  OF  FAIRY  TALES.    Illustrated. 

LITTLE  TU'PENNY. 

THE  FROBISHERS. 

Barr  (Robert).  JENNIE  BAXTER, 
JOURNALIST. 

IN  THE  MIDST  OF  ALARMS. 

THE  COUNTESS  TEKLA. 

THE  MUTABLE  MANY. 

Benson  (E.  F.).    DODO. 

Bronte  (Charlotte).    SHIRLEY. 

Brownell  (C.  L.).  THE  HEART  OF 
JAPAN. 


Burton  (J.  Bloundelle).     ACROSS  THE 

SALT  SEAS. 
Caffyn  (Mrs).,  ('Iota').    ANNE  MAULE- 

VERER. 
*Capes  (Bernard).    THE    LAKE    OF 

WINE. 
Clifford  (Mrs.   W.    K.).    A    FLASH    OF 

SUMMER. 

MRS.  KEITH'S  CRIME. 
Connell  (F.   Norreys).      THE    NIGGER 

KNIGHTS. 
Corbett    (Julian).        A    BUSINESS    IN 

GREAT  WATERS. 
Croker  (Mrs.  B.  M.).     PEGGY  OF  THE 

BARTONS. 
A  STATE  SECRET. 
ANGEL. 
JOHANNA. 
Dante  (Alighieri).       THE    VISION    OF 

DANTE  (GARY). 
Doyle  (A.  Conan).    ROUND  THE  RED 

LAMP. 
Duncan  (Sara  Jeannette).      A  VOYAGE 

OF  CONSOLATION. 
THOSE  DELIGHTFUL  AMERICANS. 


MESSRS.  METHUEN'S  CATALOGUE 


Eliot  (George).      THE  MILL  ON  THE 

FLOSS. 
Pindlater    (Jane    H.).      THE     GREEN 

GRAVES  OF  BALGOWRIE. 
Gallon  (Tom).     RICKERBY'S  FOLLY. 
Gaskell  (Mrs.).    CRANFORD. 
MARY  BARTON. 
NORTH  AND  SOUTH. 
Gerard     (Dorothea).        HOLY     MATRI- 

MONY. 

THE  CONQUEST  OF  LONDON. 
MADE  OF  MONEY. 
Gissing (George).  THE  TOWN  TRAVEL- 

LER. 

THE  CROWN  OF  LIFE. 
Glanville    (Ernest).       THE     INCA'S 

TREASURE. 
THE  KLOOF  BRIDE. 
Gleig  (Charles).     HUNTER'S  CRUISE. 
Grimm     (The     Brothers).         GRJMM'S 

FAIRY  TALES.     Illustrated. 
Hope  (Anthony).    A  MAN  OF  MARK. 
A  CHANGE  OF  AIR. 
THE  CHRONICLES   OF  COUNT 

ANTONIO. 
PHROSO. 

THE  DOLLY  DIALOGUES. 
Hornung  (E.  W.).      DEAD  MEN  TELL 

NO  TALES. 
Ingraham  (J.  H.).      THE  THRONE  OF 

DAVID. 
Le  Queux  (W.).    THE  HUNCHBACK  OF 

WESTMINSTER. 
Levett- Yeats  (S.  K.).    THE  TRAITOR'S 

WAY. 
Linton  (E.  Lynn).      THE    TRUE    HIS- 

TORY  OF  JOSHUA  DAVIDSON. 
Lyall  (Edna).     DERRICK  VAUGHAN. 
Malet  (Lucas).     THE  CARISSIMA. 
A  COUNSEL  OF  PERFECTION. 
Mann   (Mrs.   M.    E.).      MRS.      PETER 

HOWARD. 
A  LOST  ESTATE. 
THE  CEDAR  STAR. 
Marchmont  (A.   W.).      MISER    HOAD- 

LEY'S  SECRET. 
A  MOMENT'S  ERROR. 
.Ylarryat  (Captain).    PETER  SIMPLE. 
JACOB  FAITHFUL. 
Marsh  (Richard).    THE  TWICKENHAM 

PEERAGE. 
THE  GODDESS. 
THE  JOSS. 

Mason  (A.  E.  W.).    CLEMENTINA. 
Mathers  (Helen).     HONEY. 
GRIFF  OF  GRIFFITHSCOURT. 


SAM'S  SWEETHEART 

Meade  (Mrs.  L.  T.).     DRIFT. 

Mitford  (Bertram).    THE  SIGN  OF  TUP. 

SPIDER. 

Montresor  (F.  F.).     THE  ALIEN. 
Moore  (Arthur).  THE  GAY  DECEIVERS. 
Morrison    (Arthur).      THE    HOLE    IN 

THE  WALL. 

Nesbit(B.).     THE  RED  HOUSE. 
Norris(W.  E.).     HIS  GRACE. 
GILES  INGILBY. 
THE  CREDIT  OF  THE  COUNTY. 
LORD  LEONARD. 
MATTHEW  AUSTIN. 
CLARISSA  FURIOSA. 
Oliphant  (Mrs.).    THE  LADY'S  WALK. 
SIR  ROBERT'S  FORTUNE. 
THE  PRODIGALS. 
Oppenheim  (E.  Phillips).     MASTER  OF 

MEN. 
Parker  (Gilbert).     THE  POMP  OF  THE 

LAVILETTES. 

WHEN  VALMOND  CAME  TO  PONTIAC. 
THE  TRAIL  OF  THE  SWORD. 
Pemberton  (Max).      THE    FOOTSTEPS 

OF  A  THROIsE. 
I  CROWN  THEE  KING. 
Phillpotts  (Eden).     THE  HUMAN  BOY. 
CHILDREN  OF  THE  MIST. 
Ridge  (W.Pett).  A  SON  OF  THE  STATE. 
LOST  PROPERTY. 
GEORGE  AND  THE  GENERAL. 
Russell  (W.  Clark).     A  MARRIAGE  AT 

SEA. 

ABANDONED. 

MY  DANISH  SWEETHEART. 
Sergeant  (Adeline).    THE  MASTER  OF 

BEECHWOOD. 
BARBARA'S  MONEY. 
THE  YELLOW  DIAMOND. 
Surtees   (R.    S.).      HANDLEY   CROSS. 

Illustrated. 
MR.     SPONGE'S     SPORTING     TOUR. 

Illustrated. 

ASK  MAMMA.     Illustrated. 
Valentine  (Major  E.  S.).     VELDT  AND 

LAAGER. 

Walford  (Mrs.  L.  B.).     MR.  SMITH. 
THE  BABY'S  GRANDMOTHJ.K. 
Wallace  (General  Lew).     BEX-HUR. 
THE  FAIR  GOD. 
Watson  (H.  B.  Marriot).    THE  ADVEN- 

TURERS. 

Weekes  (A.  B.).  PRISONERS  OF  WAR. 
Wells  (H.G.).  THESTOLEN  BACILLUS. 
White  (Percy).  A  PASSIONATE 

PILGRIM 
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